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THE TRAFFIC CLUBS 


The Associated Traffic Clubs of America, organized 
not quite four years ago, will hold its annual convention 
in Dallas, Texas, next week. It was organized at a meet- 
ing of fifty representatives of twenty-seven clubs and 
now contains upwards of fifty member clubs, its conven- 
tion being always attended by from one to four delegates 
from each of nearly all of its constituent organizations. 
In spite of the fact that there have been some defections 
and that some clubs have not yet seen fit to join, its 
growth has been healthy and its work has been construc- 
tive and thoroughly in line with its avowed purpose, 
which is to bring about, through education, understand- 
ing of national transportation problems to the end that 
wise policies of legislation and regulation may be 
adopted. We think, perhaps, such lack of interest as 
has been shown on the part of a few clubs and the wan- 
ing of interest on the part of a few others is due chiefly 
to misapprehension as to the purposes of the association 
and the obligation of traffic clubs to assist in this pur- 
pose. To meet this situation the association recently 
issued the following statement as to the “function of the 
association and the obligation of individual clubs to be- 
long to it” 


Though the Associated Traffic Clubs of America was organ- 
ized in May, 1922, and though it has constantly grown, having 
now fifty-two member clubs, with several others in immediate 
prospect, there are some clubs that still have not seen fit to 
join, two or three that, having joined, have withdrawn, a few 
Others that may be considered somewhat lukewarm, and, per- 
haps, still others that, though they display active interest, may 
not even yet fully understand the benefits to be derived from 
membership in the association and the obligation to take part 
in its work. For these reasons, the directors of the association 
have thought it wise to issue this statement, written by the 
president of the association, as to the function of the association 
and the obligation of individual traffic clubs to participate in it. 

In the first place, though this is not the main argument in 
favor of a club joining the association, there is an element of 
direct service to member clubs. The ‘association has recently 
undertaken, through its president, to answer letters from clubs 
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asking for help in solving club problems. He will give what help 
he can or refer the query to someone who, in his opinion, will be 
able to give the necessary advice. Advice as to an appropriate 
speaker for a banquet or business meeting would come under 
this head. Advice as to group insurance, payment of excise tax, 
membership campaigns, club programs, and the like are in- 
cluded. The bulletins sent to member clubs from the central 
organization are themselves full of indirect suggestions for club 
activities. 

In the second place, there is the benefit in an educational 
sense derived from membership in the- national association. 
Though the primary function of the individual club is social, 
most clubs devote some attention to transportation problems, 
national as well as local. The national association furnishes 
them food for thought in the resolutions sent to them for 
ratification and the consideration of and debate on these resolu- 
tions result in information and education for the members, aside 
from any benefit to the public from the action taken. Delegates 
attending meetings of the association pick up many ideas as to 
interesting club features and problems of administration that 
they may report to their home clubs with beneficent results. 

But the vital and fundamental function of the association is 
to give the traffic clubs of the country an opportunity to do a 
public service. The nominal expense of belonging to the asso- 
ciation should be paid, not for the direct benefits derived, which 
are small in comparison, but out of willingness to participate in 
the work of public education. The association is founded on the 
theory that, in most matters, the interests of shippers and rail- 
roads are identical and that agreement can be reached by rep- 
resentatives of shippers and carriers on these fundamental 
matters of national importance. Once an agreement is reached 
by delegates to an association meeting and ratified by a majority 
of member clubs, there is a powerful agent for bringing about 
intelligent legislation and regulation, or preventing unintelligent 
and vicious legislation and regulation. 

It has been said by some that it is impossible for the traffic 
clubs, made up of both railroad and industrial representatives, 
to agree in any important degree. The answer is the record of 
what they have accomplished in this respect, even if it were not 
apparent, without such demonstration, that well-informed and 
right-minded men, whatever their special interests, could agree 
on what is fundamentally right and wrong, morally and 
economically. 


The only other objection to the association of any conse- 
quence is that traffic clubs are and must continue to be social 
organizations. To this we agree. The association does not 
propose to change their character. It would simply add to their 
social function the function of doing a public service through 
lending their efforts toward solving the great current trans- 
portation problems. In many clubs this function is not even an 
addition, for they already take interest in and express them- 
selves on matters of national as well as local transportation 
importance. To these the association merely offers a method 


of national expression in conjunction with other clubs of the 
same mind. 


We are interested in this association and its success 
because it is the only agency through which representa- 
tives of the railroads and the industries can present their 
united views where agreement is possible. There are 
many organizations of shippers and of railroad men and 
each has its place and its value, but there is no other 
organization than the traffic club composed of both rail- 
road and industrial representatives, unless we except the 
regional advisory boards, which, of course, are formed 
for a definite and specific purpose that in no wise con- 
flicts with or takes the place of the traffic clubs. The 
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Chas. F. Beach, Gen. Agt., 
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Detroit, Mich. 

CO. A. Canning, Gen. Agt., 
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Minneapolis, Minn. 

D. R. Peck, Gen. Agt., 
208 S. LaSalle St., 
Chicago, Ill. 
L. B. Kelz, Gen. Agt., 
601 Maritime Exchange, 
70 Broad St., New York 
L. W. Gent, Gen. Agt., 
211 Railway Exchange 
Bldg., Kansas City, Mo. 
J. M. Boak, Gen. Agt., 
415 Swetland Bidg., 
Cleveland, Ohio. 
J. C. McCutchen, Gen. Agt., 
601 Railway Exchange, 
Milwaukee, Wis. 
Cc. Leutert, Gen. Agt., 
12th and Lucas Ave., 
St. Louis, Missouri. 
E. L. McKee, Gen. Agt., 
Springfield, Ill. 
Ww. M. Long, Gen. Agt., 
Peoria, Illinois. 

H. Johnston, Gen. Agt., 
Bloomington, Ill. 
L. C. Bundy, Gen. A 
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G. W. Manley, Gen. Agt., 
Champaign, Ill. st. 
J. E. Ditlon, Gen. Agt., 
Danville, Illinois. 

W. H. Wylie, 
Traffic Munager, 
Springfield, Ill. 
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National Association of Traffic Clubs furnishes the ma- 
chinery for crystallizing the views of all the clubs, thus 
giving them weight and effect. We do not see how, if 
traffic clubs desire to be something more than the in- 
consequential social organizations most of them have 
been and some of them still are; they can refrain from 
approving at least the idea and avowed purpose of the 
national organization. Of course, if a club does not wish 
to participate in any such work or does not think such 
work is its proper function, then there is no more to be 
said except, perhaps, to convince it that it is wrong and 
is overlooking an opportunity to be of service. But, on 
the theory that the general idea is approved, it remains 
only to inquire as to whether the association is fulfilling 
properly its function or, if it is not, whether it can be 
made to do so. It may be valuable to recall the principal 
things that the association has done. 

At its first convention after the organization meet- 
ing, in St. Louis, December, 1922, it adopted resolutions 
regarding the kind of appointments that should be made 
to the Interstate Commerce Commission. It also origi- 
nated the slogan, “Hands Off the Transportation Act,” 
which was afterwards taken up by shippers and carriers, 
individually and through organizations, all over the 
country, the idea being, not that the transportation act 
was perfect, but that there was danger in tampering with 
it by reason of the personnel of Congress at that time 
and the radical tendencies of many of its members. 


At Indianapolis, in May, 1923, the association took 
action with regard to railroad consolidation, recommend- 
ing that consolidation should be permissive instead of 
compulsory, originating with the interested railroads and 
subject always to the approval of the Commission. This 
is now the position of most students of the problem. It 
also opposed the Warfield car-pooling plan and formally 
adopted the slogan: “Give Our Railroads a Chance.” 
This slogan was widely adopted and used on the station- 
ery not only of traffic clubs, but of individual business 
concerns and organizations. That slogan has now been 
abolished as obsolete, but it served its purpose well. 


At Cleveland, in December, 1923, the association re- 
affirmed its “hands off” policy and rescinded its railroad 
consolidation action, not because it had changed its mind 
as to the wisdom of its announced policy in that respect, 
but because it had concluded that to recommend legisla- 
tion as to consolidation was inconsistent with its “hands 
off” policy. It also took further action with respect to 
the kind of appointments to be made to the Commission 
and in condemnation of political rate-making. 


At Detroit, in April, 1924, it endorsed the regional 
advisory boards and condemned the Gooding bill, which 
has lately gone down to defeat. 

At Atlanta, in October, 1924, it adopted the follow- 
ing transportation program or platform: 


The Associated Traffic Clubs of America has been standing 
for a policy of “hands off the transportation act.” It believes 
that this policy should be continued, at least until after the ap- 
proaching short session of Congress, which ends March 4, 1925. 

But, aside from the question of immediate legislation, we 
believe there ought to be a platform of fundamental principles 
= besa persons constructively interested in transportation can 
stand. 

We believe in a continuation of the present public policy of 
private ownership under government regulation. 
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We deprecate any tendency toward political control of rates, 
believing that there should be neither political pressure used 
on the Interstate Commerce Commission to induce it to follow 
policies that may seem expedient to persons or parties in politi- 
cal power, nor attempts by Congress to legislate as to specific 
rates. We especially condemn the theory of making rates for 
the purpose of aiding an industry that, for the moment, may not 
be in prosperous condition. 

We believe the present tentative valuation of railroad prop- 
erties by the Interstate Commerce Commission and the methods 
pursued by that body in arriving at its valuations to be sub- 
stantially sound. We believe the work of valuation should be 
continued by the Commission until completed. 


While realizing that there is still the problem of the “strong 
and weak” railroads, we believe that Section 15A is a construc- 
tive effort to solve it and we believe that section should be 
retained until something better is offered. The facts do not 
support the allegation that substantial reductions in rates have 
not been or cannot be made with this section in force. It estab- 
lishes the principle, which we favor, that the carriers are en- 
titled to an adequate return. 


We believe the fourth section of the act to regulate com- 
merce should be left as it is, with the Interstate Commerce 
Commission, charged by law with the duty of fostering both 


rail and water transportation, empowered to grant departures 
from it. 


We believe that much good may be accomplished through 
proper consolidations of railroads, but we believe, instead of 
laying down a specific plan for general consolidation, either 
voluntary or compulsory, the wiser plan would be to permit 
consolidations naturally brought about and proposed by the 
railroads themselves, if, after proper hearing, the Interstate 
Commerce Commission finds them to be in the public interest. 


We believe that, if the principle of a railroad labor board 
is to be maintained, through the present or any similar body, 
the public should unquestionably be represented thereon. 


At Kansas City, in April, 1925, its principal action 
was to demand the repeal of the Hoch-Smith resolution. 
Its action in this respect was the logical conclusion of all 
its former pronouncements with respect to political rate- 
making and was ratified by a larger number of member 
clubs than ever ratified any of its other actions. 

At Louisville, in October, 1925, it recommended 
regulation of motor vehicle interstate common carriers 
and laid the groundwork for possible action with respect 


to labor legislation by considering an elaborate report on 
the subject. 


In addition to this labor study the association has 


also made a study of the subject of transportation 
coordination. 


It is true, of course, that most of the subjects that 
have been considered have been somewhat controversial 
—that is, there is room for conflicting views with respect 
to them. If they were not controversial there would be 
no sense in considering them. If everyone agreed—as 
would have to be the case to prevent them from being 
controversial—there would be no occasion for action on 
them. But the point is that, though some of them may 
be controversial, none of them is so in the sense that 
carriers and shippers, as such, may not or ought not to 
agree on them. The proof that they can agree is that 
they did agree, every action of the association delegates 
having been ratified by a majority of member clubs, ex- 
cept one. That one was in the nature of a censure of 
President Harding because of his action in appointing 
certain unqualified men to the Commission, but it was 
rescinded before the vote had been completed, owing 
to the death of the President. 

The only time the association, that we recall, was 
in danger of getting into deep water was when it pro- 
posed to recommend regulation of intercoastal steam- 
ship rates. It was realized that this subject would make 
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trouble and the proposed resolution was rescinded, not 
because a majority could not have been obtained for it, 
but because it was thought wise not to take action on 
a matter in which there would be a natural division be- 


tween carriers and shippers or between rail lines and 
boat lines. . 


Our conclusion with respect to this association is 
that there is decidedly a place for it and that it has been 
fulfilling its function with credit. We think the traffic 
clubs should support it and that it should have the sym- 
pathy also of railroad and industrial executives who may 
not be members of traffic clubs, but who employ men 
who are. There are, doubtless, many things it might do 
better and there may be changes that should be made in 
its organization or its methods. It should be the busi- 
ness of traffic clubs to interest themselves that such 
needed reforms, if any, may be brought about. 


COMMISSION ORDERS 


The Commission, by a supplemental order in No. 13514, 
Blackshear Manufacturing Company vs. Atlantic Coast Line et 
al., has modified the order of February 12, 1926, by inserting 
immediately after the first paragraph thereof beginning “It is 
further ordered,” the following: 


It is further ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to (a) cease and desist from practicing the undue pref- 
erence and advantage, undue prejudice, and unjust discrimination 
found in said report on further hearing to exist in the relation of 
interstate rates on fertilizer, in less than carloads, from Blackshear, 
Ga., and intrastate rates on the same commodity from Jacksonville, 
Fla., to the destinations in Florida described in the succeeding para- 
graphs hereof, numbered 4 and 5, and (b) to establish, put in force 
and maintain on fertilizer, in less_than carloads, from Jacksonville 
to said destinations intrastate rates as follows: 

4 For single-line movements of 70 to 170 miles, inclusive, to 
destinations on the Seaboard Air Line and Atlantic Coast Line in 
northern Florida, viz., west of Jacksonville, and on and north of the 
line of the Seaboard Air Line Railway from Jacksonville to and in- 
cluding River Junction, Fla., and the line of the Louisville & Nash- 
ville Railroad from River Junction to Pensacola, Fla., inclusive, rates 
which shall not be lower than rates which are 120 per cent of the 
carload rates which would apply for single line movements for like 
distances under the scale set forth in numbered paragraph 1 hereof. 

5. For single-line movements of 90 to 140 miles, inclusive, to 
destinations on the Atlantic Coast Line Railroad, Seaboard Air Line 
Railway and Florida East Coast Railway in southern Florida, viz., 
south of the aforesaid Jacksonville-River Junction-Pensacola lines 
of the Seaboard Air Line Railway and Louisville & Nashville Rail- 
road and south of Jacksonville, except Sanford, Fla., and other des- 
tiriations in southern Florida to which water competitive rates are 
published and maintained from Jacksonville, rates which shall not 
be lower than rates which are 120 per cent of the carload rates which 
would apply for single-line movements for like distances under the 
scale set forth in numbered paragraph 2 hereof. 


The Mitchell Chamber of Commerce has been permitted to 
intervene in No. 17579, Ruggles and Rademaker vs. Akron, Can- 
ton & Youngstown et al. 

The St. Joseph Grain Exchange has been permitted to in- 
tervene in No. 17976, Omaha Grain Exchange et al. vs. Santa Fe 
et al. 


Armour & Company has heen permitted to intervene in No. 
17968, American Salt Company et al. vs. Akron, Canton & 
Youngstown et al. 


The Texas Industrial Traffic League has been permitted to 
intervene in No. 17992, The Southern Kansas Millers Traffic Club 
et al. vs. Abilene and Southern et al. 


The Commission has reopened, for further hearing, Valua- 
tion No. 529, Pittsburgh, Lisbon and Western Railroad Company, 
to permit the introduction of evidence concerning the classifica- 
tion and original cost of lands. 


The Louisiana Cottonseed Crushers’ Association, Southern 
Cotton Oil Company and Southport Mill, Ltd., have been per- 
mitted to intervene in No. 18026, Arkansas Cottonseed Crush- 
ers’ Association vs. Akron, Canton & Youngstown et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 17994, Perry Coal Company et al. vs. Alton and 
Southern et al. 

The Atlantic Coast Line Railroad has been permitted to in- 
tervene in No. 17865, Traffic Bureau, Chamber of Commerce 
(Lynchburg, Va.), vs. Illinois Central Railroad Company et al. 

The Chamber of Commerce of the City of Milwaukee has 
been permitted to intervene in No. 17838, The American Linseed 
Company vs. Chicago, Milwaukee and St. Paul Railway, H. E. 
Byram, Mark W. Potter and Edward Brundage, receivers. 

The Minnesota and Ontario Paper Company has been per- 
mitted to intervene in No. 17543, The Celotex Company vs. Akron, 
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Canton & Youngstown et al., and No. 17544, The Celotex Com- 
pany vs. Akron, Canton & Youngstown et al. 

Tne Clawson Chemical Company has been permitted to in- 
tervener in finance No. 5346, in the matter of application of the 
Clarion River Railway Company for a certificate of public con- 
venience and necessity authorizing the abandonment of its line 
of railroad from a connection with the Pennsylvania Railroad 
at Croyland to Hallton, both in Elk county, Pennsylvania. John 
D. Dickson, as receiver of the Pittsburg, Shawmut & Northern 
Railroad Company, joins in the application. 

The Commission has reopened for further hearing, on April 
29, at the rooms of California Railroad Commission, Pacific 
Finance Building, Los Angeles, Calif., before Examiner Howell, 
No. 16686, J. H. Baxter & Company vs. Southern Pacific Company. 

The A. C. Lawrence Leather Company has been permitted 
to intervene in No. 17641, Beggs & Cobb, Inc., vs. Boston & 
Maine Railroad et al. 

The Pure Oil Company has been permitted to intervene in 
No. 17810, Sun Oil Company vs. Pennsylvania et al. 

The St. Paul Association of Public and Business Affairs has 
been permitted to interevne in No. 17980, Bismarck Association 
of Commerce of Bismarck, N. D., et al. vs. Great Northern et al. 

The Weyerhaeuser Timber Company has been permitted to 
intervene in No. 18017, A. C. Dutton Lumber Corporation vs. New 
York, New Haven & Hartford et al. 

The Elk Tanning Company has been permitted to intervene 
in finance No. 5346, in the matter of application of Clarion River 
Railway Company and John D. Dickson, as receiver of the Pitts- 
burgh, Shawmut & Northern Railroad Company for a certificate 
of public convenience and necessity for the abandonment of the 
entire line of Clarion River Railway Company. 

The Missouri-Kansas-Texas Railroad Company has been per- 
mitted to intervene in finance No. 5378, in the matter of the 
application of the Northern Oklahoma Railways, a corporation, 
under paragraphs (18) to (21), inclusive, section 1, of the inter- 
state commerce act for a certificate of public convenience and 
necessity for the construction of a line of railroad; and appli- 
cation under paragraph (18), section 15a, of said act for per- 
mission to retain the excess earnings of such newly constructed 
line of railroad. 

The Elephant Orchards has been permitted to intervene in 
No. 17862, California Citrus League et al. vs. Akron, Canton & 
Youngstown et al. 

The Commission has reopened, for further hearing, No. 17876, 
Twin Cities and Head of the Lakes Joint Passenger-Train Serv- 
ice, at such times and places as it shall hereafter designate. 

The El Paso Freight Bureau has been permitted to intervene 
in No. 17930, United Verde Copper Company et al. vs. Santa Fe 
et al. 

The Wisconsin Paper and Pulp Manufacturers’ Traffic Asso- 
ciation has been permitted to intervene in No. 17985, Express 
Publishing Company vs. Galveston, Harrisburg and San Antonio 
Railway. 

The Brooks Brothers, Inc., has been permitted to intervene in 
No. 17986, Coast Fir & Cedar Products Company et al. vs. Cana- 
dian Pacific et al. 

The Fall River Chamber of Commerce has been permitted to 
intervene in No. 17991, City of Providence vs. New Haven. 

The West Coast Lumbermen’s Association has been per- 
mitted to intervene in No. 17991, City of Providence vs. New 


Haven, and in No. 18017, A. C. Dutton Lumber Corporation vs. 
New Haven et al. 


The Meridian Traffic Bureau, The Refuge Cotton Oil Com- - 


pany and The Southern Cotton Oil Company have been per- 
mitted to intervene in No. 18062, Mobile Chamber of Commerce 
and Business League vs. Alabama and Vicksburg et al. 

The Southern Products Company has been permitted to in- 
tervene in No. 17709, The Merchants and Planters Compress 
and Warehouse Company vs. Demurrage and Storage Bureau, 
Galveston Bay Lines, Galveston, Tex., et al. 

The Dolese & Shepard Company, Federal Stone Company, 
A. C. O’Laughlin Company, Superior Stone Company, Brownell 
Improvement Company and Peoples Crushed Stone Company 
have been permitted to intervene in No. 17817, Chicago Gravel 
Company et al. vs. Santa Fe et al. 

The Federal Cement Tile Company has been permitted to 
intervene in No. 17817 (and Sub. No. 1), Chicago Gravel Com- 
pany et al. vs. Santa Fe et al. 

The Light Grain & Milling Company has been permitted to 
intervene in No. 17992, The Southern Kansas Millers Traffic 
Club et al. vs. Abilene & Southern et al. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has suggested placing on the modified 
procedure docket No. 18045, The Woodstock Lumber Co. et al. 
vs. Bangor & Aroostook et al.; and No. 18089, The Niles Fire 
Brick Co. vs. Pennsylvania et al. 

It has been decided to withdraw Docket 17901, Turner Cream- 
ery Co. vs. Chicago, Milwaukee & St. Paul Ry. Co. et al., from 
the modified procedure docket. This case will be set for hearing 
in regular course. 
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_ Current Topics 
in Washington 





On Returning Power to States.—Six years ago Congress de- 
prived the states of most of their power over transportation. 
Within the week what are regarded as two significant moves 
have been made toward a restoration of power to them. The 
first, on account of the trend, was the passage, by the Senate, of 
the bill authorizing state agricultural departments to impose 
plant quarantines, if and when the federal government had not 
covered a particular sort of pest. The second was the favorable 
report by the Senate committee on Senator Mayfield’s bill 
authorizing state commissions to permit the extension of rail- 
roads, under certain conditions, and the abandonment of lines 
or parts of lines. State commissions, it has often been sus- 
pected, yielded to the legislation enacted in 1920 with wry faces, 
even when they knew that Shreveport situations were almost 
intolerable, if not altogether so. Now the query is whether local 
situations, in which the local feeling is much opposed to de- 
cisions made by the federal body, will so act on members of 
Congress as to cause a gradual whittling away of the control 
the law of 1920 gave the federal body over the railroads. A 
body of sentiment has been created throughout the country op- 
posed to what is called bureaucratic control in Washington. 
Many leaders, even of the Republican party, have bemoaned the 
decadence of local self government. Elihu Root, while a mem- 
ber of the Senate, made a speech about the rights of states and 
their duties that caused Senator Thornton, of Louisiana, then 
the only former Confederate soldier in that body, to observe 
that he was ashamed of himself for having ever thought he 
knew anything about states’ rights. In the hostile talk about 
bureaucratic control in Washington there is no hint of the old 
fight for states’ rights. It is suspected, however, that in every 
state there are four or five newspapers of influence that give 
publicity to the local disappointment over every adverse decision 
the Commission makes in regard to railroad building projects. 
The Commission’s view of the matter is presented in its report, 
of course, but the subsequent discussion is all from the point 
of view of the disappointed community. It is suggested that 
such discussion cannot fail to have an effect on members of 
Congress from a state that has suffered disappointment, par- 
ticularly in view of the fact that there is no one to point out 
that what the disappointed communities wanted was not good 
for them, in the eyes of men who had no interest in the matter, 
except the nation’s interest. That interest is the maintenance 
of a fairly healthy railroad system, free from unfair competition 
by lines built by or with the hearty commendation of com- 
munities not particularly fitted to know that the enterprise 
promoted has little chance of being prosperous, but, on the other 
hand, probably will prevent an existing line getting the support 
it really needs. This feeling against Washington control has 
been promoted, unwittingly, by trade journals taking the Fed- 
eral Trade Commission to task for some of the things that have 
left a bad taste in the mouths of business men. The local dis- 
appointments and the general feeling of the business community 
that Washington, frequently, if not all the time, is an ass in the 
matter of business affairs will give propositions to deprive the 
Commission of some of the power given it in 1920, it is believed, 
strong support, notwithstanding the fact that, broadly speaking, 
the inclination of state officials is to promote organization in 
Washington, because nearly all have an ambition to occupy a 
wider sphere than they have at home, such as they think a job 
in Washington would give them. 





Ultimate Destination Controls.—Attorney-General Sargent, 
in ruling that a British oil tanker might bring gasoline from the 
California refineries to New Orleans, there unload it, have it 
mixed with gasoline from other fields, and then go on to a 
foreign destination without violating any statute, declared the 
law now was what it was in the period of the war between the 
states. In those days the United States government applied the 
rule or doctrine of ultimate destination for the discomfort of 
British ships and British traders. Naturally, when the states of 
the Union were arrayed against each other, the chief trading 
nation had war materials and gear it desired to sell to the states 
that had declared they had a right to secede from the Union. 
They shipped to islands off the coast and to Mexico. United 
States cruisers held them up on the high seas and the Lincoln 
administration contended that the ultimate destination of the 
munitions authorized their seizure. The courts upheld the con- 
tention. Now the Attorney-General, overruling the subordinate 
official in the Department of Commerce, declares that the 
ultimate destination of the gasoline determines whether the 
traffic is domestic or foreign. That is the rule for determining 
the character of traffic carried by the railroads, as the Commis- 
sion has declared times almost without number, and been sus- 
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tained by the Supreme Court of the United States, a tribunal 
that has a respect for sound precedent the like of which is 
believed to be without superior in the world. 





Straws to Break the Commission’s Back.—The law does not 
notice trifling matters and the various grades of courts have 
monetary minima to mark the jurisdictional line below which 
they do not go. But the Commission is not permitted to say 
“de minimis non curat lex,” nor “go to” when someone brings to 
it a complaint involving $3.60 or something worth about as much 
as a brick watch. Every day it hands down a report on a com- 
plaint the return from which will not pay for the paper used 
in the presentation and disposition of the matter. It is be- 
lieved by many of those who have thought on the matter that 
there should be some way to stop such trifling things. The 
fact is recognized that a complaint may involve a principle 
that is worth fighting about. However, another thought on the 
subject is that it would take a whole college of Blackstones, 
Cokes, Mansfields, Kents, Cooleys and Marshalls to discover 
any principle in one-third of the cases on which the Commission 
is forced to make reports. The wonder is that railroad claim 
agents do not do something to prevent the bringing of such 
complaints, either by cutting the cards or rolling the bones. 
However, unless the men who handle claims, both shipper and 
carrier men, do something, the law, many think, should be 
changed so as to penalize the losing side by a taxing to it of 
reasonable costs, not less than $25. At times the stream of 
petty cases looks so ridiculous that the work of the old time 
“justice shops” looks dignified and respectable by comparison. 
The old unreported opinion procedure of the Commission would 
not help, though that would keep down the volume of the pub- 
lished reports and save a little in that way. The evil lies, it is 
believed, in the ability of anyone to bring a complaint about the 
most trivial matter, without expense other than that of paper 
and typewriting, and compel action on it. 





Delay in Big Cases.—Big cases before the Commission may 
not be delayed, consciously, by the flood of relatively small, not 
to say trivial, matters that must be disposed of, but it is be- 
lieved it would be an amazing feat were anyone able to show 
that the physical labor commissioners must perform does not 
slow up their work on the larger things. It is now more than 
three months since the Commission’s report in the southern 
class rate case was to have been put into effect. It is about a 
year since the order in the Jones and Laughlin case was sup- 
posed to become operative. Both are, of course, knotty things, 
but it is suggested that, if the Commission and the carriers were 
relieved of the multitude of cases involving less than $100, more 
time could be devoted to the things of widespread effect. On the 
heels of the two cases mentioned come trooping the eastern 
class rate case and the Hoch-Smith investigation. Of course, 
the vast majority of those who have been compelled to take an 
interest in No. 17000 and Ex Parte 87, at one time, at least, 
were of the opinion that there was no necessity for the first 
mentioned. The further thought is that Ex Parte 87 probably 
would not have been started so soon, if at all, but for the legis- 
lation of the statesmen from Kansas and South Carolina whose 
hames are attached to it. That resolution caused an immense 
flow of words immediately after it was enacted and a greater 
volume when the Commission instituted No. 17000. Hither or 
both cases could have been initiated under the law as it stood 
before Messrs. Hoch and Smith had their brilliant thoughts and 
the leaders of the party in power, as some see the matter, 
“passed the buck” as to the relief of western farmers who had 
been moved farther from the markets than ever by the Der- 
centage increases in the war period, by either allowing or urging 
the adoption of the Hoch-Smith resolution. 





Fortunate America.—Although economically minded Ameri- 
cans shivered when the war administration, in many instances, 
seemed to be throwing money out of the windows, hoping that 
some of it would hit the birds, the casting up of accounts shows 
that, while Great Britain, France, and Italy obtained valuable 
spoils of war, they will have to pay dearly for them. Statis- 
ticians have estimated that the world now has national debts 
totally something like $390,000,000,000 and that the United 
States, Great Britain, France, Italy, and Germany owe $250,000,- 
000,000 measured in gold. There are not ciphers enough in the 
average type-setting machine to state the debt in marks and 
stating it in depreciated francs or liras would be something of a 
task. The United States, roughly speaking, owes one-tenth of 
the five nations mentioned. Inasmuch as this country probably 
has a capacity to pay equal to about one-half, if not more, of 
that debt of $250,000,000,000, the relative insignificance of the 
debt of the United States becomes obvious. And yet the aver- 


age American family, it might be suggested, went into debt to 
the extent of $1,250 on account of the war. The world owes to 
the United States government and private American lenders 
about $19,000,000,000, of which more than half is owing to the 
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government. The pre-war debt of the world was estimated at 
$48,000,000,000. 





Long Drawn-out Valuation Work.—The fact that the lawyers 
for the Railroad Administration are putting forth an extra effort 
to close up the legal work growing out of federal control of 
railroads has served to renew the attention of men with long 
memories in respect to the valuation work of the Commission. 
It is not contended that there has been any delay in that or 
that all possible efforts are not being put forth to bring to an 
end what many believe will be of little value, if not wholly worth- 
less, when it has been completed. Just about twelve years ago 
the late Charles A. Prouty told the writer that, in his opinion, 
the work of valuing the properties of the railroads could and 
would be completed in four years, or five at the outside. Of 
course, those who remember him recall that he was an optimist 
in what he thought he could do and in the time he allowed him- 
self. At times he made extraordinary speed. It is related to 
him that one time he went out, listened to the testimony in a 
case, and had his report written out in long hand by the time 
he got back to Washington. But his estimate as to the time 
required for the making of valuations was about as far out of 
the way as anything that can be recalled. A real end to the 
thing does not seem possible. The statute is so equivocal in its 
terms that there are those who have had to think on the subject 
who believe there will never be an end because, as they see it, 
the statute provides for a ring-around-the-rosey operation, so 
that the bringing of the valuation to date cannot really be be- 
gun if a carrier chooses to fight.—A. EH. H. 


McLAUGHLIN ASKS SPEED 


A. A. McLaughlin, general solicitor for the Railroad Admin- 
istration, in circular No. 67, addressed to each carrier whose 
properties were under federal control at the termination thereof, 
calls attention to the fact that there are still more than 3,000 
suits pending against the Railroad Administration, defense of 
which was entrusted to the corporation, and that, while some 
were acting with commendable promptness, others were falling 
far short of results that should be accomplished. He asked 
for hearty cooperation to accomplish a speedy disposition of 
‘such litigation. He said: 


On January 1, 1926, there were still pending against the Railroad 
Administration 3,152 suits, involving more than $18,000,000 based on 
causes of action arising out of the operation of the railroads during 
Federal control. Many of the carriers are disposing of such litiga- 
tion with commendable promptness, but a considerable number are 
falling far short of results that should be accomplished. Thirty- 
four carriers failed to dispose of a single suit during the year 1925; 
fourteen carriers failed to dispose of a single suit during either 1924 
or 1925; and four carriers have not disposed of a suit in three years. 
Many carriers have very few suits remaining undisposed of, but 
other carriers have a considerable number. 

More than six years have now elapsed since Federal control 
ended. Prolonging this litigation is unduly expensive to both the 
carriers andthe government, and it would seem the time has now 
arrived when an intensive and continuous effort should be made to 
dispose of all remaining suits. In making your quarterly report for 
quarter ending March 31, 1926, please check with former reports and 
if your past performance has been good, do still better in the future; 
and if not good, see to it, for the benefit of both your company 
and the government, that past shortcomings are more than com- 
pensated for by diligent effort in the future. 

All pending cases should be adjusted, tried or dismissed on the 
first opportunity. A suit, however long neglected by the plaintiff, 
is always a menace. Dropping from the docket does not dispose of it. 
Delay is usually more disadvantageous to the government than to 
the plaintiff, and until a case is formally disposed of, it must be given 
constant attention, both by the carrier in charge and the government. 
May we not, therefore, confidently rely upon you to force a dis- 
position of each case in your charge upon the first occasion on which 
it is reached on the docket, and thus bring all of the government’s 
litigation to a conclusion during the current calendar year? This 
can be accomplished by such effort, and will be of great advantage 
to all. Do not seek a review of any case by the Supreme. Court of 
the United States, without first procuring approval of this office. Most 
questions of importance to the government have already been de- 
termined, and the taking of cases involving small amounts to the 
higher courts, can no longer be justified. This suggestion applies, 
in a measure, to the higher State courts, as well as the Supreme 
Court of the United States, particularly in cases where a question 
of fact is involved, and amount in controversy is small. The fore- 
going observations apply with equal force to suits to collect the 
Director-General’s assets. 


May we not have your hearty cooperation and accomplish a 
speedy disposition of all litigation. 
Quevedo Also Speeds Up 


Speed is being made by the law part of the Railroad Ad- 
ministration in the disposition of cases before the Commission 
in which the Railroad Administration is a party and which are 
being handled by M. G. de Quevedo, one of the Commission’s 
former examiners. ‘The railroad lawyers who have been urged, 
by A. A. McLaughlin, the general solicitor, to hurry up cases 
in which they represent the Railroad Administration, will not 
be in a position, therefore, it has been suggested, to say the 
Railroad Administration is not putting forth any effort to close 
up its affairs. The following shows what has been done in the 


first quarter of the year by Mr. de Quevedo and what remains to 
be done: 


In February and March 105 cases were disposed of as follows: 
44 paid and files closed; 28 vouchered, but not as yet paid; 25 dis- 
missed; 3 suits instituted in court to enforce Commission’s award; 
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4 where Director General did not intend to pay and one year’s period 
expired; 1 Director General refused to pay and complainant so ad- 
vised but year has not yet expired. 

Remaining cases in which reparation orders have been issued are 
divided as follows: 18 where Director General has not as yet de- 
termined disposition; 11 where negotiations are now being conducted 
with complainants, to offset indebtedness due the Director General, 
etc. 

Cases still pending before the Commission are divided as follows: 
33 not heard, of these many are held in abeyance pending decision 
by the Commission in related cases; 30 heard but tentative report 
not as yet issued; 58 tentative report issued but still awaiting Com- 


mission’s final report; 75 Commission’s final report issued but still 
pending final order. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the first thirteen weeks this 
year (January 1 to March 27, inclusive) totaled 11,985,598 cars, 
according to reports filed by the carriers with the car service 
division of the American Railway Association, which says: 


This was an increase of 203,189 cars over the corresponding 
period last year and an increase of 397,587 cars -over the corre- 
sponding period in 1924. It also was a substantial increase over 
the corresponding periods in 1920, 1921, 1922 and 1923. 

For the week ended March 27, loading of revenue freight 
totaled 967,838 cars. This was an increase of 35,069 cars over 
the same week last year and an increase of 60,449 cars over the 
same week two years ago. 

Compared with the preceding week this year, however, the 
total for the week of March 27 was a decrease of 9,371 cars, 
reductions being reported in the loading of all commodities with 
the exception of miscellaneous freight as well as merchandise 
and less than carload lot freight, both of which showed increases. 


Revenue freight loading by districts the week ended March 


27 and for the corresponding period of 1925 was reported as 
follows: 


Eastern district: Grain and grain products, 8,842 and 7,403; 
live stock, 2,440 and 2,530; coal, 47,502 and 40,538; coke, 3,335 and 
2,471; forest products, 6,439 and 6,219; ore 1,187 and 1,827; mer- 
chandise, L. C. L., 75,394 and 74,050; miscellaneous, 92,507 and 
90,945; total, 1926, 237,646; 1925, 225,983; 1924, 226,691. 

Allegheny district: Grain and grain products, 2,713 and 2,078; 
live stock, 1,981 and 1,922; coal, 43,841 and 38,585; coke, 6,216 and 
6,164; forest products, 3,590 and 3,442; ore, 3,452 and 4,551; mer- 
chandise, L. C. L., 55,854 and 54,467; miscellaneous, 79,972 and 
80,458; total, 1926, 197,619; 1925, 192,667; 1924, 194,019. 

Pocahontas district: Grain and grain products, 189 and 172; 
live stock, 47 and 87; coal, 35,241 and 26,368; coke, 513 and 430; 
forest products, 1,727 and 1,736; ore, 97 and 101; merchandise, 
L. C. L., 7,582 and 7,349; miscellaneous, 4,821 and 4,783; total, 
1926, 50,217; 1925, 41,026; 1924, 36,659. 

Southern district: Grain and grain products, 3,897 and 3,575; 
live stock, 1,792 and 1,751; coal, 21,634 and 16,697; coke, 1,038 and 
1,128; forest products, 22,281 and 25,820; ore 1,507 and 1,513; mer- 
chandise, L. C. L., 42,385 and 42,114; miscellaneous, 64,207 and 
66,370; total, 1926, 158,741; 1925, 158,968; 1924, 146,842. 

Northwestern district: Grain and grain products, 9,250 and 
8,533; live stock, 8,723 and 7,371; coal, 5,092 and 4,659; coke, 1,775 
and 1,602; forest products, 23,367 and 23,623; ore, 711 and 896; 
merchandise, L. C. L., 33,363 and 32,247; miscellaneous, 35,197 and 
35,858; total, 1926, 117,478; 1925, 114,789; 1924 113,725. 

Central Western district: Grain and grain products, 9,461 
and 8,379; live stock, 10,458 and 10,807; coal, 14,204 and 11,330; 
coke, 282 and 309; forest products, 12,374 and 11,511; ore, 3,580 and 
3,545; merchandise, L. C. L., 37,633 and 37,625; miscellaneous, 
52,556 and 50,960; total, 1926, 140,548; 1925, 134,466; 1924, 127,653. 

Southwestern district: Grain and grain products, 3,960 and 
3,875; live stock, 1,902 and 2,217; coal, 3,899 and 3,972; coke, 138 
and 150; forest products, 8,143 and 9,591; ore, 728 and 442; mer- 
chandise, L. C. L., 15,382 and 15,047; miscellaneous, 31,437 and 
29,576; total, 1926, 65,589; 1925, 64,870; 1924 61,800. 

Total, all roads; Grain and grain products, 38,312 and 35,015; 
live stock, 27,343 and 26,685; coal, 171,413 and 142,149; coke, 13,297 
and 12,254; forest products, 77,921 and 81,942; ore, 11,262 and 
12,875; merchandise, L. C. L., 267,593 and 262,899; miscellaneous, 
360,697 and 358,950; total, 1926, 967,838; 1925, 932,769; 1924, 907,389. 


Loading of revenue freight this year, compared with the two 
previous years, follows: 


. 1926 1925 1924 
Five weeks in January......... 4,432,010 4,456,949 4,294,270 
Four weeks in February........ 3,676,449 3,623,047 3,631,819 
Four weeks in March........... 3,877,139 3,702,413 3,661,922 
OPEL. ininiave & 0 alk ee Wino wba ace 11,985,598 11,782,409 11,588,011 


ANTHRACITE RATE INVESTIGATION 


The Butler Board of Commerce and the Butler-Mercer Coal 
Association, in No. 15006, the so-called Anthracite Investigation, 
have asked the Commission to dismiss the petitions of the Kana- 
wha Coal Operators’ Association, New England Traffic League 
et al. and New England Governors’ Fuel Committee and the 
Logan Coal Operators’ Association. These petitions asked for 
the continuance of rates on hard coal substitutes and extension 
of rates of like quality to other sources of supply. 

The Erie, New York, Susquehanna & Western, and New 
Jersey & New York, answering the petitions of the Kanawha 
Coal Operators’ Association and others, in No. 15006, the s0- 
called anthracite investigation, asserted that the request for the 
continuance of rates on soft coal to northern New Jersey points, 
now that the emergency admittedly had passed, was not a reason- 
able one and that they were under no legal obligation to perform 
such service. They asserted that such transportation service 
was not required in the public interest and tended to impair 
operating efficiency and economy of transportation without suf- 
ficient public benefit to justify it. 
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OLD FILE CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 16851, 
Continental File Corporation vs. Director-General, mimeographed, 
finding the rate charged on a less-than-carload shipment of old 


files from Macon, Ga., to Anderson, Ind., applicable. In connec- 
tion with the case there was a question as to the liability, as 
between consignor and consignee, for the payment of under- 
charges collected from the consignee. The Commission said that 
that was a question for the courts not determinable by it. 

The complainant asked for refund of an alleged overcharge 
collected from it on four barrels of old files. The files were the 
property of the Central of Georgia. The shipment was made 
in 1919. The bill of lading contained a notation as follows: 
“Waybill prepay and charge to shipper’s account.” The files 
moved as company material, free over the Central of Georgia to 
Atlanta. Thence it moved over the L. & N. and the Panhandle. 
The expense bill showed that the charges had been prepaid by 
the consignor from Atlanta. The amount of the prepayment 
was $6.43 less than the proper amount. That undercharge and 
19 cents war tax were collected from the complainant. The com- 
plainant contended that it had been called upon to pay a charge 
the Central of Georgia should have prepaid. Inasmuch as the 
Director-General was operating both the originating and deliv- 
ering lines the complainant contended he disregarded his own 
instructions that the charges on the shipment should be fully 
prepaid by exacting from the complainant the undercharges. 
The Director-General took the position that as only the applic- 
able charges were collected there was no overcharge and that 
if complainant was entitled to reimbursement of the under- 
charges it paid, it should obtain that reimbursement from the 
shipper. In disposing of the case the Commission said: 


It is the duty of the delivering carrier to collect the applicable 
rates on prepaid shipments and to correct any errors that may 
have been made by the agent of the initial carrier in the billing 
or in the collection by it of the prepaid charges. Investigation 
& Suspension Docket No. 76, 25 I. C. C. 442, 475; Conf. Rul. Nos. 16, 
156 and 314. It is not for us to determine in any case which party 
is legally liable for an undercharge; that question is determinable 
only by a court having jurisdiction and upon the facts in each 
ease. If the Director-General is in possession of $6.43 to which 
complainant is rightfully entitled, it would appear that that 
right did not arise from the exaction from the complainant of a 
rate in excess of that applicable, although it may have arisen 
from the failure of the Central of Georgia to comply with the 
terms of an implied contract to fully prepay the charges. 

We find that the charges collected were applicable. The com- 
plaint will be dismissed. 


NO FOURTH SECTION RELIEF 


With Commissioner Meyer dissenting, the Commission, by 
division 4, has denied fourth section relief, requested in appli- 
cations 12628, 1896, 1895 and 1854 (mimeographed), as to rates 
from eastern territory to intermediate points in Minnesota, lowa 
and Illinois, higher than to Twin Cities’ rate points. The east- 
ern points are New England, Eastern Trunk Line and Canada. 

Commissioner Meyer said denial of relief would probably 
mean that the indirect line would forego participation in Twin 
Cities’ business rather than reduce rates at the intermediate 
points. No one, he said, would gain by this and the indirect 
lines would suffer the loss of much needed revenue. 

In denying relief to the Chicago Great Western, the Rock 
{sland, the Minneapolis & St. Louis, the Illinois Central and the 
Minneapolis, Northfield & Southern on rates from New England, 
Eastern Trunk Line and Canadian territories by continuing rates 
to Twin Cties lower than at intermediate points, the Commis- 
sion declined further to recognize, as a compelling reason, the 
rates made by the more direct lines from the lake ports to the 
Twin Cities, in comparison with rates over the more circuitous 
lines through Iowa. The relief was asked, at destinations, for 
rates over rail-lake-and-rail, lake-and-rail and all-rail routes 
through Chicago, Chicago junctions and Peoria, through a part 
of Illinois, Iowa and Minnesota. No relief was sought over the 
routes from the east comprising the lines reaching beyond Chi- 
cago through Wisconsin. As to traffic originating at Chicago, 
no relief, the Commission said, was sought over any of the routes 
to the Twin Cities. 

The Commission, in disposing of the case, discussed a num- 
ber of cases in which the question of conditions produced by the 
two sets of lines from which the east was considered. It said: 


_ Rail-lake-and-rai land _ lake-and-rail rates from the eastern 
Points in question to the Twin Cities are made by adding differ- 
entials to the lake or rail-and-lake rates from the same points to 
Duluth, Minn., while the all-rail rates over standard routes to the 
Twin Cities and Duluth are the same. Commercial Club of Duluth 


vs. B. & O. R. R. Co., 27 I. C. C. 639, The Twin Cities Cases, 33 
To points 


I. C. C. 578, and Second Duluth Case, 46 I. C. GC. 585. 


Decisions of Interstate Commerce Commission 
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fntermediate to the Twin Cities on applicants’ lines in Minnesota 
such, for example, as Rochester, Lyle, Albert Lea, and Mankato, 
the rates are made differentially over the Twin Cities. Business 
Men’s League of Albert Lea vs. B. & O. R. R. Co., 24 L C. €. 125. 
To intermediate points in Iowa the through rates from the East 
are based upon combinations of proportional rates to and from 
Mississippi River crossings, the western factors having for their 
basis our decisions in Burnham, Hanna, Munger Co. vs. C. R. I. 
& P. Ry. Co., 14 I. C. C. 299 Warnock Co. vs. C. & N. W. Ry. Co., 
21 I. C. C. 546, and Interior Iowa Cities Case, 28 I. C. C. 64, 29 
I. C. C. 536, and 46 I. C. C. 39. The components applying east of the 
Mississippi were also prescribed or approved by us. The Missis- 
sippi River Case, 28 I. C. C. 47 and 29 I. C. C. 530; The Five Per 
Cent Case, 31 I. C. C. 351 and 32 I. C. C. 3265. 

The rates to intermediate points in Iowa are not only higher 
than those to the Twin Cities but are also higher than those to 
intermediate points in Minnesota, resulting in a situation where 
the measure of the fourth section departure decreases as the 
distance increases. ? For example, the distances over the Minne- 
apolis & St. Louis from Peoria to St. Paul and Albert Lea, and 
to Mason City, Iowa, are 490, 371, and 334 miles, while the all-rail 
first-class rates from New York are $1.95, $2.18, and $2.21, re- 
spectively. Over the Chicago, Rock Island & Pacific the distance 
from Chicago to Minneapolis and Gordonsville, Minn., and to 
Northwood, Iowa, are 524, 400, and 395 miles, and the all-rail first- 
class rates from New York $1.95, $2.18, and $2.315, respectively. 
The adjustment is relatively the same with respect to both lake- 
and-rail and rail-lake-and-rail rates. 

An adjustment in sharp contrast with this situation is to 
be found in the rates from and to the same points over routes 
extending beyond Chicago through Wisconsin to the Twin Cities, 
the rates to intermediate points being lower instead of higher 
than those to the Twin Cities. To illustrate: Over the Chicago, 
Milwaukee & St. Paul operating through Wisconsin the distances 
from Chicago to the Twin Cities and LaCrosse, Wis., are 410 and 
282 miles, whereas the all-rail first-class rates from New York 
are $1.95 and $1.885, respectively. The rates to intermediate points 
in Wisconsin were prescribed or approved in Wisconsin Rate 
Cases, 44 I. C. C. 602; LaCrosse Chamber of Commerce vs. A. A. 
R. R. Co., 61 LC. C. 289. 

The relief sought is not based upon the circuity of the routes 
in question, but upon the ground that the rates to the Twin Cities 
are depressed by lake-and-rail and rail-lake-and-rail rates apply- 
ing via Duluth and Superior, Wis., and low rates in force over 
routes operating through Canada. In the following table the all- 
rail class rates from New York to the Twin Cities are compared 
with the rail-lake-and-rail rates from and to the same points: 


Classes 
1 2 3 4 5 6 
PR UUEE. co's 64.00 kes Vee bee $1.95 $1.695 $1.29 $0.90 $0.78 $0.65 
Rail-lake-and-rail ......... 1.555. 1.36 1.015 Ay -605 .60 
Difference 2.6. 2esccsees 395 .335 275 =.19 sa0@... ine 


Some of our previous decisions, such, for instance, as Business 
Men’s League of Albert Lea vs. B. & O. R. R. Co., supra, and 
Burnham, Hanna, Munger Co. vs. C. R. LL & P. Ry. Co., supra, 
support applicants’ contention that the rates to the Twin Cities 
are depressed by water competition, while others, particularly 
Wisconsin Rate Cases, supra, and LaCrosse Chamber of Commerce 
vs. A. A. R. R. Co., supra, sustain protestants’ view that the 
Twin Cities rates are on a normal basis. 

It has been shown that rates from the origin territory in 
question to the Twin Cities over routes through Iowa are the same 
as those from and to the same points over routes through Wis- 
consin, the rates to intermediate points in Iowa being higher, and 
those to intermediate points in Wisconsin being lower than, or 
the same as, the Twin Cities rates. In the light of the fact that 
the lower rates to intermediate Wisconsin points were prescribed 
or approved by us, applicants’ contention that the Twin Cities 
rates are depressed is not supported by adequate proof. 

Protestants compare the spreads between the all-rail and 
rail-lake-and-rail class rates from New York to the Twin Cities 
with those between the all-rail and rail-and-lake rates from the 
same point to Chicago as follows: 


5 a 
5 
To—., Cents Cents Cents Cents Cents 
EE SaRINOD. -as 04.005 oh 0s vies eb ES 39.5 33.5 27.5 19. 17. 
EE ae Xin ce 4.cie Sadie eeeeie 13. za, 9 5 5 


There is no contention that the rates to Chicago are depressed 
below the normal basis. They are observed at all intermediate 
points. The much greater spread existing at the Twin Cities nega- 
tives applicants’ contention that the all-rail rates have there been 
depressed by rates applicable over the water routes. Moreover, 
even if the record would warrant a finding ‘that applicants are 
correct in asserting that the rates to the Twin Cities are depressed 
by water competition, it is obvious that any relief authorized on 
that account should of necessity be restricted to the rates on 
those commodities which actually move in substantial volume over 
the rail-lake-and-rail or lake-and-rail routes to the Twin Cities. 
The record contains nothing to indicate the commodities which 
move over the latter routes. 

The evidence does not sufficiently indicate that the financial 
condition of the Minneapolis & St. Louis, now in the hands of a 
receiver, is such as would entitle that carrier to special treatment 
different from that accorded the other applicants. An order will 
be entered denying -the applications. 





2The situation is further aggravated by the fact that class 
rates to the Twin Cities are governed by official classification and 
the western components of those to Iowa points by western 
classification. 


SYRUP CASE DISMISSED 


An order of dismissal has been made in No. 16032, Bliss 
Syrup Refining Co. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, the Commission,-by division No. 3, finding the 
rates on syrup and molasses, in straight C. L., and on syrup and 

























































































































molasses and preserves, in mixed C. L., from Kansas City, to 
destinations in Kansas, not unreasonable or otherwise unlawful. 
It found that the prescription of a mixed C. L. rule, as sought, 
not warranted on this record. 

The complaint alleged the rates, since May 21, 1922, had 
been and for the future would be unreasonable, unjustly dis- 
criminatory and unduly prejudicial. The complainant asked far 
just and reasonable rates and the prescription of a rule provid- 
ing for the application, on mixed C. L., of the highest rate and 
minimum weight applicable to any commodity contained in the 
car. 

The Commission said that the principal contention of the 
complainant was that the differences between the rates on syrup 
and molasses from Kansas City and St. Louis were not commen- 
surate with the differences in distance, the situation therefore 
being of advantage to competitors. 

The Commission said that the competitors had no advantage 
in the matter of mixed C. L. because it appeared that fifth class 
applied on mixed shipments from all points at which complain- 
ant’s competitors were located, so that they had no advantage in 
that respect. It said that the complainant admitted that its diffi- 
culties in meeting the competition of St. Louis and Chicago were 
due to the fact that it obtained its raw material at points east 
of Kansas City and was thus compelled to pay freight charges 
inbound whereas its competitors either manufactured their own 
raw material or obtained it where their plants were located. In 
a dissent Commissioner Compbell said: 


The Memphis Southwestern scale on syrup and molasses if applied 
from Kansas City to peints in Kansas would result in substantial 
reductions in the rates assailed. However, complainant is asking 
for rates on a basis higher than that scale. I am convinced that 
the assailed rates are unreasonable, at least to the extent that the 
rate to each point of destination exceeds that which would result 
on basis of the percentage of fifth-class reflected by the contem- 
poraneous commodity and fifth-class rates from St. Louis to the same 
destination. Moreover, I see no reason for denying complainant a 
mixing rule by which ‘molasses, syrup and preserves may be shipped 
in mixed carloads at the highest rate and minimum applicable to 
any article in the car. Such rules are in the interest of commerce, can 
do no harm to the carriers and should be encouraged. 


VEGETABLES TO KANSAS 


A finding of unreasonableness, an award of reparation and 
an order to establish rates for the future have been made in 
No. 15635, Wichita Chamber of Commerce et al. vs. Alabama & 
Vicksburg et al., mimeographed, as to rates on vegetables from 
Jacksonville, Fla., to Wichita, except those on cabbage and 
potatoes. The condemned rates were also found unduly prejudi- 
cial. Fourth section relief was denied in fourth section order 
No. 9286, based on application Nos. 703, 1573 and 1548, filed by 
the Atlantic Coast Line, Seaboard and Southern, respectively, as 
of July 20. The new rates are to be established on or before 
June 10. 


The complaint alleged the rates were unreasonable, unjustly 
discriminatory, unduly prejudicial to dealers at Wichita, and 
unduly preferential of their competitors. In disposing of the 
case, the Commission, by division No. 3, said: 


We find with respect to the rates on vegetables, in carloads, 
from the points of origin in Florida here considered to Wichita, Kans., 
as follows: 

(a) That they are and will be unduly prejudicial to the extent 
that the factors from Jacksonville, Fla., exceed or may exceed the 
factors — Jacksonville to Kansas City, Mo., by more than 10 
per cent. 

(b) That the rates on cabbage and potatoes are not and were 
not unreasonable. 

(c) That the rates on celery, tomatoes and vegetables other 
than cabbage and potatoes have been, for the 2-year period next 
preceding the filing of the complaint, are, and for the future will 
be unreasonable to the extent that the factors from Jacksonville, 

to Wichita exceeded 159 cents before July 1, 1922, and ex- 
ceeded, exceed or may exceed 143 cents on and after that date and 
for the future. 

(ad) That complainant Grant-Billingsley Fruit Company made 
shipments of vegetables other than potatoes and cabbage from Filor- 
ida points to Wichita during the period covered by the complaint, 
paid and bore the charges thereon, has been damaged in the amount 
of the difference between the charges paid and those which would 
have accrued at the rates herein found to have been reasonable 
maximum rates, and is entitled to reparation, with interest. This com- 
plainant should comply with rule V of the Rules of Practice. Dam- 
age has not been proven with sufficient particularity to sustain an 
award of reparation under section 3. There is no evidence that the 
other complainants made shipments or that they paid or bore any 
— charges. Except as above indicated reparation will be 

enie 

The snioting rates to Wichita appear also to be unduly prejudicial 
to it and unduly preferential of Oklahoma City and Enid, Okla., but 
- the rates to the latter points are involved in Turner Oklahoma Co. 

A. C. L. Docket 15545, and Brown Produce Co. vs. A. C. L. No. 
15937, and as in all probability the rates to be published in com- 
pliance with the findings herein made will remove the existing undue 
prejudice with respect to Oklahoma City and Enid, no definite find- 
ings or order will be made with respect to those rates. 

We do not consider the issue sufficiently broad to justify specific 
findings with respect to rates to Salina and Hutchinson, but the 
situation there appears to be the same substantially as that at 
Wichita, and defendants should make corresponding revision of 
their rates to those destinations. The maximum reasonable rates 
prescribed on vegetables other than potatoes and cabbage to Wichita 
are stated in cents per 100 pounds. Defendants may, if they so 
elect, publish in lieu thereof rates in cents per crate, using an 
estimated weight of 50 pounds per crate in computing such rates. 

No justification having been offered for existing fourth section 
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departures with respect to rates on vegetables from Florida to Wichi- 
ta covered by this proceeding, relief as to such traffic is denied. 


OIL COMBINATIONS UNREASONABLE 


The Commission, in No. 15069, Continental Oil Company vs. 
Director-General and Wyoming Railway Co., mimeographed, by 
division No. 3, has found the joint rates on petroleum products, 
from Casper, Wyo., to Buffalo, Wyo., in the period of federal 
control, were applicable, but unreasonable. It found that ship 
ments of the products involved in the case, from and to various 
points in Wyoming, Idaho, Utah, Colorado, and Montana, were 
overcharged where rates were assessed in excess of the sum 
of the applicable local rates increased according to the combina- 
tion rules provided in the tariffs and awarded reparation. The 
report covers nine sub-numbers by the same company against 
the Director-General and various combinations of carriers. 

In the main complaint the oil company alleged the rates 
between March 15, 1918, and February 27, 1920, from and to 
points in Wyoming, Idaho, Colorado, Utah and Montana, were 
unjust, unreasonable and in excess of the applicable rates to the 
extent they exceeded rates made in accordance with the so- 
called combination rule. The Commission was asked to award 
reparation and to authorize the defendants to waive the collec- 
tion of any existing undercharges. 

In the sub-numbers the allegation of unreasonableness was 
abandoned because it was admitted it was barred by the statute 
of limitations. The complainant contended that the cases came 
within the principle in the Sligo Iron Store case, 62 I. C. C. 
643 and 73 I. C. C. 551. The Director-General again contended 
in this case that the Sligo rule was wrong and, in addition, that 
it could have no application to situations where one or more 
factors was not subject to the jurisdiction of the Commission nor 
to the control of the Director-General, the transportation in- 
volved in them having been over so-called short lines not under 
federal control. In disposing of the case, the Commission said: 

We find that the through-fifth-class rates from Casper to Buffalo, 
Wyo., were applicable on complainant’s shipments in No. 15069 and 
that prior to August 13, 1918, these rates were unreasonable to the 
extent that they exceeded the aggregate of the contemporaneous 
intermediate rates subject to the act, and that on and after that 
date they were unreasonable to the extent that they exceeded the 
rate under the combination rule described herein. 

We further find that the applicable rates on the shipments under 
consideration in all of the sub-numbered complaints were those made 
under the combination -rules described herein, and that such of the 


shipments here considered as were assessed rates in excess of this 
basis were overcharged. 

We further find that complainant made the shipments as de- 
scribed and paid and bore the charges thereon; that it was dam- 
aged in the amount of the difference between the charges paid and 
those which would have accrued at the rates herein found reason- 
able in No. 15069, and applicable in Sub. Nos. 1 to 9, inclusive; and 
that it is entitled to reparation, with interest. Defendant is authorized 
to waive the collection of any undercharges in excess of charges 
accruing at the rates herein found reasonable. All other charges 
should be adjusted on the basis of the rates herein found applicable. 
Complainants should comply with rule V of the Rules of Practice. 


KELLY COMBINATION ELIMINATED 


After more than a year’s work on the problem, the eastern 
connections of the Milwaukee and the North Western have suc- 
ceeded in getting rid of the Kelly combination rule in so far as 
it affects rates on live stock from Chicago to destinations in 
Official territory, applicable on traffic originating from stations 
on those roads in South Dakota and stations in adjoining states 
intermediate between Chicago and South Dakota. The Commis- 
sion, by division No. 4, in I. and S. No. 2352, Proportional Rates 
on Live Stock from Chicago and related Points to C. F. A. and 
Trunk Line Points, mimeographed (see Traffic World, April 3), 
has found justified the proposed proportional rates and the con- 
current cancellation of the Kelly combination rule. The pro- 

ceedings have been discontinued. 

By getting rid of the Kelly rule the eastern connections of 
the Milwaukee and North Western relieve themselves of the 
duty of shrinking, in accordance with the rule for tariff inter- 
pretation laid down in the Sligo case, their proportionals so as 
to give shippers on the combinations the benefit of such shrink- 
age. The proportionals they have had justified are from 2.5 to 
4.5 cents lower than the corresponding locals from Chicago. 
They, however, cause increases in the through charges about the 
= in size as the proportionals are less than the corresponding 
ocals. 

The case grew out of what the Milwaukee and the North 
Western did when they published rates, in compliance with the 
Commission’s decision in South Dakota R. R. Commissioners 
vs. Chicago & North Western, 77 I. C. C. 451. In that case the 
Commission prescribed rates from points in South Dakota to 
destinations as far east as Chicago. In complying with the 
order the North Western and the Milwaukee dropped from their 
tariffs all references to the Kelly combination rule. Thereby 
they threw upon the lines east of Chicago and related gateways 
the burden of adjusting their rates so that the total through 
charges east of the Illinois-Indiana state line would reflect but 
once the increase resulting from General Order No. 28. 

The eastern lines did not notice the elimination, or, if they 
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did, they made no protest. Shippers who may have noted it 
had no reason to object so long as the eastern lines continued 
their reference to the Kelly rule. Such continued reference 
prought into play the tariff interpretation rule laid down in 
Sligo Iron Store Co. vs. Western Maryland, 62 I. C. C. 643 and 73 
I. Cc. C. 551. That rule is that the carrier, the tariff of which 
contains a reference to the rule, must protect the rate made in 
accordance therewith regardless of the fact that other carriers 
whose rates may be used in making the combination have made 
no mention of the rule in their tariffs. 

In 1924, when the eastern lines noticed the shrink they were 
required to make they proposed to amend their tariffs by like- 
wise canceling the rule in so far as it was applicable on traffic 
originating on the lines of the North Western and Milwaukee. 
The Commission condemned their effort in I. and S. Nos. 2197 
and 2263, Combination Rule on Live Stock, 93 I. C. C. 458. It 
said the effect of the cancellation was to relieve them of the 
assumption of deductions from the separately established rates 
of the western lines, and also of deductions from their own. It 
also called attention to the fact that the manner of publication 
did not strictly conform to the requirements of the sixth section. 
However, the Commission said the condemnation was without 
prejudice to the filing of new schedules which would appropri- 
ately relieve the eastern carriers from deductions not properly 
applicable to the factors east of the gateways. It said it cer- 
tainly was clear it was never intended that the burden of the 
combination-rule shrinkage, in both western and eastern rates, 
should fall wholly upon one set of carriers. 


Protesting live stock and slaughterer interests objected to 
the increases which would result from the proposal of the east- 
ern carriers to get rid of the duty of bearing the whole shrink 
resulting from the supposed unnoticed elimination of the com- 
bination rule by the two trans-Mississippi originating carriers. 

The carriers made such a showing that the Commission 
allowed the increases to stand. The protestants, the Commis- 
sion said, asked it to consider the proposals in the light of the 
Hoch-Smith resolution. That, however, is the only reference it 
made to that bit of legislation. 


The protestants showed that under the proposed tariffs the 
through charge on a car of hogs, in double-deck equipment, from 
Huron, S. D., to Cleveland, O., would increase from 69.5 to 73 
cents. The carriers, answering that, said the proposed propor- 
tionals in connection with the present rates west of Chicago, 
in a majority of instances, would produce lower through charges 
than the combinations of June 24, 1918, the day before the effec- 
tive date of General Order No. 28 rates, subjected to the general 
increases and reduction. For instance, they said that, readjusted 
to the June 24 basis plus the increases and minus the reduction, 
the Huron-Cleveland rate would be 82.5 cents, instead of the 
proposed 73 cents. 


Chairman Eastman, dissenting, implied that the Commission 
should have treated this case as one involving increases in the 
through rates in which no effort had been made by the carriers 
to justify the increases. In part, he said: 


I am unable to agree with the conclusion reached by the major- 
ity in this case. The situation is in many respects anomalous. If 
a burden is on respondents of justifying the increases in the through 
charges which would result from the schedules under suspension, 
they clearly have not sustained that burden. Possibly they could 
sustain it, but they have made practically no attempt to do so. Their 
position is that there are no joint through rates in effect, that the 
through charges are made by combination of separately published 
factors, that the western factors are not in issue, and that no burden 
rests upon them except to justify the proposed eastern factors. 

While it is true that no joint through rates are in effect, as 
such rates are commonly understood, nevertheless even since the 
original Kelly combination rule was published in 1918 there have been 
in effect through rates on livestock to eastern destinations, from the 
South Dakota and other western origin points involved, which do 
not result from the combination of separately published factors but 
are arrived at by the application of a mathematical formula to such 
factors. Granting that these through rates are not joint rates, in 
the common acceptance of that term, neither are they combination 
rates, and they more closely partake .of the nature of the former 
than of the nature of the latter. 

Tested by practical results, it clearly appears that the proposed 
proportional rates, while they are lower than any rates now sep- 
arately published over the same routes by the eastern lines, have 
not the slightest interest to local shippers served by those lines, but 
that they do adversely affect through shippers from the South Da- 
kota and other origin points involved by substantially increasing the 
through rates which they must pay on such shipments. Surely the 
law contemplates that when such increases in through rates are pro- 
Posed, a burden shall rest upon the proponents to justify the in- 
creases; but no justification has been presented here. 


NEW HAVEN ENGINE REPAIRS 


The Commission, in a further report on No. 12066, Construc- 
tion and Repair of Railway Equipment, opinion No. 11065, 107 
I. C. C. 721-40, found that the cost of repairs to locomotives 
of the New York, New Haven & Hartford system, at outside 
shops, in 1922, 1923 and 1924 greatly exceeded the cost of sub- 
Stantially similar work in the respondent’s shops, and that the 
greater portion of such excess work was an unreasonable ex- 
penditure for maintenance of equipment and not in the interest 
of efficient and economical management and reasonable expen- 
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ditures for maintenance of way, structures and equipment as 
required by section 15a of the interstate commerce act. 

In all 231 locomotives and 40 additional boilers were sent to 
outside shops, including the shops of the New York, Ontario & 
Western and the Bangor & Aroostook. They were repaired at 
a total cost of $3,733,514. What are known as classified repairs 
were made to 177 locomotives at a cost of $3,310,798. 

Investigators for the Commission made a comparison of 
costs of the repairs to the 177 locomotives in the outside shops 
and the cost of repairs in the company shops to 177 of similar 
or heavier types, the repairs being of the same character as 
those made to the 177 engines sent to outside shops. 

The investigators came to the conclusion that the repairs in 
the company shops cost $1,397,634 and that the total excess cost 


-of the work done in the outside shops was therefore $1,913,164. 


The New Haven, however, forgot to include an item of $85,819, 
which the Commission said should have been included. That 
reduced the exeess cost, and the Commission so found, to 
$1,827,345. It rejected a claim that the sum of $480,768 should 
have been added to the cost of doing the work in the company 
shops, the Commission saying that the items composing the 
sum should have been charged to particular units and not to any 
of the 177 locomotives repaired in home shops, which the in- 
vestigators used for purposes of comparison. 

The Commission divided the contracts into two groups, one 
of which it did not censure. They were the contracts with the 
American and Baldwin locomotive shops made at the time the 
shopmen’s strike was impending or begun, although the cost at 
those shops was two and a half times the cost in the home shops, 
as ascertained by the Commission investigators, using methods 
to which the New Haven objected. The contracts in the other 
group it held were not justified. The contracts were made in 
that group with the Atlantic Iron Works, New England Iron 
Works, Bath Iron Works, Bethlehem Shipbuilding Corporation, 
Portland Company, the Bangor & Aroostook and the New York, 
Ontario & Western. Several of the contracts were on the cost 
plus basis. Other than the shops of the two railroads mentioned, 
engine repairing was not among the specialties of the plants to 


which contracts were given. In disposing of the matter, the 
Commission said: 


When the contracts with the American and the Baldwin locomo- 
tive companies were made the shopmen’s strike, which occurred on 
July 1, 1922, had been called and respondent had a right to assume 
that most, if not in fact all, of its shop employes would go on strike, 
and that until the strike was settled or a new force recruited its shop 
output would be correspondingly diminished. The American and 
Baldwin locomotive companies were responsible concerns, well 
equipped to repair or rebuild locomotives and turn them out in a 
reasonable time and in serviceable condition. Under such circum- 
stances prudent management could not be criticized for anticipating 
future needs and providing for them, even at increased cost if the 
best terms obtainable were secured. Therefore no criticism is di- 
rected to the contracts executed at this time and with concerns 
which were properly equipped to perform the work. 

An entirely different situation exists, however, with respect to 
the second group of contracts. With the exception of two foreign 
railroad shops, the concerns employed were not equipped to handle 
the work with any degree of efficiency or economy. The - Atlantic 
plant was without rail connections. The Bethlehem plant required 
changes and additions for which respondent reimbursed it. All 
driving wheels and axles on locomotives repaired requiring turning 
or refitting were sent from the Bethlehem plant at Fore River to 
respondent’s Readville shops, and then returned to the Bethlehem 
plant for assembling. Respondent was required to furnish several 
of the outside contractors with tools, and its witness admitted that 
many of the outside shops were inefficient, due to the fact that they 
were undertaking work with which they were not familiar and which 
they were not organized to handle properly. The record shows that 
the shops of respondent were at that time fully manned, the total 
number of shop employes on November 1 being 5,769 as against 
5,521 on June - The output was rapidly approaching normal. 
Substantial additions to locomotive equipment had been made, both 
by the purchase of new locomotives and by the return of repaired 
locomotives from the American and Baldwin works. No short- 
age of power existed, and the testimony of respondent is that 
by October 24, 1922, a full force of mechanics and helpers had been 
recruited, and, that, so far as it was concerned, the strike was a 
thing of the past. In spite of this, however, respondent proceeded 
to make the second group of contracts at approximately two and 
one-half times the cost of doing the work in its own shops with 
concerns which respondent knew were not equipped to handle the 
work promptly or properly, and which in fact did not return any 
repaired locomotives for months, and some not until the following 
summer and fall. 

As a result of excessive expenditure for outside work, restoration 
of deferred maintenace was accomplished and maintenance was 
accrued for the future. This is strikingly illustrated by the renewal 
of fire boxes. While 6 fire boxes only were renewed during the 
period 1911 to 1922, 76 fire boxes were renewed during the one and 
one-half years from January, 1923, to June, 1924. ubsequent to 
June, 1923, 23 of the 177 locomotives which had been repaired in 
outside shops were stored, while between June and November, 1923, 
several additional locomotives were turned out of outside shops and 
then stored either the same or the following month. But regardless 
of this, respondent continued to incur excess costs and to send loco- 
motives to outside shops, 8 being sent in June, 8 in July, 4 in August, 
2 in September, and 4 in October. Yet its own shops, as aforesaid, 
which at no time had been operated on a two-shift basis, were re- 
duced from a 54-hour per week to a 48-hour per week basis on July 
2, 1928. 

By the latter part of October, 1922, the shop employes were 
equal in number to those on June 30, and by the last of November, 
1922, the output of the home shops, together with those repaired at 
the American and Baldwin plants, more than sufficed to meet normal 
requirements. In December, 1922, and throughout 1923 the output 
of the home shops alone was substantially above normal requirements. 

Taking all the circumstances into consideration, no criticism is 






































































































































968 


directed to the contracts with the American and Baldwin plants 
for outside work, notwithstanding the great cost. Whether or not 
any of the other contracts were justified in debatable. It is clear, 
however, that much of the repair work performed at excessive cost 
in outside shops subsequent to November 1, 1922, was unnecessary 
and without adequate justification. Without attempting to draw the 
exact line, the record compels us to regard a substantial portion of the 
extraordinary expen litures incurred by a respondent in this outside re- 
pair work as improvident and of a character which should be 
considered when fixing rates to yield the standard return as pro- 
vided by the act. 


Commissioner Woodlock concurred with a separate expres- 
sion in the course of which expressed views which some might 
take to be really those of a dissenter. He said: 


Viewing the matter of the New Haven repairs to equipment in 
the cold, clear light of “hindsight’’ (being now by several years 
removed from the somewhat turbulent conditions of 1922), we are 
no doubt safe in stating that ‘‘much of the repair work performed 
at excessive cost in outside shops subsequent to November 1, 1922, 
Was unnecessary and without adequate justification.”” We say 
further, however, that “the record compels us to regard a substan- 
tial portion of the extraordinary expenditures incurred by respond- 
ent in this outside repair work as improvident and of a character 
which should be considered when fixing rates to yield the standard 
return as provided by the act.’’ Upon this latter pronouncement 
two comments seem to me to be appropriate. 

The first is that providence means foresight and improvidence 
means lack of foresight. In judging a group of human actions 
in the light of “hindsight’ we can, perhaps, with much accu- 
racy, by appraisal of the results, judge those actions to have 
been either necessary or unnecessary. We can also say whether 
they were or were not “adequately justifiable” in the light of the 
results. To say, however, that they were improvident is to enter 
pe er a field which is only in part amendable to “hindsight’’ exer- 
cised several years after the event. In order to determine what 
was reasonable providence in 1922 and what was improvidence 
one would have to replace himself mentally in the material and psy- 
chological conditions and atmosphere of 1922, and, omitting all 
reference to subsequent results, endeavor to decide what would be 
a normal exercise of human judgment under those conditions. This 
would not be an easy thing to do, nor am I at all sure that in this 
case we have done it in a degree sufficient to warrant our entry of 
the judgment expressed. 

The second comment concerns the concluding words of the report 
following the word “improvident,”’ viz, ‘‘and of a character which 
should be considered when fixing rates to yield the standard return 
as provided by the act.’”’ Section 15a in two places refers to “hon- 
est, efficient, and economical management” as a requisite; one in 
paragraph (2) of the section prescribing the adjustment of rates so 
as to produce a ‘‘fair return,’’ and the other in paragraph (3) of 
the section fixing the rate of that return. On this point two 
things suggest themselves. One is that in all human affairs there 
is constant failure to reach the theoretical standard of performance. 
Men, on an average, fall somewhat short of this standard in every- 
thing they do. They are not perfectly honest semper et ubique, 
they are not perfectly efficient, they are not perfectly economical, 
they are not perfectly anything. When Congress, therefore, de- 
cided to rely upon private management of railroad transporta- 
tion it did so, or should have done so, with full knowledge that 
it could get no more than the normal average of human per- 
formance, and it was entitled to expect no more than this. The 
second point concerns the matter of supposed managerial short- 
comings as a factor to be considered in rate making. I find 
some difficulty in visualizing the process by which we are to correct 
the “fair rate of return’ for managerial deficiencies. We are 
supposed under the law to adjust rates for a regional group of 
earriers with reference to a group return on group value. Suppose 
we do find in a given group a carrier whose management is defi- 
cient in an unusual degree, how are we to express that deficiency 
in the group-rate structure so as to penalize only the offending car- 
rier without damage to the others? Is past inefficiency or ineffi- 
ciency of a sporadic type to find punitive reflection permanently 
in future rates? If not permanently, for how long? And in what 
rates? 

I do not wish in these remarks to suggest that the references in 
the act to “honest, efficient, and economical management” are 
mere brutum fulmen, or that it is not a part of the task of regulation 
to take cognizance of failure with respect to this requirement when- 
ever such failure can be clearly recognized and described. In the 
present case, however, I can concur in the majority report only 
with the qualifications expressed above. 


Commissioners Lewis and Aitchison dissented. Commis- 
sioner Hall, who is away from his office on account of illness, 
did not participate in the disposition of the case. Commissioner 
Lewis, in his dissent, accused his colleagues of painting a pic- 
ture for which there was a background, but which had been 
omitted, the implication being that the thing presented, there- 
fore, was distorted. He said: 


Criticism of a carrier by this Commission in an investigation such 
as this amounts to Government censure. Such censure is a power- 
ful weapon placed in our hand. It should be used with meticulous 
care, else its effectiveness when needed be impaired. The Dill re- 
turned against the New Haven is vague, and in conclusion it is 
limited to “‘muth of the repair work performed at excessive cost in 
outside shops subsequent to November 1, 1922.” 

The report presents an elaborate mechanical survey of mechani- 
cal equipment, but there is wholly missing recognition of some con- 
ditions and factors which should be included in the investigation 
and that should be stated. They may throw a different light on 
the whole presentation and lead to different conclusions. It must 
be understood that this was an investigation instituted by us, that 
its scope is not limited, and that if there were improper practices 
or motives they should be developed by us and set forth in this 
public document. 

The New Haven undoubtedly paid excessive prices for repairs. 
There may be some question as to whether the basis for comparisons 
between “shop” and “outside’’ repairs is accurate, but inasmuch 
as the majority report does not»criticize the Baldwin contract, un- 
der which in the summer and fall of 1922 locomotives were repaired 
on a ratio of 250 per cent of shop costs, it seems that the real issue 
is justification rather than cost. 

Passing over the work sent out prior to November 1, 1922, which 
does not fall under criticism, we come to the question of what the 
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New Haven and New England faced at the beginning of winter, 
1922. Were those conditions such as to demand extraordinary 
measures? 

The majority report states that on November 1 the shopmen’s 
strike was a thing of the past, that there were 5,769 men in the 
New Haven’s shops as compared with 5,521 on June 30, and that 
‘no shortage of power existed.” 

However, an analysis of the report reveals that notwithstanding 
the purchase of 20 new locomotives with 1,020,000 pounds tractive 
power and the repaired locomotives and boilers received from the 
company’s own shops and from outside, the number of locomotives 
in service had fallen from 837 on June 30 to 788 on September 30, 
and tractive power had fallen from 26,571,822 to 25,633,127 pounds, 
When there is deducted the 1,020,000 pounds tractive power of the 
20 new locomotives there stands out the fact that the number of 
old locomotives in serviceable condition had decreased from 837 
to 768, or 69, and their tractive power had fallen off 1,958,695 pounds, 

This was the condition on September 30. The report shows what 
happened in that 30-day interval between October 1 and November 
1. “Output required’ to keep the company’s locomotives in ‘“‘the 
same condition as during the three and one-half years immediately 
prior to July 1, 1922,” called for repairs to 52 locomotives in 
October. There were repaired only 27 in company shops and 6 in 
outside shops, or a total of 33. This was 19 short of the output 
necessary to keep motive power up even to the starved condition to 
which it had been reduced by curtailed maintenance which it is 
found had been practiced “for a number of years, particularly 
S$ * * 1920 * © * 1921.” 

It is difficult to reconcile these summaries taken from the text 
with the statement that as the result of the return of 28 locomotives 
from the American and Baldwin works and the purchase of 20 new 
locomotives there was “on decrease in the number of locomotives 
in service and there was an actual increase in tractive power.” 

The record reveals that the company had made “vigorous efforts 
to build up its shop forces.” In October the shop hours had been 
raised to 58 per week. The report makes it very plain, as I read it, 
that though on November 1 “the strike was a thing of the past,” 
its effect was not a thing of the past, for while 248 more men were 
in the shops than on June 30, it is stated that “‘the output was 
rapidly approaching normal.” 

Therefore the report shows that on November 1, (a) there were 
fewer locomotives and less tractive power in service than on June 
30, (b) the old locomotives were revealing their accumulated de. 
crepitude by their retirement from effective service, and (c) the 
effectiveness of the shops had not been restored. It was then, be- 
tween November 4 and 27, that the New Haven made its contracts 
with the Bath, the New England Iron, the Portland, and the Mur- 
ray companies for repairs to 69 locomotives and 51 boilers. 

Were there pressures that justified this step? There is back- 
ground to the picture, but it has been omitted. It seems to me to 
be very necessary to proper weighing of the question of justification. 

It is a notorious fact that the New Haven was physically decrepit, 
hard up, and hard hit during 1922, and in at least the early part 
of 1923. This was information that was of such general knowledge 
that we should not fail to take judicial notice of it. Much of it is 
contained in records made in hearings before us or’in our service 
files. It was so notorious that it should have attracted the atten- 
tion of our investigators. In the plea for relief through divisions 
for the New England lines in the New England Divisions cases, 
fought out before us in 1920 and 1921, the New Haven stuck out 
like a sore thumb. Ahead of the New Haven, then in serious straits, 
there loomed up the maturity on April 1, 1922, of the so-called 
French loan of $27,582,692, and the concern over the New Haven’s 
ability to meet it was by no means confined to itself. It restricted 
its expenditures to the limit. It is admitted that the testimony indi- 
cates that the condition of power prior to the strike was considerably 


_below normal, that there had been intentionally deferred mainte- 


nance for a number of years, and that during the two-year period 
prior to the strike respondent’s shop forces and working hours had 
been reduced and at times its principal shops had been closed. 

Simultaneously with the maturity of the French loan on April 
1 the big anthracite coal strike of 1922 began. The mines were shut 
down during the summer and the coal supply had not been moved 
to New England when winter came on. 


Traffic began to increase in volume in 1922. The carrier, in de- 
pleted condition, was face to face with a public demand to render 
service. The carriers as a whole were being warned that failure now, 
so closely on the return of their properties to private ownership, 
would mean Government control. 

We know that winter actually opened with the New Haven’s 
rails choked. Embargoes were placed on all except preferred freight. 
This Commission found it necessary to place its service agents 
on this road and to urge the carrier to extreme extertion. When 
our agents got there they found in service not only the new 
engines which the New Haven had purchased to meet the situation, 
but they also found borrowed engines. The winter was one of unusual 
severity. New England was not only organized to demand coal 
but was also demanding service to let it get into the new on- 


rush of commercial and industrial activity which had set in un- 
mistakably. 


It is pretty doubtful in the light of these conditions if we, who 
were demanding that the transportation needs be met, are in & 
position to visit censure on a carrier that was battling as the New 
Haven was battling to meet the demands on it. In the light of these 
conditions how are we, for example, justified in bringing under 
suspicion a large contract the ratio of which was 263 per cent, when 
we do not criticize the Baldwin contract, which was 250 per cent? 

We now come to the last few months under consideration, to the 
28 locomotives and 3 boilers sent to the Bethlehem on September 27, 
1923, the 8 locomotives sent to the New York, Ontario & Western 
between July 16 and December 22, 1923, and: the 6 locomotives sent 
to the Merchants. The work done by the New York, Ontario & 
Western was at a ratio of only 126 per cent and does not seem to 
call for censure. The Bethlehem contract, however, ran up to what 
certainly seems to be a dizzy figure. The report does not afford 
sufficient light on conditions on which. to pass on the question of 
justification. It does, however, seem that this work had been placed 
originally with the Atlantic Iron Works. 

It is possible, as we look at the situation now free of the pressures 
that existed in New England in 1922, and which caused states and 
this Commission to organize to meet the emergency, to reach the 
conclusion that more locomotives were sent out for repair than nec 
essary. But what was the motive? There inevitably arises in such 
cases suspicion that some one may. have profited through collusion. 
No finding of that kind is made. It is difficult to believe that the 
New Haven officers should immediately after passing the French 
loan crisis have entered on a policy of wasting its lean assets. 

If ever a carrier struggled through a financial and operating crisis, 
the New Haven did it in the year 1922 and at least the first half of 
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1923. It seems to me that the motive for heavy expenditures and 
for reconditioning and reequipping motive power might logically, 
in the absence of a showing to the contrary, be found in the pressures 
of the public, the states, and the Government on it to render service. 
A closer analysis might reveal that both. efficiency and economy, 
looked at broadly, were served by the course taken by the New 
Haven to meet its extremities. 

I can not, therefcre, join in the adoption of a report that leaves 
so much out that should have been included in our investigation. ,I 
refrain from reaching on such a record a conclusion that the New 
Haven should be voted a service medal; but I do have the conviction 
that the record is altogether inadequate as it now stands to afford the 
basis for censure. Also, such censure deals with the dead past, a 
period of unusual difficulties and impulses, and I see no good to be 
served by rattling old bones and raising a cloud of suspicion of 
wrongdoing without being specific as to motives, derelictions if com- 
mitted, and those responsible. 


FLOOR COVERING RATING 

The Commission, by division No. 1, in No. 16320, Congoleum- 
Nairn, Inc., vs. Chicago & North Western et al., mimeographed, 
found the carload rating, in Western Classification territory, on 
linoleum and other floor coverings, unreasonable to the extent it 
exceeded fourth class, subject to a minimum of not more than 
36,000 pounds. The rating is to be on carpets and carpeting 
made of cork, linoleum or asphalted and decorated paper felt, 
and mats or rugs made of linoleum or of asphalted and decorated 
paper felt. The new rating is to be made effective not later 
than May 25. 


EXCELSIOR CUSHION RATES 

In No. 16091, Ballman-Cummings Furniture Co. et al. vs. 
Chicago & Eastern Illinois et al., mimeographed, the Commis- 
sion, by division No. 4, has found unreasonable rates on ex- 
celsior cushions, mats or pads, carloads, from Oshkosh and Rice 
Lake, Wis., to Fort Smith, Ark., awarded reparation and ordered 
new rates put into effect not later than May 20. It said the 
rates were, are and will be unreasonable to the extent they ex- 
ceeded, exceed or may exceed 66 cents from Oshkosh to Fort 
Smith and 74 cents from Rice Lake, to the basis of which rates 
reparation is to be made. 


PLUMBAGO AND GRAPHITE RATES 

The Commission, by division No. 2, in No. 15722, Joseph 
Dixon Crucible Co. vs. Delaware & Hudson et al., mimeographed, 
has found rates on carloads of plumbago and graphite, from 
New York harbor points to Delano Junction, destined to Ticon- 
deroga, N. Y., over an interstate route, shipped between April, 
1922, and June, 1923, unreasonable to the extent they exceeded 
34.5 cents before and 31.5 cents after July 1, 1922, and that the 
rate for the future will be unreasonable to the extent it may 
exceed by more than 3 cents the rate contemporaneously in 
effect from Jersey City. The Commission ordered such a rate 
to be established for the future on or before May 20 and awarded 
reparation on the shipments in the past to the basis indicated. 


CRUDE OIL DIFFERENTIAL 


The Commission, by division No. 3, in No. 15616, St. Joseph 
Viscosity Oil Co. vs. Missouri Pacific, mimeographed, has found 
the rate on crude petroleum from Sallyards, Kan., to St. Joseph, 
Mo., between May 5 and December 380, 1921, unreasonable to the 
extent it exceeded 19.5 cents, and awarded reparation to that 
basis. The complainant relied upon the Commission’s decision 
in the Midcontinent case, 36 I. C. C. 109, in which the Commis- 
sion prescribed a differential relationship between the lower 
grades of oil, including crude, and the higher refined products 
to establish the unreasonableness of the rate. 


FUEL OIL CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 15374, 
Globe Light & Power Co. et al. vs. Arizona Eastern et al., mimeo- 
graphed, finding the rates on fuel oil from Burkburnett and 
Wichita Falls, Tex., and Beckett, Okla., to Globe, Ariz., between 
August 11 and November 14, 1921, inclusive, not unreasonable, 
unjustly discriminatory or unduly prejudicial. In dismissing 
the case it followed what it had done in Miami Copper Co. vs. 
Arizona Eastern, 93 I. C. C. 221 and 104 I. C. C. 467. In that 
case it found a rate of 59.5 cents, in August and September, 1921, 
from Gainesville, Tex., to Miami, Ariz., a point near Globe, not 
unreasonable. A like rate of 59.5 cents applied to Globe. The 
Commission said the complainant was not shown to have suf- 
fered damage by reason of the fourth section departure and that 
the allegations of unjust discrimination and undue prejudice 
were not sustained. 


RATE ON CANNED FRUIT 


In a mimeographed report by division 4, in No. 16363, 
Haynesville Provision Company vs. Louisiana & North West 
Railroad Company et al., the Commission has awarded repara- 
tion on a finding that a fifth class rate of 78 cents collected on 
4 carload of canned fruit from New Orleans to Haynesville, 
La., moving interstate, was unreasonable to the extent that it 
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exceeded 65.5 cents, the aggregate of the intermediates contem- 
poraneously in effect. 


RATE ON ROAD WHEEL CRANE 


The Commission has ordered payment of reparation in a 
mimeographed report by division 4 in No. 16755, Valley Paving 
& Construction Company vs. Erie et al., on a finding that a class 
A rate of $2.73, charged on one road wheel crane from Hunt- 
ington, Ind., to Merced, Calif., in July, 1922, was unreasonable 
to the extent that it exceeded a commodity rate of $2.61. 


COAL COMPLAINT DISMISSED 


The Commission, in a mimeographed report by division 4, in 
No. 16541, E. M. Curtis et al. vs. Director-General, as agent, has 
dismissed the complaint on a finding that allegations that freight 
charges on coal shipped from Superior and Carbon, Ind., to 
Muncie, Ind., in the period of federal control, were assessed on 
erroneous weights, were not sustained. 


RATES ON LOGS. 


In a mimeographed report by division 4 in No. 16783, E. 
Rickards vs. Pennsylvania et al., the Commission has found 
unreasonable rates on logs from Cooper’s Point, Camden, N. J, 
to Victor Talking Machine Company’s siding, Camden, N. J., has 
awarded reparation and prescribed redsonable rates for the 
future. Complainant alleged that charges on 15 carloads of logs, 
moved in September, 1923, were unreasonable. Charges averag- 
ing $42.32 per car were collected at the applicable commodity 
rate of 6.5 cents. Contemporaneously defendants maintained 
between the points switching rates of $11 per car, on all carload 
freight except coal and coke, paying a road haul charge when for 
movement in the same car, and $13 per car on all other carload 
traffic except coal and coke. The $13 charge was further re- 
stricted-to be inapplicable on shipments arriving at or moved 
from Camden by water. The Commission found that the charges 
assailed were, are and for the future will be unreasonable to the 
extent that they exceeded, exceed or may exceed $13 per car. 
The effective date of the order for the future is May 20. 


RATE ON FRESH VEGETABLES 


In No. 16861, Hulsey-Bessent Company vs. Seaboard Air Line 
et al., mimeographed, by division 4, the Commission has found 
unreasonable a rate of $1.75 on fresh vegetables from Denver, 
Colo., to Jacksonville, Fla., to the extent that it exceeded and 
exceeds the aggregate of intermediate rates of $1.74. The Com- 
mission found the complainant was entitled to reparation in the 
sum of.$5.06, with interest. The rate of $1.74 must be estab- 
lished on or before May 20. 


RATE ON HORSES AND MULES 

An award of reparation has been made by the Commission in 
No. 16870, D. Darnell Commission Company vs. Missouri Pacific 
et al., mimeographed, by division 4, on a finding that the appli- 
cable class A rate of $1.095, minimum 23,000 pounds per standard 
car, on horses and mules, in carloads, from Memphis, Tenn., to 
Fort Worth, Tex., between October 10, 1923, and January 17, 
1924, was unreasonable to the extent that it exceeded a rate 
equivalent to $186 per car. 


COAL SHIPMENT OVERCHARGED 


-A finding that complainant’s shipment of coal from Hazard, 
Ky., to Monon, Ind., in February, 1919, was overcharged $4.90, 
and that reparation in that amount, with interest, is due com- 
plainant, has been made by the Commission in a mimeographed 
report by division 4 in No. 16874, Monon Lumber Company vs. 
Director General, as agent. 


RATES ON PINE PILING 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 16248, Edward Hines Yellow 
Pine Trustees vs. Cincinnati, Saginaw & Mackinaw et al., by 
division 4, on a finding that rates on carload shipments of yellow 
pine piling from Lumberton and Ansley, Miss., to Bamfield, 
Mich., were, are and for the future will be, unreasonable to the 
extent that they exceeded, exceed or may exceed 50 cents per 
100 pounds. The rate found reasonable must be established on 
or before May 20. Charges were collected on the shipments on 
the basis of rates of 50, 58 and 63 cents. The report said the 
applicable combination was 56.5 cents. 


RATE ON ANTHRACITE COAL 


In a mimeographed report by division 4 in No. 16172, Elliott 
Fuel Company vs. Minneapolis, St. Paul & Sault Ste. Marie et 
al., the Commission has found unreasonable the rate factor ap- 
plicable from Suspension Bridge, N. Y., to Minneapolis, Minn., 
on anthracite coal shipped from mines in Pennsylvania. Waiver 
of undercharages was authorized, and the complaint was dis- 
missed. Complainant alleged that charges sought on 25 car- 
loads of anthracite shipped in the period June 11 to September 
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19, 1921, were illegal, unjust and unreasonable. The Commission 
said the real issue was with respect to the unreasonableness 
of certain additional charges due under the applicable tariffs 
which the Soo Line sought to recover by court action. The 
charges collected beyond Suspension Bridge were based on joint 
rates of $4.865 prior to June 25, 1921, and $4.87 thereafter, for 
which there was no tariff authority, a combination rate of $5.44 
being applicable. 
plainant assailed. The Commission found that the through rates 
applicable were unreasonable to the extent that the factor from 
Suspension Bridge exceeded $4.865 prior to June 25, 1921, and 
$4.87 on and after that date. 





FELDSPAR RATES PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 17080, Orford Soap 
Co., Inc., vs. Boston & Maine et al., mimeographed, the Commis- 
sion, by division No. 4, holding that rates on crude feldspar, from 
points in New Hampshire to Manchester, Conn., are unreasonable 
to the extent they were, are or may exceed the following: 13.5 
cents from Keene, 18 cents from Rumney, Cardigan, Canaan. and 
Swainboro, 15 cents from Cold River and South Lyndeboro, 17 
cents from Burleyville and 16 cents from Mathews and Ossippee. 
May 20 is the effective date of the new rates. 


CAN CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 15801, 
Gille Manufacturing Company vs. Kansas City Southern et al., 
mimeographed, finding the rates on cans, iron, steel, tin and gal- 
vanized, carloads, fram Kansas City to Fort Smith, Wichita and 
Sioux City not unreasonable or otherwise unlawful. The Commis- 
sion, taking note of earnings on lower minima, said that if some 
of the minim were too high, readjustment of the rates and minima 
could not be made on this record. It pointed out, however, that 
it had not looked with favor upon minimum weights that could 
not ordinarily be loaded. It said it had told carriers they could 
not regulate their revenues by prescribing arbitrary minima that 
could be loaded except in cars of unusual size, but by adjusting 
their rates with relation to a reasonable minimum. 

This report also embraces No. 15801, Sub No. 1, Gille Manu- 
facturing Company vs. Atchison, Topeka & Santa Fe Railway 
Company et al., and No. 15801, Sub No. 2, Same vs. Missouri 
Pacific Railroad Company et al. 


RATE ON BUILDING PAPER 


The Commission has dismissed the complaint in No. 16925, 
Baker & Holmes Company vs. Pennsylvania, mimeographed, by 
division 4, on a finding that the applicable joint class A rate of 
48 cents on building paper from Downington, Pa., to Jackson- 
ville, Fla., by rail and water, was not unreasonable and that the 
present rate of 34 cents is not unreasonable. 


RATE ON FURNITURE 


An order of reparation has been entered by the Commission 
in No. 16288, Baker & Company vs. Chicago, Milwaukee & St. 
Paul et al., mimeographed, by division 4, on a finding that a 
rate of $3.58, minimum 12,000 pounds, collected on dining room 
furniture from Allegan, Mich., to Los Angeles, Calif., was un- 
reasonable to the extent that it exceeded $2.63, minimum 16,000 
pounds, the rate applicable under the released value. The com- 
plainant instructed an agent of the Pere Marquette to enter on 
the bill of lading a released value of not to exceed $18 for each 
article so as to make applicable the released rate. The agent 
admitted that the shipper instructed him to bill the shipment so 
that the released rate would apply, but said he did not then 
know that it was necessary to enter a released value of not to 
exceed $18 each for the articles on the bill of lading. Defend- 
ants informally expressed willingness to refund as an overcharge 
the amount of reparation claimed. The Commission said it had 
previously "held that when the carrier knew that the shipper 
wished to ship at the released rate it was the carrier’s duty to 
make the necessary entry in the bill of lading and that if it 
did not do so, any higher rate collected would be unreasonable. 


SLIGO RULE CASES 

Application of the Sligo case rule was made in No. 15249, 
California Cotton and Factorage Co. vs. Director-General et al., 
the Commission, by division No. 3, finding the rates charged on 
cotton, in bales, carloads, from Blythe, Calif., to Oakland, Calif., 
and eastern points in the period of federal control, exclusive 
of the period between February 15 and September 9, 1919, were 
inapplicable. As to the rates in the excepted period it found 
them applicable and not unreasonable, saying the record would 
not support a finding of unreasonableness. It found that the 
applicable rates on shipments in other parts of the control 
period were those made in accordance with the combination rule. 

This report also embraces No. 15249 (Sub. No. 1), Edward M. 
Fowler, an individual doing business under the fictitious firm 





It was the combination rate of $5.44 com- ~ 
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name and style of “Edward M. Fowler & Co.” vs. Director-Gen-. 
eral, as Agent, California Southern Railway Company et al; 
No. 15439, Edward M. Fowler an individual doing business under 
the fictitious firm name and style of “Edward M. Fowler & Com. 
pany” vs. California Southern Railway, Director-General, as 
Agent, et al.; and No. 15439 (Sub. No. 1), Edward M. Fowler, an 
individual doing business under the fictitious firm name and style 
of “Edward M. Fowler & Co.” vs. California Southern Railway 
Company, Director-General, as Agent, et al. 


BEVERAGE PACKAGE RATES 


The Commission, by division No. 4, has dismissed No. 16231, 
Theo. Hamm Brewing Company vs. Director-General, Chicago, 
Rock Island & Pacific, et al. (mimeographed), finding rates on 
returned empty beverage packages, carloads, from Little Rock, 
Ark., to St. Paul, Minn., not unreasonable or otherwise unlawful. 
The Commission said the only testimony offered by the com- 
plainant in support of the allegation of undue prejudice was the 
statement that competing beverage manufacturers at Kansas 
City, St. Louis, Chicago and Milwaukee had the benefit of pro- 
portionately lower rates. 

Chairman Eastman, dissenting, said he was unable to agree 
with the conclusions of the majority for the reasons stated in 
his dissent in No. 14505, Theo. Hamm Brewing Co. vs. Director. 
General, decided February 1, 1926. 


CRUSHED STONE RATES CASE 


The Commission, by division No. 1, has dismissed No. 16038, 
A. W. Taylor vs. New York, Chicago & St. Louis, mimeographed, 
finding rates on crushed stone, 560 carloads of it, from Gary, III, 
te Kankakee and Stillwell, Ind., applicable from May to October, 
1923, unreasonable and in violation of the long and short haul 
part of the fourth section. It has found the rate of 14c per 100 
pounds unreasonable to the extent it. exceeded $1.01 per net ton 
and authorized the waiver of undercharges. The tariff provided 
a rate of $1.01 from Gary, Ind., but not from Gary, IIl., hence the 
applicability of the higher rate. The report said there was no 
showing of damage by reason of the disregard of the fourth sec- 
tion or alleged undue prejudice. It said the carriers should 
promptly remove the fourth section departure. It said that as no 


future movement seemed probable no rate for the future would 
be prescribed. 


REFRIGERATION CHARGES 


The Commission, by division No. 2, in No. 15072, Maricopa 
County Farm Bureau et al. vs. Abilene & Southern et al. (mimeo- 
graphed), has found the stated refrigeration charges on melons 
from Maricopa county, Arizona, to Texas common points, Den- 


ver, Colo., and points east thereof, unduly prejudicial, but not’ 


unreasonable, to the extent that they exceeded or may exceed 
the contemporaneous stated refrigeration charges from points in 
the Bakersfield district in California to the same destinations 


by more than $10 per car. The new charge is to be published 
not later than June 21. 


AUTOMOBILE ARMATURE RATINGS 


The Commission, by division No. 1, has dismissed No. 16214, 
Oklahoma Traffic Association et al. vs. Aberdeen & Rockfish 
et al. (mimeographed), finding the ratings and rates on new 
and junked, old, worn-out electric automobile armatures, in less 
than carloads, between Oklahoma City and Indianapolis, and 
other points not unreasonable. The complaint was brought on 
behalf of a company, which, at Oklahoma City and Indianapolis, 
makes a business of rewinding and otherwise reconditioning 
used and burnt or worn-out automobile armatures, chiefly for 
Fords. In disposing of the complaint the Commission said: 


Armatures, electric, loose or on skids, or in boxes or crates, are 
rated, in less than carloads, first class in the official and western 
classifications and second class in the southern classification, and, 
in carloads, in packages, loose or on skids, minimum weight 30,000 
pounds, fifth class in the official, sixth class in the southern, and 
class A in the western classification. Complainant asks a rating of 
second class in the official and western classifications on new oF 
reconditioned automobile electric armatures, less than carloads, in 
boxes or barrels, and ratings of fourth class in the western and 
southern classifications and Rule 26 in the official classification on 
worn-out or burned-out automobile electric armatures, in boxes oF 
barrels, less than carloads. 

In considering the contentions that armatures in boxes or bar- 
rels should take a lower rating than when shipped loose or on 
skids and that there should be narrower spread between the ratings 
on carloads and less-than-carloads, weight has to be given to the 
practical side of the questions. It is entirely a practical matter, and 
one which a shipper decides with the advantage to him in mind, 
whether armatures should be boxed or not. Obviously, it would be 
impracticable to ship automobile electric armatures loose, whereas 
with the increase in the size of other armatures the necessity for 
boxing becomes less. Complainant’s request that electric automobile 
armatures be rated lower when shipped in boxes or barrels than when 
shipped loose must be construed as a prayer that those armatures, 
which of necessity are boxed, should take a lower rating than cer- 
tain other types which, in some cases likewise from necessity, are 
shipped loose or on-skids. The record, as stated, gives little ‘basis 
for comparison between automobile and other types of armatures 
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or between small and large armatures, and this would make un- 
profitable any discussion. of relationship between ratings on carloads 
and less than carloads. 

Complainant’s prayer for a lower rating on worn-out or burned- 
out electric automobile armatures than on new ones is in practical 
effect a request for the junk rating on the former. The general rule 
in classifying is that used or second-hand articles will be given lower 
ratings than new articles of the same kind only when the old articles 
have no value.except as junk. The most frequent departures from this 
rule are in cases of return shipments of various articles, such as 
bags or other containers, used in connection with shipments. Old 
automobile electric armatures clearly are more than junk, and there 
appears to be no justification for giving them the junk rating. 

We find that the ratings and rates assailed are not unreasonable. 
The complaint will be dismissed. 


FOURTH SECTION ORDERS 


The Commission, by division No. 2 (mimeographed), in 
Fourth Section Order No. 9288, based on Galligan’s Application 
No. 12826, has authorized carriers with circuitous lines to make 
rates to and from competitive points in Illinois on the basis 
of limitations prescribed in No. 15110, the Jones and Laughlin 
case, in accordance with the desires of the Illinois Freight Com- 
mittee lines. The order is to be effective November 1. 

On further consideration in No. 15110, Jones and Laughlin 
case, in respect of supplemental fourth section order No. 9119, 
the Commission has modified that fourth section order to the 
extent that the limitations contained therein, in regard to the 
establishment of rates via circuitous routes, shall not become 
operative until November 1. 


SEABOARD FINANCING CASE 


The Commission, by division No. 4, in finance docket No. 
5855, Seaboard Air Line Equipment Trust Obligations, mimeo- 
graphed, has given its reasons for its decision, theretofore an- 
nounced, for denying the application of that company for per- 
mission to extend equipment trust obligations now deposited 
under its first and consolidated mortgage. (See Traffic World, 
April 7.) In respect of one phase of the application the Com- 
mission said the record was insufficient to make a finding in 
regard to the extension of the obligations now on deposit. On 
another phase it said the authority requested in respect of the 
equipment trust obligations under consideration was not within 
the purview of the securities section of the act, section 20a. 

- The Seaboard applied for authority to renew and extend the 
payment of, and to pledge with the Guardian Trust Company of 
New York, corporate trustee of the applicant’s first -and con- 
solidated mortgage dated September 1, 1915, $551,250 of paid 
and matured equipment trust certificates. The purpose of the 
proposed pledging, the Commission said, was that the applicant 
might be enabled to drawn down an equal amount of cash de- 
posited with and held by the trustee and thus reimburse itself 
for expenditures heretofore made in taking up the equipment 
trust obligations. The cash was deposited by the applicant to 
obtain the release from pledge under the first and consolidated 
mortgage of $525,000 of East & West Coast Railway first mort- 
gage bonds that had been called for redemption. That mort- 
gage provides, says the report of the Commission, that bonds 
may be issued or deposited cash paid out against the deposit 
with the trustee of retired equipment trust obligations. 

It appeared that the purpose of keeping alive and uncan- 
celed and stamped with legends provided for in the mortgage, 
said the report, which were deposited under the first and con- 
solidated mortgage, was to preserve the lien of that mortgage 
upon the equipment represented by such equipment trust obliga- 
tions as against the lien of any other mortgage which might 
otherwise attach, and perhaps be equal or superior to the lien of 
the first and consolidated mortgage. 

One of the conditions of the mortgage is that either the 
railway or the corporate trustee may request the renewal and 
extension .of all obligations secured by such equipment trust. 

On that aspect of the matter, the Commission said the Sea- 
board said it had not been called upon by the trustee to renew 
and extend any matured and paid equipment trust obligations 
now deposited with it, or to take any other action in respect 
thereof as provided in the section and article reviewed by it in 
connection with that part of the application. 


_ The Commission further said it appeared that the applicant 
not only sought authority in respect of the obligations covered 
by this application, but also in respect of all matured and paid 
obligations now held by the corporate trustee of its first and 
consolidated mortgage. It said that inasmuch as the Seaboard 
had said that the trustee had not called upon it to renew and 
extend any of the retired obligations held by it and no show- 
ing had been made in this proceeding as to the method by which 
such renewal and extension would be effected, a request for 
authority in regard to the retired equipment trust obligations, 
now lodged with the corporate trustee of the applicant’s first 
and consolidated mortgage, was not fairly before it and could 
not be determined upon the present record. 

In regard to the request for authority to cover the matured 
and paid equipment trust obligations that had been or were 
to be stamped with the renewal legends mentioned in the report, 








THE TRAFFIC WORLD : 971 


the Commission said that in Bonds of Seaboard Air Line Ry., 
99 I. C. C. 142, a somewhat similar question was presented for 
its détermination. Continuing and disposing of the matter, the 
Commission said: 


In that proceeding the retired equipment-trust obligations were to 
be deposited with the corporate trustee of applicant’s first and con- 
solidated mortgage because of an adjustment to be made between 
the amount of temporary second-series notes theretofore issued in con- 
nection with the releasing from the lien of applicant’s first and con- 
solidated mortgage certain cars included in the rebuilt equipment 
covered by the Seaboard Bay Line Company equipment notes, and 
the definite second-series notes issued in respect thereof. This ad- 
justment required the pledging of additional retired equipment obli- 
gations. In our report therein we referred to our order dated Jan. 
17, 1925, which amended our order dated July 22, 1924, pertaining 
to instructions to carriers in relation to the issue of securities, etc., 
under section 20a of the interstate commerce act, and relieved car- 
riers from the requirement of applying for authority to sell, pledge, 
repledge, or otherwise dispose of securities ‘‘nominally outstanding” 
as that term was defined in our order of July 22, 1924. We further 
stated that “it would appear that the retired equipment-trust obli- 
gations which are to be stamped and deposited with the trustee are 
analogous to securities reacquired and kept alive.’’ The remarks in 
that proceeding appear to be applicable to the instant application, 
except that the net result of the transactions here involved is the 
substitution of a new holder to the position of the former holders 
of the certificates. Therefore, we are of opinion that the placing 
of the respective legends above described upon the matured and paid 
equipment-trust obligations, the deposit of such obligations with the 
corporate trustee of applicant’s first and consolidated mortgage and 
the drawing down of cash against their deposit is not such an issue 
of securities as to come within the purview of section 20a of the 
act. An order dismissing the application will be entered. 


ABANDONMENT OF TEXAS LINE 


The Brownwood North & South Railway Company has been 
authorized by the Commission, in Finance Docket No. 4296, by 
division 4, to abandon, as to interstate and foreign commerce, 
its line of railroad extending from Brownwood North & South 
Junction to May, a distance of 17.65 miles, all in Brown county, 
Tex. The Attorney-General of Texas protested against abandon- 
ment, and opposition to the application also was voiced by 
citizens of May. The Commission said the evidence showed that 
the decrease in volume of both freight and passenger traffic had 
been due chiefly to increasing use of motor trucks for freight 
and of automobiles for passengers. Another cause of the de- 
crease in volume of traffic, the report said, was competition 
from the Katy’s Crossplains branch. 

The applicant’s line, though operated independently, the 
Commission said, is a part of the Frisco system. It was admitted 
that the system as a whole was now being operated at a profit. 
It was also admitted, the report said, that all the subsidiaries 
of the system, except the St. Louis, San Francisco & Texas 
Railway Company, were operated at a loss but that the Frisco 
had continued them in operation. The Commission said it was 
obvious that no basis of divisions that would be just, reasonable 
and equitable to the other companies of the system would give 
the applicant sufficient revenue to meet its operating expenses, 
taxes, and equipment hire and afford it any return upon the 
property that it held and used in the service of transportation. 

The Commission said that, as reflected by its income account, 
the operation of applicant’s line had for a number of years re- 
sulted in substantial losses. The income account for the five years 
1920 to 1924, inclusive, showed deficits of $28,553, $33,211, $19,786, 
$15,192 and $13,734, respectively, the Commission said. 


ABANDONMENT NOT PERMITTED 


The Commission, by division No. 4, in finance docket No. 
3575, abandonment of branch line by Pennsylvania & Atlantic 
(mimeographed), has denied the application on the ground that 
public convenience and necessity had not been shown to permit 
the abandonment of its line from Pine Beach to Island Heights, 
a distance of 1.2 miles, in Ocean county, New Jersey. The New 
Jersey commission has also denied the application, grant of 
which would deprive the borough of Island Heights, a summer 
resort, of railroad service, and remit it to a country road as 
the means of ingress and egress. The line is controlled by the 
Pennsylvania but separately operated. The protestants sug- 
gested economies that they claimed would save $11,000 a year, 
one of them being the operation of a gasoline shuttle car. In 
disposing of the case the Commission said: 


The applicant shows that its line of railroad has consistently 
operated under a deficit since 1900, both prior and subsequent to 
the organization of the present company. The deficit for 1923 was 
$414,641, and for the first three months of 1924 was $103,821. All 
deficits, however, have been covered by funds advanced by the 
Pennsylvania. 

The record clearly indicates that considered by itself there is 
a substantial loss from the operation of the so-called Island Heights 
Branch, as well as some loss to the applicant as a whole on this 
account. The record shows, however, that the total revenue accru- 
ing to the Pennsylvania System from the traffic originating at or 
destined to Island Heights station is at least’as much if not more 
than the actual out-of-pocket expense incidental to the handling of 
the traffic. We must, therefore, give consideration to the question as 
affecting the whole system, and from this viewpoint we are not con- 


vinced from the record that the operation of the branch line in ques- 
tion occasions an expense or loss to the system. 
As,.to the proposal to convert the bridge forming a part of the 
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bronch line into a highway bridge, and to the suggestion that a 
gasoline shuttle car be substituted for steam operations in the 
interest of reduced expenses we, at this time, express no opinion. 
It may be that some such satisfactory arrangement, if made, would 
be a possible solution of the matter. 

We now come to the question—Will the present and future public 
convenience and necessity permit the abandonment of the branch line 
of railroad under consideration? 

The protestants urge that because of the volume of business over 
the branch public convenience and necessity require its continued 
operation and point out the inconvenience and hardship, and in .ad- 
dition, the extra expense that would be involved if the patrons were 
obliged to travel by railway to and from Toms River station, a dis- 
tance of about four miles. They further represent that there is no 
bus nor other public conveyance between Island Heights and Toms 
River station and there is no assurance that suitable means of trans- 
portation would be established if the branch were abandoned. It is 
argued that the highway between the two places is very poor, and 
sometimes practically impassable after wet weather. 

Upon the facts presented we are unable to find that the present 
and future public convenience and necessity permit the abandon- 
ment of the branch line of railroad in question. The application will 
be denied without prejudice to resubmission by the applicant at 
such time as it can show that an arrangement has been made to 
provide some other suitable service or facility for the community 
dependent on the branch-line service now afforded. 


BUILDING APPLICATION DENIED 


The Commission, by division No. 4, in finance docket No. 
4950, construction of branch line by St. Louis-San Francisco 
(mimeographed), has refused the necessary certificate author- 
izing the applicant to build an extension of its line into the 
heart of the Garber oil field in Garfield county, Oklahoma, at an 
estimated cost of $146,144 and which, it was estimated, would 
bring in a revenue of $200,000 a year, wholly from the operations 
in the oil field. The applicant made a contention as to the 
sole question involved with which the Commission took issue. 
In disposing of the case it said: 


The applicant contends that the sole question involved in this 
proceeding is whether there will be, in all probability, sufficient 
traffic to and from points on the proposed branch to justify its con- 
struction and maintenance, and if so public convenience and necessity 
demand its construction. The determining factor in cases of this 
kind is not solely whether there is a probability of sufficient traffic 
to warrant construction, but whether there is a need for a line of 
railroad in the territory to be served. From the record in this case 
it appears reasonably clear that the Garber oil field is being adequately 
served from Garber and Covington. The applicant’s general state- 
ment that development of the field has been limited, at least par- 
tially, by lack of railroad facilities in the field does not seem to be 
sustained by the evidence submitted. Its hope or expectation that 
traffic over the branch will show an increase over that already 
handled on its Tulsa-to-Enid line seems to be largely speculative, 
and its estimate of $200,000 annual revenue therefrom appears to be 
contingent to some extent on an increase of rates for the additional 
haul over the proposed branch. Apparently the principal effect of 
the branch, if constructed, will be to shorten slightly the distance the 
oil operators would be required to haul their oil well supplies to 
designated points in the field and to eliminate losses they suffer 
in the transmission of casing-head gasoline by pipe-line. 

Upon the facts presented we are unable to find that the present 
and future public convenience and necessity require or will require the 
construction of the branch line of railroad in Garfield County, Okla., 
described in the application. An order will be entered denying the 
application. 


ABANDONMENT RECOMMENDED 


Examiner M. S. Jameson, in a proposed report on finance 
docket No. 5100, Abandonment by Boston & Maine of its Kenne- 
bunkport branch, said the Commission should find that the pres- 
ent and future public convenience and necessity permitted the 
abandonment o. the branch mentioned. It is 4.5 miles long and 
lies in York county, Maine. The Maine commission held a hear- 
ing but made no recommendation. Kennebunk and Kennebunk- 
port objected while the York Utilities Co. favored it. The hotels 
in the section served by the branch, the examiner said, did not 
appear. That fact he deemed highly significant. There are no 
industries on the line. He said it seemed clear that the transpor- 
tation requirements of the section affected were not such as to 
demand the continued operation of a steam line in addition to an 
established electric railway where ample highway facilities were 
available in the period when most of the business was done. That 
the branch was now operated at a loss, he said, could hardly be 
questioned. The Boston & Maine estimated the annual loss due 
to the operation of the branch line at $25,000. ; 


ABANDONMENT RECOMMENDED 


Examiner William U. Watson, in a report on finance docket 
No. 4966, Abandonment of Eastern Kentucky Railway, has rec- 
ommended the issuance of a certificate authorizing the aban- 
donment of that railroad’s whole line, situated in Greenup, 
Carter and Lawrence counties, Kentucky. The line is a little 
more than 36 miles long. It connects with the Chesapeake & 
Ohio at two points. It was authorized and partly constructed 
in 1870. A hearing was held on the application by the Ken- 
tucky commission. It recommended the abandonment of that 
part of the line between Riverton and Grayson and denial of 
the application as to the part between Grayson and Webbville. 
It said the applicant should be permitted to renew its applica- 
tion for abandonment of that part between Grayson and Webb- 
ville if, after twelve months of operation, the revenue was not 
enough to pay operating expenses. 
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The road is paralleled, in part, by an improved highway 
under construction and by ordinary highways that afford some 
motor competition. The applicant represented that the line had 
been operated at a continuous loss almost ever since operation 
had been begun, notwithstanding every effort to operate eco. 
nomically, even to the extent of such undermaintenance as to 
render the road unsafe. Examiner Watson said it appeared the 
stockholders had advanced $109,206 for operating expenses and 
declined to make further advances. The deficit, since 1915, to 
the middle of 1925 amounted to $64,396. The receiver, who 
had been connected with the railroad, Watson said, since 1891, 
testified that he did not believe he could operate the part of 
the line from Grayson to Webbville, as recommended by the 
Kentucky commission, without loss. Watson said the evidence 
did not warrant the conclusion that that part of the line could 
be operated at a profit or even without loss, hence his recom- 
mendation. 


NO SUBPCENA FOR FORD 


The Commission, in finance docket No. 4807, Acquisition and 
Operation of Detroit, Toledo & Ironton R. R. by Detroit & Iron- 
ton, finance docket No. 5149, Control of Detroit, Toledo & Ironton 
by Detroit & Ironton, and finance docket No. 5150 Securities of 
Detroit & Ironton, the Commission has denied the petition of the 
intervening minority stockholders for furfher hearing in those 
cases. They desired further hearing to the end that they might 
ask the Commission to issue a subpcena for Henry Ford, the in- 
terveners believing that if he could be placed upon the witness 
stand they could develop facts from him essential to their part 
of the case. They moved in the direction of having Mr. Ford 
summoned at the hearing which they desire to have reopened but 
the examiner ruled that they moved too late. Denial of the peti- 
tion by the Commission, therefore, leaves the matter as it stood 
when the examiner made the ruling beforementioned. 


SUSPENDED TARIFFS 


In I. and S. No. 2646, the Commission has suspended from 
April 5 until August 3 schedules as published in the following 
tariffs: Great Northern Railway Company: G.N. Ry. I. C. ¢. 
Nos. A-6234 and A-6235; Minneapolis, St. Paul & Sault Ste. Marie 
Railway Company; M. St. P. & S. Ste. M. I. C. C. Nos. 6091, 6092 
and 6093; Northern Pacific Railway Company: Supplement No. 
8 to (N. P. Ry.) I. C. C. No. 6995 and (N. P. Ry.) I. C. C. No. 8217. 

The suspended schedules propose to increase the rates on 
milk and cream moving in passenger train service between 
points in Iowa, Michigan, Minnesota, Montana, North Dakota, 
South Dakota and Wisconsin. The following is illustrative of 
the changes proposed: 


Cream, rates in cents per 10 gallon can, to St. Paul or Minneapolis, 
Minn., from Almont, N. D., present 83, proposed 102; Bismarc, N. D., 
present 78, proposed 95.5; Jamestown, N. D., present 68, proposed 85.5. 


In I. and S. No. 2647, the Commission has suspended from 
April 5 until August 3 schedules as published in supplements 
Nos. 68 and 70 to Leland’s I. C. C. No. 1640. The suspended 
schedules propose to reduce the rates and increase the carload 
minimum weights on hides, pelts and skins from points in Lou- 
isiana to eastern seaboard territory. This has the effect of in- 
creasing the per car charge, which is shown in the following 
illustration: 


From Shreveport, La., to New York City, N. Y., carload minimum 
weight 20,000, present; 36,000, proposed; rate 113, present; 95, proposed; 
per car charge $226, present; $342, proposed. 

In I. and S. No. 2643, the Commission has suspended from 
April 2 until July 31, schedules as published in various west 
bound Trans-Continental tariffs. The suspended schedules pro- 
pose to increase the rates on locomotives and tenders, narrow 
gauge moving on standard gauge trucks, from Lima, Ohio, and 
other shipping points to destination in the Pacific Coast group 
and Montana. The following is illustrative: 


From Lima, Ohio 


Present Proposed 
Fl. Sees Rin vk aes t Geet ke deids bob teen cess 108.5 124 


FLORIDA SERVICE ORDER VACATED 


The Commission, by division No. 5, in amendment No. 1 to 
Service Order No. 43, has vacated and set aside that order effec- 
tive at midnight of April 8 because the emergency which caused 
the issuance of the order, in the language of the amendment, 
“has been measurably relieved.” The service order was issued 
December 28, 1925, and authorized and directed the railroads 
serving Florida to forward traffic to and from destinations in 
Florida by the routes most available to expedite its movement 
and prevent congestion, without regard to routing made by ship- 
pers, or by carriers from which the traffic was received, or to the 
ownership of cars. Inasmuch as such disregard of routing was 
deemed due to carrier disability the order directed the protection 


_ of the rates of routes that were lower and the imposition of the 


lower rates in such instances as the traffic might be diverted 
from higher to lower rated routes. The order also directed the 
carriers to give notice to shippers of diversions or re-routings 
co this order, so as to enable them to keep track of their 
traffic. 
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OIL REVISION PROPOSED 


In a report on No. 16309, South Dakota Independent Oil 
Jobbers’ Association vs. A. T. & S. F. et al., Examiner Alfred S. 
Knowlton said no adequate reason was advanced as to why there 
should be a hump in the rates at the South Dakota line on 
petroleum and its products from the midcontinent field and 


other sources of petroleum supplies. Therefore, he proposed a 
finding that the rates on petroleum and its products from the 
midcontinent field, Indiana, Illinois and Wyoming, to destina- 
tions in South Dakota, were unreasonable and unduly prejudical 
and should be corrected in accordance with specific rates pro- 
posed by him to points he believed te be typical. 
Commission should find rates from Montana to South Dakota 
had not been shown unreasonable on this record. 

The complaint alleged the rates from points in Missouri, 
Kansas, Arkansas, Oklahoma, Indiana, Illinois, Wisconsin, Mon- 
tana and Wyoming, to points in South Dakota, were unjust and 
unreasonable and that the rates on such traffic as compared with 
relatively lower rates from the same points to destinations in 
Iowa, Minnesota, Nebraska, and in South Dakota, on the line 
of the Chicago, Milwaukee & St. Paul between Sioux City, Ia., 
and Sioux Falls, S. D., were unduly prejudicial to dealers and 
consumers in South Dakota and preferential to dealers and 
consumers in Iowa, Minnesota and Nebraska. 

Dealers at various points intervened on account of their 
interest in rates to their places of business. The White Eagle 
Oil & Refining Co., the examiner said, was the only refining com- 
pany represented and it was interested, he said, in the origin 
groups in the midcontinent field as well as the relationship 
between the points of destination. It asked that whatever 
relationship might be prescribed as between the points of origin 
in docket No. 15584, Sinclair Refining Co. and consolidated cases, 


now pending, be used in fixing the rates to South Dakota in the 
instant case: 


One of the facts that early appeared was that there was 
a hump in the rates at the South Dakota state line. The exam- 
iner reviewed a large number of cases in which the question 
of rates on petroleum and its products to that part of the country 
were under consideration, and then said: 


The evidence indicates that the effects of competition which 
may be present to destinations in other states are not apparent 
in South Dakota. No adequate reason is advanced, however, as 
to why there should be a hump in the rates at the South Dakota 
state line. The influence of competition which may be felt to 
points farther east does not justify such a rate hump. Operating 
condition, with the exception of a small portion of the lines which 
are located in the Black Hills, are not shown to be more severe 
in South Dakota than in the surrounding states, but the traffic 
density in South Dakota is light and becomes a factor worthy of 
consideration, especially west of the Missouri River. The rates 
from the midcontinent field are the most important to the pur- 
chaser of oil although they do not move the bulk of the traffic. 
Thus often a paper rate is the rate that controls the price of the 
commodity to the purchaser and a reduction of such a rate will 
not affect the revenues of the carriers but will satisfy the com- 
plaint. On the other hand, the rate from the Casper field is of 
vital importance to the carriers from a revenue standpoint. The 
evidence shows that a scale based on mileage alone will not be 
satisfactory but that the rates prescribed should remove the 
rate hump now found at the state line and align the rates 
throughout the state so as to take into consideration transporta- 
tion and traffic conditions. By first ascertaining a reasonable 
tate from the midcontinent field to the southeast corner of the 
State of South Dakota and adding to that rate an increment which 
will take into consideration a proper adjustment throughout the 
State of South Dakota and compensate for transportation and 
traffic conditions, a suitable basis may be arrived at. This may 
be accomplished by not increasing the ton-mile earnings as the 

istance increases, thereby automatically making allowance as 
the haul in the State of South Dakota increases and yet main- 
taining a fair relationship between destination points. 


The Commission should find that the rates from the mid- 
continent fields, from Illinois, Indiana, and Wyoming points are 
unreasonable and in certain respects unduly prejudicial. For the 
future the rates from the midcontinent field should be divided into 
three origin groups known as Kansas City group 1, Kansas 
group 2, and Oklahoma group 3. Kansas group 2 should take 
a differential 2 cents under group 3. The Kansas City group should 

ke a differential of 8 cents ‘under group 3 when applied to 
Points in South Dakota east of the Missouri River and 7 cents 
to points west of the river. The following rates arrived at by 

ing ton-mile earnings of approximately 14 mills and applying 
these earnings to the distances from Tulsa, as typical of group 3, 
Will establish a reasonable and non-prejudicial basis for the 
uture. Specific rates to typical destination points are prescribed 
48s follows for application from group 3: 


me Point: >s acs one oS ee ee ee 51.5 cents 

MORON 6. icc'ds tcc cee. SE CORRE BIOTG hikes Soi. deat 60 cents 
Mitchell ..... pel bee 48 cents Watertown ....... -. 52 cents 
Aberdeen ..... Setuiiths 57 cents Rapid City ......... 69 cents 
MOMTIASS ois wih cc chs OO OUND MEMES 6.5. oo ve haces 58 cents 
MOA oi. aVicaceeecd 58 cents 


Other destination points should be aligned in accordance with 





THE TRAFFIC WORLD 


Proposed Reports in I. C. C. Cases 


He said the , 


973 





these rates. From Wyoming a reasonable rate for the future to 
South Dakota points will not exceed 45 cents, except that the 
present differentials on the Faith-Isabelle branch and on the 
Lemmon line of the Chicago, Milwaukee & St. Paul, and the differ- 
entials of the Le Beau branch of the Minneapolis & St. Louis, over 
Aberdeen may be maintained. This will give a rate of 51 cents at 
Le Beau and Mobridge and 63 cents at Faith and Isabelle. From 
Whiting, Ind., as typical of Indiana-Illinois origins, rates 3. 

cents under the rates from midcontinent group 3 should be applied 
to South Dakota destinations, except that in no instance should 
the rate be less than 39.5 cents. The blanket rate from Montana 
is apparently high to points in South Dakota, but the present 
record does not indicate that that rate is umreasonable as a 
blanket rate and the commission should not disturb that rate on 
the present record. The present differentials should be maintained 
on crude oil under the refined oil rates prescribed above. . 


SALT REPARATION PROPOSED 


Attorney-Examiner F. C. Hillyer, in a report on No. 16651, 
Jacob E. Decker & Sons vs. Union Pacific et al., said the commis- 
sion should find rates on salt, in carloads, from mines in Kansas, 
Michigan and Ohio to Mason City, Ia., unreasonable and award 
reparation. E. B. Higley & Co., a manufacturer of ice cream 
at Mason City intervened and asked for reparation. The title 
complaint alleged the rates on salt from the state of origin 
mentioned were unjust and unreasonable. 

The principal point from which the complainant and inter- 
vener derived their supply of salt were Kanopolis, Hutchinson, 
Lyons, and Little River, Kans., Detroit, Port Huron, St. Clair, 
and Ludington, Mich. The charges were based in each instance 
upon applicable commodity rates of 31. cents, minimum 80,000 
pounds from the Kansas group, 29 cents, minimum 37,500 pounds, 
from the Michigan group and 31 cents, on a like minimum, from 
the Ohio group. The examiner said the average weight of the 
shipment exceeded 80,000 pounds. 

Complainant and intervener asked reparation on the basis 
of commodity rates of 25.5 cents from the Kansas field, 26 cents 
from the eastern Michigan and Ohio fields and 24.5 cents across- 
lake from Ludington and Manistee, Mich., all subject to the 
uniform carload minimum of 45,000 pounds, which became effec- 
tive on May 23, 1925 in compliance with orders of the Commis- 
sion in Salt Cases of 1923, 92 I. C. C. 388. The complainant, the 
examiner said, was not a complainant in the Salt Cases of 1923: 
He said the complainants in the Salt Cases of 1923 were all pro- 
ducers of salt. The complainant here, he said, was a consumer. 
The circumstances surrounding this claim, he said, were unusual, 
and good cause had been shown why the complainant should 
receive consideration, notwithstanding the rule generally ob- 
served by the Commission that it would not award reparation 
‘in cases where it ordered a general revision of rates. 


The carriers ask that reparation be withheld in this instance 
on the ground that the rates to the basis of which reparation 
was suggested, were included in a widespread readjustment of 
the salt rate structure following a general investigation, citing 
in support of their request Delaware, Lackawanna & Western 
Coal Co., 46 I. C. C. 506, and other well known decisions. In 
disposing of the case the examiner said: 


The Salt Cases of 1923 were not a general investigation of its 
strict sense; that is, they were not instigated by the Commission 
upon its own motion, but in substance they became subject to the 
principle stated above by reason of the fact that the commission 
therein prescribed many maximum reasonable rates, resulting in 
reductions; prescribed numerous minimum rates, resulting in 
increases; prescribed widespread changes in the existing carload 
minima, both interstate and intrastate in many rates, including 
commodity tariff descriptions; and prescribed many relationships 
under section 3 of the act. Regarding these cases in the nature 
of a general investigation, the commission discouraged any evi- 
dence or discussion of the claims for reparation and the subject 
was dropped by tacit understanding. 

The situation at Mason City is u.like any other in the Salt 
Cases of 1923, and the consideration of complainant’s claim in this 
case would in no wise warrant or provoke a revival of the 
general subject of reparation in those cases. 

Complainant cites a number of cases as precedent for a special 
award of reparation, in general investigations of this kind. See 
Western Cement Rates, 48 I. C. C. 201 and Iola Cement Mills 
Traffic Case vs. Director-General, 66 I. C. C. 495, Pacific Creamery 
Co. vs. 8. P. Co., 42 I. C. C. 93, 100. 

The commission should find that the rates assailed were 
unreasonable to the extent that they exceeded those established 
on May 23, 1925; that complainant and intervener made the ship- 
ments as described and paid and ultimately bore the charges there- 
on; that they were damaged to the extent that the charges paid 
exceeded those that would have accrued at the rates herein found 
to have been reasonable; and that they are entitled to reparation 
with interest. Complainant and intervener should comply with 
Rule V of the Rules of Practice. t 





LUMBER CASE DISMISSED 


Examiner Albert S. Knowlton has recommended the dis- 
missal of No. 17601, Central Pennsylvania Lumber Co. vs. Sus- 
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quehanna & New York et al., on a finding that rates charged on 
lumber from Masten and Laquin, Pa., to points in New England 
since September 17, 1923, are not unreasonable or unjustly dis- 
criminatory. 


IMPORTED MATTING RATES CASE 


An order of dismissal has been recommended by Examiner 
Frank C. Weems in No. 17437, Sterchi Bros. vs. Great Northern 
et al., on a finding that the rate of $1.80 on imported matting, 
matting rugs, and various straw goods, in carloads, from Pacific 
Coast points to Knoxville and Chattanooga, Tenn., Atlanta, Ga., 
and Jacksonville, Fla., is not unreasonable or otherwise unlaw- 
ful. The complaint was that the rate was unjust, unreasonable, 
and unduly prejudicial to the extent it exceeded a rate of $1.50 
contemporaneously maintained on like traffic from the same 
points of origin to Louisville and Birmingham, Ala. 


EXAMINER FINDS OVERCHARGES 

In a proposed report on No. 17372, Algoma Lumber Co. vs. 
Director-General, Examiner Paul O. Carter said the Commission 
should find the rate charged on 48 bundles and one bag of malle- 
able link belting shipped December 20, 1919, from Indianapolis, 
Ind., to Algoma, Ore., was illegally assessed. He said the Com- 
mission should find the applicable rate not unreasonable and 
direct a refund of the overcharges. He said the Commission 
should find that a rate of $2.065 was applicable. Charges were 
collected at a fourth class rate of $2.69. The question was as 
to the applicability of the lower rate under the intermediate 
application rule. The examiner called attention to the fact that 
in Standard Oil Co. vs. Director-General, 66 I. C. C. 472, the 
Commission had found the rule in question ambiguous and 
directed its clarification. 


SAWDUST COMPLAINT DISMISSED 


Examiner Horace W. Johnson has proposed the dismissal 
of No. 17055, American Smelting & Refining Co. and Omaha 
Box Co. vs. Director-General, on a finding that the claim for 
reparation on account of alleged unreasonable and illegal rates 
on two carloads of bulk sawdust shipped from Danbury, Wis., to 
Omaha, Neb., was barred by the statute of limitation. 


LINSEED OIL REPARATION 


A finding of unreasonableness in the past and an award of 
reparation have been proposed by Examiner Harry C. Ames in 
No. 16839, T. S. DeForest Co. vs. A. T. & S. F. ut al., as to rates 
on linseed oil, in tank carloads, from Minneapolis, Minn., to 
Dallas, Tex., prior to March 2, 1924. He said the Commission 
should find the rates not unreasonable after that date or for the 
future. Ames said the rates should be found unreasonable to 
the extent they exceeded 80 cents per 100 pounds. Tie com- 


plainant asked for reparation to the basis of a rate of 60 cents,” 


arrived at by a consideration of Corporation Commission of 
Oklahoma vs. A. & V., 98 I. C. C. 183, in which the Commission 
considered cottonseed oil rates, and Minnesota & Ontario Paper 
Co. vs. Northern Pacific, 66 I. C. C. 571, in which the Commis- 
sion considered rates from the near northwest to Texas com- 
mon: points. 


YELLOW PINE REPARATION 


Examiner W. A. Hill, in No. 16404, Usher Brothers vs. Ala- 
bama & Vicksburg et al., said the Commission should find in- 
applicable a rate of 48 cents on a carload of yellow pine from 
Ragland, Miss., to Pittsburgh, Pa., imposed on a shipment made 
in July, 1924. He said the Commission should find that the 
applicable rate was 44.5 cents, as claimed by the complainant, 
and award reparation to that basis. The controversy hinged on 
the interpretation to be accorded on a combination rule which 
provided for its application on lumber where no published through 
rates were in effect. The examiner adhered to the interpreta- 
tion made by the Commission in Cancellation: Rule for Combina- 
tion Rates, 93 I. C. C. 614. 


EASTBOUND CANDY RATES 


In a proposed report of No. 17299, J. G. McDonald Chocolate 
Co. vs. Bamberger Electric Co. et al., Examiner John H. Howell 
said the Commission should find class rates applicable on candy 
and confectionery, carloads and less than carloads, from Salt 
Lake City to points’on the Mississippi and Missouri rivers, St. 
Paul, Minn., and Chicago rate territories, prior to August 1, 1925, 
unreasonable and unduly prejudicial to the extent they exceeded 
the commodity rates contemporaneously applicable from San 
Francisco to the same destinations. He said the Commission 
should award reparation to the basis indicated and find the 
rates in effect from and after the date mentioned not unreason- 
able or unduly prejudicial. The carriers said the purpose in 
publishing rates on candy and confectionery from the Pacific 
coast to the east was to encourage traffic, but that there had 
been no movement. The complainant was the manufacturer of 
candy specialties marketed in competition with the products of 
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manufacturers of many varieties of candies located all over the 
country. . 


COCOA BEAN COMPLAINT 


Examiner John H. Howell has recommended the dismissal] 
of J. G. McDonald Chocolate Co. vs. A. T. & S. F. et al., on a 
finding that the rate on cocoa beans, in carloads, from New York 
City to Salt Lake City, applicable over the ocean and rail 
routes, are not unreasonable or unduly prejudicial. The allega. 
tion was that the rates were unreasonable, and, in comparison 
with rates to Los Angeles and San Francisco, Cal., Portland, 
Ore., and Seattle and Spokane, Wash., unduly prejudicial and 
preferential. The examiner said the ocean and rail rates from 
New York to Salt Lake City bore the usual relationship to the 
rail rates between the same points and that the rate comparisons 
offered by the complainant did not justify a finding that the 


rates on cocoa beans were out of line with those on comparable 
commodities. 


CRUDE SULPHUR REPARATION 


Examiner R. N. Trezise, in No. 17233, Stauffer Chemical 
Company of Texas vs. Houston & Brazos Valley et al., said the 
Commission should find a combination rate of 71.5 cents im. 
posed on crude ground sulphur, in carloads, from Freeport, Tex. 
to Elyria, O., unreasonable and award reparation. He said the 
rate should be found unreasonable to the extent it exceeded 
57.5 cents. The complainant pointed out that at the time of 
movement a combination of 67.5 cents could have been con- 
structed on Cleveland, a point beyond Elyria, on some routes, 


the rate to Cleveland being 57.5 cents. The railroad made no 
answer to the complaint. 


SWITCHING CHARGE REPARATION 


A finding of inapplicability and an award of reparation have 
been proposed by Examiner R. L. Shanafelt, in No. 17084, Gwin, 
White & Prince, Inc., vs. N. Y., N. H. & H. et al., as to a charge 
of $20 for switching at Boston, Mass., a carload of apples shipped 
from Peshastin, Wash., to Tampa, Fla., and reconsigned to Bos- 
ton. The railroads contended, in effect, the examiner said, that 
the interstate character of the shipment terminated when it was 
placed on the tracks of the New Haven. In accordance with 
telegraphic instructions, the shipment was sent to “Boston & 
Maine auction delivery” and a charge of $20 for the transfer 
from the New Haven to the Boston & Maine was made. Shana- 
felt said the contention of the defendants was without merit. 
He said the facts were convincing that the character of the ship- 
ment was interstate from the time it left Peshastin until it 
came to rest on the auction tracks of the Boston & Maine. 


CLEVELAND STATION COMPLAINT 


Examiner Alfred S. Knowlton has advised the Commission 
to dismiss No. 17554, Peter Witt vs. New York Central et al. 
upon a finding that the Commission has no jurisdiction to re 
quire the building of joint passenger stations on their tracks 
at Cleveland, O., under the conditions presented in this com- 
plaint, and that no discrimination or prejudice had been shown 
to exist. : 

The complainant, a citizen of Cleveland, alleged that the 
failure of the railroads to provide station facilities for the resi- 
dents of the west end of Cleveland subjected them to great in- 
convenience and hardship. Witt asked the Commission to afford 
the people in that part of Cleveland reasonable, proper and equal 
facilities in the matter of passenger transportation by com- 
pelling the New York Central and the Big Four to erect, main- 
tain and operate a joint passenger station on the tracks of the 
New York Central now used jointly by them in the vicinity of 
Madison Avenue and West 117th Street and to continue the 
same in operation until the completion of the station of the 
Cleveland Union Terminal Company at the Public Square, and 
also to compel the erection of a joint station on the tracks of 
the Big Four where they cross W. 117th Street in the vicinity of 
Linndale. 

The city of Cleveland and the city of Lakewood intervened, 
their petitions being similar to that of the complainant. Lake 
wood adjoins Cleveland at West 117th Street, which Knowlton 
said, was between four and: five miles from the downtown Cleve- 
land passenger station. Mr. Witt, the examiner said, did not 
rely on any specific provision of the interstate commerce att, 
but that the city of Cleveland relied on paragraphs 18 to 21 
of section 1. Defendants contended the Commission was with 
out jurisdiction. Both interveners and defendants referred t0 
the decisions in Oklahoma Corporation Commission vs. A. T. & 
S. F, 101 I. C. C. 647, and Los Angeles Passenger Terminal 
Cases, 100 I. C. C. 421. In disposing of the case, Knowlton said: 





There is no doubt but that a station and the stopping of trains 
at West 117th Street would be a convenience to some but the fact 
that one person does not have a station as near his home as another 
is not discrimination or prejudice as contemplated by the act. Nor 
is the number of stations on other lines or even on defendants’ lines 
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controlling. The present plant of the carriers to erect a station at 
the west end of Cleveland on the Big Four tracks and over which it 
has not been shown that the Commission has jurisdiction will ap- 
parently meet ithe situation satisfactorily and contemplates the 
growth of the city. It is only the delay in the erection and carrying 
out of this plan to which objection is taken. 

The Commission should find that no unjust discrimination or un- 
due peri has been shown to exist and should dismiss the come 
plaint. 


FLAXSEED RATES CASE 


Examiners F. E. Mullen and Andrew C. Wilkins have pro- 
posed the dismissal of No. 15872, Portland Linseed Oil Works, 
Inc., vs. Great Northern et al., on a finding that the rates on 
flaxseed, carloads, from points in Montana and North Dakota to 
Portland, Ore., are not unreasonable. They said that upon the 
record in this case and following the Commission’s decision in 
No. 14572, Board of Railroad Commissioners of the State of 
Montana vs. Butte, Anaconda & Pacific et al., announced Janu- 
ary 12, 1926, in which flaxseed rates were involved from some 
of the points mentioned in this complaint, this case should be 
dismissed on the finding before mentioned. 


LUMBER CASE DISMISSED 


Examiner C. W. Griffin has recommended the dismissal of 
No. 16457, New Jersey Lumbermen’s Committee vs. Atlantic 
Coast Line et al.,.on a finding that rates on lumber and forest 
products taking the lumber rates, from points in southeastern 
and Carolina territories and Virginia cities to Jersey City, Tren- 
ton, and other points in New Jersey, are not unreasonable. 


BROOM AND MOP HANDLES 


A finding of unreasonableness and undue prejudice, an award 
of reparation and an order for the future have been recommended 
by Examiner H. G. Cummings, in No. 16830, Lumberton Broom 
and Mop Handle Co. vs. Gulf and Ship Island et al., as to the 
rates on broom and mop handles, dowels, and curtain poles, in 
carloads, from Lumberton, Miss., to Boston, Mass., and Girard, 
Pa. The report also covers No. 16856, Same vs. New Orleans 
and Northeastern et al. The examiner said the Commission 
should find the rates on the various commodities mentioned, 
without metal attachments, not waxed or primed, not further 
finished than sawed, bent, planed, turned to shape or sand-belted, 
from Lumberton, to Boston and Girard, unreasonable and unduly 
prejudicial to the extent they exceeded or might exceed the rates 
on lumber made from the same material, contemporaneously in 
effect from and to the same points. The examiner said the Com- 
mission should further find that the rates from Lumberton to 
Boston and Girard on the articles named when shellaced, painted, 
or varnished, were, are, and for the future will be unreasonable 
and unduly prejudicial to the extent they exceeded or may exceed 
the lumber rates by more than 3 cents per hundred pounds. 


TANK CAR ALLOWANCE CASE 


Examiner W. M. Cheseldine, in No. 15636, Paragon Refining 
Co. vs. Alton & Southern, said the Commission should find the 
defendant’s failure to provide, by tariff publication, for the pay- 
ment of a mileage allowance on private tank cars, moving in 
service over its line, was unreasonable. The case involved the 
question of allowance on 1,272 cars. that moved over the line of 
the Alton & Southern between June 1 and October 1, 1920. The 
examiner said the failure to make such an allowance should be 
found an unreasonable practice which. had resulted in damage 
to the complainant to the extent of 1 cent per car per mile for 
loaded and empty movement of the Paragon tanks in the period 
mentioned. He said that a reasonable allowance for the future 
for movements of that sort would be 1.5 cents per car per mile 
computed on the basis of distance tables. He said the Commis- 
sion should award reparation amounting to $165.36, with interest. 


LINSEED OIL RATE CASE 
Examiner Andrew C. Wilkins, in a report on No. 15871, Port- 
land Linseed Oil Works, Inc., vs. Great Northern et al., said the 
Commission should find the rates on linseed oil from Portland, 
Ore., to Spokane, Wash., not unreasonable or otherwise unlaw- 


ful; and from Portland to Tacoma and Seattle, Wash., and to - 


San Francisco, Paraffin, Berkeley, and Los Angeles, Cal., not un- 
Teasonable per se, but unduly prejudicial to linseed oil in pack- 
ages, barrels, or tanks, in carloads, to the extent they exceeded, 
or may exceed, the rates contemporaneously maintained on cot- 
tonseed oil in like containers from and to the same points. 


PROPOSED CEMENT REVISION 


In a report on No. 15151, Oklahoma Portland Cement Co. 
et al. vs. Denver & Rio Grande Western et al., Examiners John 
T. Money and Bronson Jewell said the Commission should find 
tates on cement from Ada, Okla., Portland and Concrete, Colo., 
and points in the Kansas gas belt to destinations in Texas, un- 
Teasonable and unduly preferential of Bonner Springs, Kan., 
Cement City (Sugar Creek), Mo., Harrys, Eagle Ford, Cement- 
Ville, Manchester, and El Paso, Tex., and shippers therefrom, 
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and unduly prejudicial to Ada, Portland, Concrete, and points 
of origin in the Kansas gas belt and shippers therefrom. They 
suggested scales to be used in the making of rates for the future. 

The report also covers No. 15427, Iola Cement Mills Traffic 
Association et al. vs. Abilene & Southern; No. 15923, Oklahoma 
Portland Cement Company vs. Abilene & Southern et al.; No. 
16836, Oklahoma Portland Cement Co. vs. Chicago, Rock Island 
& Gulf et al., and No. 15938, Same vs. A. T. & S. F. et al. In 
addition to suggesting scales, the examiners made recommenda- 
tions as to reparation in respect of specific complaints in which 
they found the rates unreasonable. 

The complainants in No. 15151, and No. 15923, manufacturers 
at Ada, Portland, Concrete and other points, alleged that the 
rates from Ada, Portland and Concrete to destinations in Texas 
were unreasonable, unjustly discriminatory and, as compared 
with rates from El Paso, San Antonio (Cementville), Harrys and 
Houston (Manchester), Tex., to destinations in that state were 
unduly prejudicial. The complainants in No. 15427, Iola Cement 
Mills Traffic Association, representing manufacturers at Chanute, 
Fredonia, Mildred and Humboldt, Kan., and Dewey, Okla., which 
points, together with Iola and Independence, Kan., are collec- 
tively known as the Kansas gas belt, alleged the rates from the 
gas belt to destinations in Texas, were unreasonable and unduly 
preferential, and prejudicial as compared with those from Ada, 
Portland and Concrete, Sugar Creek, Mo., Bonner Springs, Kan., 
and from Fort Worth, Tex., and each of the producing points 
in Texas hereinbefore mentioned. It was also alleged that the 
rates from the Kansas gas belt to Texas destinations were in 
violation of the long-and-short-haul part of the fourth section. 
The prayers were for reasonable, non-discriminatory, non-pref- 
erential, and non-prejudicial rates and relationships of rates be- 
tween the shipping points of the complainant, on the one hand, 
and the alleged preferred cement producing points, on the other, 
to destinations in Texas. The cement manufacturers .at all the 
alleged preferred producing points, complainants, and other ce- 
ment manufacturers intervened in the different cases. The El 
Paso & Southwestern and El Paso & Northeastern intervened in 
the title complaint. 

The examiners said that while the complaints put in issue 
the rates to all points in Texas it was apparent that complain- 
ants were not interested in the rates to points on the Texas & 
Pacific west of Big Springs, Tex., on the Kansas City, Mexico 
& Orient west of San Angelo, Tex., and on the Southern Pacific 
west of Del Rio, Tex. They said the intrastate rate adjustment 
in Texas should not be disturbed in the absence of substantial 
showing that such rates worked an undue preference to intra- 
state shippers and an undue prejudice to interstate shippers. 
They said that, as complainants had.no interest in the destina- 
tion territory west of the points before named, no consideration 
would be given the rates to such territory from either com- 
plainants’ shipping points or the Texas producing points. They 
added that complainants at Portland and Concrete, apparently, 
were interested only in the rates to points on and north of the 
Texas & Pacific, particularly in the Texas panhandle territory, 
and that only the rates to such territory from the Colorado pro- 
ducing points would be considered. 

While the rates within Texas were put in issue and notice 
was given to the authorities of that state, the examiners said 
the state officials did not take any part in the hearings. 

Complainants in Nos. 16836 and 15938, operating at Ada, 
attacked the rates from Ada to specific points in Texas on the 
Chicago, Rock Island & Gulf and the Wichita Falls & Southern 
as unreasonable and the rate from Ada to Shreveport, La., as 
unreasonable and unduly prejudicial. 

In summing up and disposing of the cases on the rates for 
the future feature the examiners said: 


Complainants market or seek to market their cement in Texas 
in competition with each other and with the cement produced at 
the alleged preferred points in Texas. The cement produced by these 
various manufacturers is of substantially the same character, loads 
or could be loaded the same, and generally loads 10 per cent above 
the marked capacity of cars in Western Cement Scale territories, 
is shipped in the same character of equipment, does not ordinarily 
require expedited service, and moves in large volume throughout the 
year, particularly in sections where climatic conditions permit con- 
struction work in all seasons, such as southern Oklahoma and Texas. 
Cement is often represented as one of the cheapest commodities 
transported that undergoes as complicated a process of manufacture. 
While cement should be handled in moisture-proof cars, it is occa- 
sionally shipped during periods of car shortage in stock cars and 
what are known as rough box cars. Loss and damage claims are 
inconsequential. The competition between the manufacturers of 
cement is exceedingly keen throughout all parts of the country, par- 
ticularly between complainants’ producing points and the alleged 
preferred points. Any basis of rates from one producing point that 
is lower than from another competing point in the same scale ter- 
ritory unduly prefers one to. the undue prejudice of the other. Ex- 
perience has demonstrated that the mest equitable method of -re- 
moving the preferences and prejudices ordinarily present in the ola 
rate adjustments on cement, created through rivalry of producing 
points and carriers, is the establishment of distance scales, thereby 
according each point of production the advantage or disadvantage 
of its location. Prior to August 8, 1918, when the rates were estab- 
lished pursuant to the Western Cement Case, 48 I. C. C. 201, there 
was scarcely a commodity transported in central western territory 
about which more complaint was made of the rates than those on 
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cement. Since those rates have been in effect relatively little opposi- 
tion to them has been heard, and most shippers and carriers as a 
whole. now defend their integrity in the most vigorous manner. The 
Commission should find: 

(1) That that portion of Texas on and east of the Rock Island 
from Terral, Okla., through Bowie to Fort Worth, Texas, on and east 
of the Santa Fe, through Morgan to Temple, on and east of the Katy, 
and International & Great Northern through Georgetown, San Marcos, 
and New Braunfels, to San Antonio, and on and east of the San 
Antonio & Aransas Pass through Gregory to Corpus Christi, should 
be included in scale III territory, and that that portion of Texas 
west of such line, except on the Southern Pacific west of Del Rio, 
on the Kansas City, Mexico and Orient west of San Angelo, and on 
the Texas & Pacific west of Big Springs, should be included in scale 
IV territory. 

(2) That the rates on cement, in carloads, from Ada, Portland 
and Concrete, and vrom points in the Kansas gas belt are, and for 
the future will be, unreasonable to the extent that they exceed or 
may exceed western cement scale III rates from Ada, the Kansas 
gas belt, and Kansas City to points in the scale III territory in Texas 
hereinbefore described, and scale IV rates from Ada, Portland and 
Concrete, the Kansas gas belt, and Kansas City to points in scale IV 
territory in Texas hereinbefore defined. The scales are set forth 
in Appendix A hereto, and the formula for determining the rates 
are set out in Appendix B. ‘ 

(3) That the circumstances and conditions surrounding the trans- 
portation of cement, interstate and intrastate, within Texas and from 
Ada, Portland, Concrete and the Kansas gas belt to points in Texas 
are substantially similar. 

(4) That the rates from Ada, Portland, Concrete and points in 
the Kansas gas belt to points in Texas are unduly prejudicial to 
Ada, Portland and Concrete and points in the Kansas gas belt and 
to shippers therefrom, and unduly preferential of Bonner Springs, 
Sugar Creek, Ada, Harrys, Eagle Ford, Manchester, Cementville and 
El Paso over intrastate routes, and to shippers therefrom, and of 
intrastate traffic in Texas to the extent that the rates from Ada, 
Portland, Concrete and points in the Kansas gas belt exceed or may 
exceed the corresponding rates contemporaneously maintained for 
like distances from Bonner Springs, Sugar Creek and Ada, and upon 
intrastate traffic from said Texas producing points to said destinations; 
and that any greater difference or disparity in the rates from Ada, 
Portland, Concrete and points in the Kansas gas belt, on the one hand, 
and Bonner Springs, Sugar Creek, Ada, and from said Texas pro- 
ducing points over intrastate routes, on the other hand, results, and 
would result in unjust discrimination against interstate commerce 
from Ada, Portland, Concrete and points in the Kansas gas belt. The 
above findings are subject to the grouping of the Kansas gas belt 
points, including Dewey, with rates based on the distances from 
Chanute, and to the grouping of Bonner Springs and Sugar Creek 
with rates based on the distances from Kansas City. 

(5) That in applying the rates prescribed herein, distances should 
be computed over the shortest possible routes embracing as a maxi- 
mum the lines or parts of lines of not more than three carriers via 
existing connections for the interchange of carload traffic subject, 
however, to the basic followed for four and five-line hauls and for 
25-mile destination blocks and basing points set forth in Appendix 
B attached hereto, which basis was used as the formula for computing 
distances and checking rates under the decisions in the Western 
Cement case and in the Oklahoma Case (87 I. C. C. 451). 


The appendices in which the scales and the rules for ap- 
plying them are given as follows: 


DISTANCE SCALES PRESCRIBED* 
(Rates in cents per 100 pounds.) 
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40,000 pounds. 


Basis for determining cement rates published under Western 


Cement Rates, 48 I. C. C., 201, as modified by supplemental report, 
52 I. C. C., 225. 





Distances Scale Scale Distances Scale Scale 
miles miles Il IV . miles miles III IV 
Sra Maes sie oo vhs tas 7.6 -9 390 and over 380.... 20 24 
10 and over Nets 8 10 400 and over 390.... 20.5 24.5 
15 and over 10...... 8 10 410 and over 400.... 20.5 24.5 
20 and over 15...... 8.5 10.5 420 and over 410.... 20.5 24.5 
25 and over 20...... 8.5 10.5 430 and over 420.... 20.5 24.5 
30 and over 25...... 8.5 10.5 440 and over 430.... 21 25 
35 and over 30...... 9 11 450 and over 440.... 21 25 
40 and over 35...... 9.6 11.5 460 and over 450.... 21.5 26 
45 and over 40...... 9.5 11.5 470 and over 460.... 21.5 26 
50 and over 45...... 9.5 11.5 480 and over 470.... 22 26.5 
55 and over 50...... 10 11.5 490 and over 480.... 22 26.5 
60 and over 55...... 10 11.5 500 and over 490.... 22.5 27 
65 and over 60...... 10.5 12.5 520 and over 500.... 23 27 .5 
70 and over 65...... 10.5 12.5 540 and over 520.... 23.5 28 
75 and over 70...... 10.5 12.5 560 and over 540.... 24 29 
80 and over 75...... 11 ee 580 and over 560.... 24.5 29.5 
85 and over 80...... 11.5 13.5 600 and over 6580.... 25 29.5 
90 and over §85...... 11.5 13.5 620 and over 600.... 25 30 
95 and over 90...... 11.5 18.5 640 and over 620.... 26 31.5 
100 and over 95...... 11.5 14 660 and over 640.... 26.5 32 
110 and over 100...... 11.5 14 680 and over 660.... 27 32.5 
120 and over 110...... 12 14.5 700 and over 680.... 27.5. 33 
130 and over 120...... 12.6 15.5 720 and over 700.... 28 33.5 
140 and over 130...... 13 16 740 and over 720.... 28.5 34 
150 and over 140...... 13 16 760 and over 740.... 29.5 35 
160 and over 150...... 13.5 16 780 and over 760.... 29.5 35.5 
170 and over 160...... 13.5 16 800 and over 780.... 30 36 
180 and over 170...... 14 16.5 820 and over 800.... 30.5 37 
190 and over 180...... 15 18 840 and over 820.... 31 37.5 
200 and over 190...... 15 18 860 and over 840.... 31.5 38 
210 and over 200...... 15 18 880 and over 860.... 32 38.5. 
220 and over 210...... 15.5 18.5 900 and over 880.... 32.5 38.5 
230 and over 220...... 16 19 920 and over 900.... 33 39.5 
240 and over 230...... 16 19 940 and over 920.... 34 40.5 
250 and over 240...... 16 19.5 960 and over 940.... 34 41 
260 and over 250...... 16.5 20 980 and over 960.... 34 41 
270 and over 260...... 16.5 20 1000 and over 980.... 35 42.5 
280 and over 270...... 17 20.5 1020 and over 1000.... 35 42.5 
290 and over 280...... 17 20.5 1040 and over 1020.... 36 43 
300 and over 290...... 17.6 21 1060 and over 1040 - $6.5 48.5 
310 and over 3800...... 17.5 21 1080 and over 1060 . 8T 44 
320 and over 310...... 18 21.5 1100 and over 1080.... 38 45.5 
330 and over 320...... 18 21.5 1120 and over 1100.... 38 45.5 
340 and over 330...... 18.5 22 1140 and over 1120.... 38.5 46 
350 and over 340...... 18.5 22 1160 and over 1140.... 39 47 
360 and over 350...... 19 22.5 1180 and over 1160.... 39 47 
370 and over 360......19.5 23.5 1200 and over 1180. 40 48 

380 and over 370...... 20 24 
*For application in connection with a carload minimum weight 
of 50,000 pounds subject to marked capacity of car, but not Jess than 
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Definition of Terms Used. 


A common point is a station served by two or more railroads. 

A junction point is a station served by one railroad but to or 
from which two or more branches of this railroad diverge. 

A basing point is a station served by one railroad to which rates 
will be figured based on distances as hereinafter provided. 

itching or terminal lines as used herein will comprise those lings 
which perform on a given movement a terminal or interchange sery. 
ice and do not participate in a line haul on such movement. 

Short-line mileage as herein used will be the shortest mileage that 
can be computed between two points via junctions at which ther 
exist track connections subject to such restrictions and limitations 
as are later herein provided. 

Method of Computing Rates. 

Rates will be based on mileage figured as herein described ty 
common points, to junction points, and to basing points; to no other 
points will rates be based on actual mileage. 

The short-line distance to common points and to junction points 
will determine the rate to such junction and common points subject 
to definite limitations contained herein. Where such junction or 
common points are more than 25 miles apart basing points will be 
provided as nearly 25 miles apart as may be possible considering 
the location of the stations. 

Mileage to common and junction points will be determined by 
using the shortest possible mileage, via junctions at which track 
connections exist, by the use of not to exceed three lines or parts 
of lines of railroads concurring in Boyd’s tariffs No. 132 and No. 133: 
Except, That where by the use of four lines the mileage via three 
lines is reduced not less than 30 miles or where by the use of five 
lines the mileage via four lines is reduced by not less than 30 miles, 
under which conditions, as the case may be, the mileage of the 
four or five lines will be used to determine the rate.t 

When the distances to the common and junction points are de- 
termined, the rates to basing points will be commuted by adding 2 
miles to the mileage of the nearest junction, common, or basing point, 
except at common points where no track connection exists and the 
long line does not meet the short-line rate; Provided, However, That 
if there is no station located 25 miles beyond the junction, common, 
or basing point, then the basing point shall be the first station more 
than 25 miles from such point. 

Ends of lines or stubs will be considered basing points, to which 
rates will be checked as above. 

Intermediate points will take the higher rate of the junction, 
common, or basing points between which they directly lie. 

Where a portion of the same railroad is used more than once in 
ye a distance it will be counted as many lines as times it is 
used. 

The number of lines used in determining the short-line distance 
from Chicago, La Salle, St. Louis, Kansas City, Duluth, Hannibal, 
Des Moines, and Chanute will be considered the number of lines that 
were used from the mills required by the Commission to take these 
rate bases. 

Lines performing a terminal service without receiving a road 
haul will not be counted in arriving at the number of lines used in 
computing the distance, whether this terminal service is at point 
of origin, destination, or consists of an interchange or transfer sery- 
ice at some intermediate common point. 

The distance scales will be published in the same tariff for 
application within the territory covered by this proceeding for ap- 


plication between points to and from which no specific. rates are 
provided. 





tNote—A mileage via five lines can only be used when there is 
a mileage via four lines at least 30 miles less than via three lines and 
then only where the mileage via five lines is at least 30 miles less 
than via four lines. 


TENTATIVE VALUATION REPORTS 
Tennesse Railroad Co., property owned and used, $1,006,865, 
as of June 30, 1918. 
Savannah Union Station Co., property owned and used, 
$805,000, as of June 30, 1917. 





FINAL VALUATION REPORTS 

Valuation docket No. 28, Albany Passenger Terminal Co., opinion 
No. B-216, 108 I. C. C. 121-30, protests against tentative valuation 
considered and firal value, for rate-making purposes, of the property 
owned and used for common carrier purposes, found to be $158,901, 
as of June 30, 1915. 

Valuation docket No. 308, Cazenovia Southern Railroad Co. 
opinion No. B-217, 108 IL C. C. 131-40, final value for rate making 
purposes of the property owned and used for common carrier purposes, 
found to be $57,000, as of June 30, 1917. 

Valuation docket No. 618, Randolph and Cumberland Railway 
Co. et al. opinion No. B-219, 108 I. C. C. 154-72, final value for rate- 
making purposes of the property owned and used for common carrier 
purposes found to be $95,581 and used but not owned $90,000, as of 
June 30, 1918. The report also covers the property of the Carthage 
Railroad Co. 





NEW ENGLAND PIG IRON RATES 

Assistant Director Brown of the Commission’s Bureau of 
Traffic held a futile conference this week with representatives 
of New England carriers and representatives of blast furnaces 
lately established at Mystic, Mass., and Troy, N. Y., on the sub 
ject of rates on pig iron from the new points of origin, into New 
England. One is on the western and the other is on the easterl 
edge of New England. The carriers, in that part of the country, 
have rates on pig iron covering movements from outside of New 
England into that territory, but the rates applicable from Troy 
and Mystic were not made with a view to those places becoming 
points of production. - 

On account of the unreadiness of the New Haven to say 
what it would probably do in the matter of rates from Mystic 
the conference was adjourned to April 27. The carriers which 
will originate traffic at Troy were prepared to indicate the rates 
they would put in but the New Haven was not. George H. It 
galls, of the New York Central, suggested that that carrier would 
transport pig iron at the existing rates and then ask permission 
to refund down to the basis of such rates as might be put in. 


Mr. Brown said he would be inclined to recommend grant of per 
mission to do that. 
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April 10, 1926 


RATE STRUCTURE INVESTIGATION 
The Trafic World Washington Bureau 


The Commission April 3 announced that oral arguments 
would be begun in No, 17000, the rate structure investigation, 
Ex Parte No. 87, and the cases joined with them, at Washing- 
ton, at 10 a. m. May 19. All the cases will be argued together 
and the Commission said it would permit argument by all those 
who had appeared in all or any one of the proceedings, as they 
saw fit, and without division or argument. Parties desiring to 
be heard, the Commission requested, will notify it promptly, 
stating the time they believe necessary for the presentation of 
their arguments. It also requested them, on account of the num- 
ber who would probably desire to be hard, to confine their argu- 
ments to what they deemed to be the vital issues and evidence, 
avoiding the reading of long, complicated, and detailed state- 
ments. 

The time for the making of arguments was announced 
the same day the briefs in those cases were due to arrive at 
the Commission’s offices. At the time this was written the 
thought was that the volume of material on the subject would 
compare, not to its disadvantage, with other notable cases. 
Among the first briefs to be received was that of the Chicago 
Association of Commerce and Chicago Shippers’ Conference 
Association prepared by J. P. Haynes and C. E. Hochstedtler. 
After discussing the matter in detail, they said: 


The petition of the carriers in this proceeding, while not so 
specifically indicated, is filed under paragraph (2) of Section 15-a, of 
the Interstate Commerce Act, which provides: 


‘In the exercise of its power to prescribe just and reasonable 
rates the Commission shall initiate, modify, establish or adjust 
such rates so that the carriers * * * *will * * * earn an aggre- 
gate annual net railway operating income equal, as nearly as may 
be, to a fair return upon the aggregate value of the railway property 
of such earriers held for and used in the service of transportation 
:. ? 

‘We desire to direct particular attention to the language of the 
law which provides that the initiation, modification, establishment 
or adjustment of rates so that the carriers may earn a fair return, 
is clearly and inseparably joined with the exercise of the power of 
the Commission to prescribe just and reasonable rates. 

The petitioning carriers’ specific proposal in this proceeding 
contemplates a uniform increase of 5 per cent in all freight rates, 
with the exception of the commodity rates on a comparatively few 
commodities where specific increases in cents per one hundred pounds 
are suggested. ‘ 


Where the disparities now existing between the intrastate rates, 
on the one hand and the interstate rates, on the other hand, the 
measure of such disparities would, under the application of the 
carriers’ proposal, be increased 5 per cent, assuming that the intra- 
state rates would be increased simultaneously with the increase in 
the interstate rates. On the other hand, should the carriers’ peti- 
tion be granted with ‘respect to interstate rates and denied with 
respect to intrastate rates, the increase in the measure of the existing 
disparities would be even greater. 


In like manner, where disparities are shown to exist under the 
present rate adjuitment as between the rates for the long haul, 
on the one hand, and rates for the short haul, on the other hand, 
such existing disparities would be increased 5 per cent under the 
carriers’ proposal, except where the short-haul rates are intrastate 
rates, in which case the granting of the carriers’ petition as to the 


interstate rates, and the denial thereof as to intrastate rates, would 


result in an even greater increase in the existing disparities. 


We respectfully submit that the record in this proceeding fails 
to show that the rate structure, as a whole, which would result from 
the granting of the carriers’ petition, would be just and reasonable; 
on the contrary, it is conclusively shown that a very large percentage 
of the total number of rates in a very large portion of the ter- 
titory affected, are now unjust, unreasonable, unduly preferential 
and prejudicial, and discriminatory against interstate commerce and, 
it is further shown, that the granting of the carriers’ petition herein, 


would serve to intrease the measure of these unlawful rates and 
practices. 


It is our firm telief that under the law as it now reads, the 
Commission is given power to grant a petition of this character, 
provided, and only provided, that this power be exercised in con- 
nection and concurrently with the exercise of the power to prescribe 
just and reasonable rates, and we respectfully submit that the 
record in this proceeding, voluminous as it is, and showing as it does 
the presence of unreasonableness, preference and prejudice, and dis- 
crimination against interstate commerce, is still insufficient to enable 
the prescription of a just, reasonable, nonpreferential, nonprejudicial, 
and nondiscriminatory rate structure. 

In this connection, the Commission is informed of the negotia- 
tions now pending between duly authorized committees of the 
carriers and the shippers, looking to a comprehensive revision of the 
freight rate structure in Western Trunk Line territory, for the 
Purpose of removing the undue preference and prejudice and unjust 
discrimination which the Commission has frequently found to exist, 

hamber of Commerce of Grand Island, Nebr., et al. vs. Aberdeen & 
Rockfish Railroad Company etal. ,85 I. C. C. 502; Publish Service 
Commission of Indiana et al. vs. Atchison, Topeka & Santa Fe 

Iway Company et al., 88 I. C. C. 709; Public Service Commission 
of Indiana and Indiana Chamber of Commerce vs. Atchison, Topeka 
& Santa Fe Railway Company et al., 88 I. C. C. 728; Commercial Club 
of Fargo, N. Dak., vs. Ahnapee & Western Railway Company et al., 
% I. C. CG. 691; Watertown Chamber of Commerce vs. Ahnapee & 
Western Railroad Company et al., 101 I. C. C. 441, and others). 

Since this co-operative work is being progressed as rapidly as 
bossible, considering the magnitude of the task involved, it is our 
View that ample opportunity should be afforded the directly interested 
oo to conclude their negotiations without further formal pro- 

ng. 

Wherefore, we respectully urge that this petition be dismissed, 
without prejudice to the proper and lawful revision of the rates 

olved, as a result of the pending informal negotiations, for the 
burpose of removing the undue preference and prejudice and, unjust 
discrimination attaching to the present rate structure. 
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The state commissions, attorneys general, and other asso- 
ciated counsel appearing in behalf of the states, filed their argu- 
ments confined wholly to Ex Parte 87 in a volume of 203 pages. 
They also filed a volume of the abstract of testimony of about 
the same.size. 

At the hearing the state commissions filed a motion to dis- 
miss the proceeding in behalf of the western railroads for an 
increase in revenue and in this argument the states devoted 
themselves to that part of the general case. They contended 
that under the Hoch-Smith resolution an advance such as was 
sought by the railroads was impossible. 

“The Hoch-Smith resolution is the law of the land and bind- 
ing upon the Commission,” says the brief. “To the extent that 
it may conflict with any provision of law previously enacted, if 
at all, it takes precedence over the same, as the last expression 
of the will of Congress. This resolution prevents any such ad- 
vance as is sought in this proceeding.” 

The states contended that the resolution might be divided 
into two parts, each aimed at a separate object. The first was 
to remove the discrimination caused by the percentage in- 
creases, particularly those of 1918 and 1920. The second object, 
they contended, was the relief of agriculture. 

Attorneys for the states asserted that the carriers were earn- 
ing a fair return and that they were not guaranteed the right to 
earn 5% per cent by section 15a. 

Admitting that the farmers, by extraordinary exertions, had 
alleviated some of the conditions undér which they had been 
living for the past five years, they contended that the economic 
condition was not and could not be fully determined by citing 
the fact that there had been some increase in the price of farm 
products. Normalcy, they said, could never be realized until 
there had been adjustment which would give to the farmer’s dol- 
lar a normal purchasing power when converted into non-agri- 
cultural commodities which he was compelled to buy. 

The Minnesota By-Product.Coke Company contended that a 
revision in the rate structure for coal and coke from points other 
than St. Paul and Duluth in western territory would result in 
sufficient increased revenue to the carriers by tending to encour- 
age the movement of these commodities from points of produc- 
tion geographically and economically in a condition to serve the 
western territory. It said the elimination of wasteful utilization 
of transportation facilities and the encouragement of the move- 
ment of commodities between points favorably situated geo- 
graphically would increase the carriers’ revenues sufficiently to 
yield a fair return. 

The Upson Company said the only purpose of its brief was 
to direct the Commission’s attention to the fact that a substan- 
tial increase could be afforded carriers by divorcing plaster 
board from the plaster rates-and giving to plaster board a reason- 
able and non-discriminatory rate. They estimated that by doing 
so the carriers could obtain in the neighborhood of $2,000,000 
additional per year. 

C. R. Hillyer, in behalf of the gypsum industries, said that 
in the event the Commission finally concluded that some ad- 
vance should be made, the products of the gypsum industries 
should be subjected to an increase of not more than 10 cents per 
ton outside of Western Trunk Line territory, because in fourth 
section proceeding No. 12704 the producers of gypsum products 
had already agreed to a 14 per cent advance in Western Trunk 
Line territory. 


The Lehigh Portland Cement Company said that it did not 
draw or urge any conclusion as to the merits of the carriers’ 
case. It said, however, it directed attention to the fact that there 
was no evidence of record to indicate that the present cement 


rates were depressed. In fact, it said, the record showed the 
contrary. 


In the absence of a showing that the rate level in Illinois 
Freight Committee territory did not produce sufficient revenue 
to pay operating expenses, including taxes and depreciation, and 
provide a reasonable return on the investment of property, said 
the Illinois Commerce Commission, it was earnestly suggested 
that the carriers should not be permitted to increase the existing 
level of rates. It pointed out that the carriers operating in the 
Illinois Freight territory, for the several years last past had re- 
ceived the benefit of greater increases in the rate level in Illinois 
territory than the increase in the rate level in the western and 
mountain-Pacific rate groups. . 

The Pacific Coast Vegetable Growers and Shippers Trans- 
portation Committee said the evidence in this case clearly 
showed that with a possible exception of the northwestern car- 
riers no advance whatever was necessary. Even in the case of 
the northwestern carriers, it said, it would appear that they were 
not entitled to be guaranteed a return through every cycle of 
the industrial panorama but should be expected to undergo some 
slight vicissitudes. It suggested that if the Commission allowed 
any advance in the western district that the Southern Pacific 
and the Santa Fe be excepted from the benefit of such order. 

In the brief in behalf of the petroleum refining companies 
in the midcontinent field whose names were listed in the ap- 
pendix thereof, Fayette B. Dow laid down the proposition that 
the principle that rates must be just and reasonable was not 
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changed by changing conditions which made it impossible for 
a corporation engaged in a public employment to earn a fair 
return. He was moved to make that remark because the 
passenger service of the railroads, according to the testimony 
of this record, appeared unable to earn a fair return on account 
of competition of internal combustion driven vehicles. He said 
that, in the present case, the new instrumentality of transporta- 
tion semeed to bring the railroad passenger train, for some 
parts of its service, to the threshold of obsolescence. What 
effect, he asked, should that fact have upon the value of the 
carriers’ property for rate making purposes. He suggested that 
if the passenger department of a railroad could not earn, under 
any rates that might be fixed, a fair return upon the property 
used for transportation then it would seem that a loss chargeable 
to capital had been incurred. 


“It may be too early to apply this principle, first, because the 
‘revolution in transportation’ is very recent and has not shown 
its full effect,” said Mr. Dow; “second, because it may yet 
be possible for the railroads to bring their passenger service 
back to a paying business. Until the latter recourse has been 
tried—if necessary by resorting to measures in themselves revo- 
lutionary—and found unsuccessful, there is no justification for 
even considering any general increase in freight rates. If the 
best efforts of the railroads in that direction should prove un- 
successful we respectfully submit that capital must bear its 
share of the consequences.” 


The argumentative suggestion put forth by Mr. Dow was 
in support of his proposition that there was no warrant on this 
record for an increage in the rates of the carriers which served 
the midcontinent oil fields. 


The rate structure investigation committee of the American 
Petroleum Institute said it was clear that the facts stated in 
its brief established the reasonableness and propriety of a rel- 
atively low level of rates on petroleum and its products in the 
interest not only of the public and the petroleum industry but 
of the railroads themselves. 


The brief of the West Coast Lumbermen’s Association 
closes with suggestions about honest, efficient and economical 
management, pointing out that such management was a condition 
precedent to the granting of relief in cases of this character. 
Pointing to testimony by L. E. Wettling, setting forth the enor- 
mous savings that had been achieved, the lumbermen said they 
believed there were many places where economy and efficiency 
could be practiced. Unless and until, after thorough investiga- 
tion and as a result of it, the Commission could and did say 
that the roads were as economically and efficiently managed as 
they should or could be, under the act, the Commission could 
not grant general increases in rates for the purpose at least, 
as announced in this case, of increasing revenue. They sub- 
mitted that, on this theory, the testimony was far from satis- 
fying and different suggestions made as to existing situations 
would at least bear investigation. Therefore, they said, they 
asked for an order dismissing Ex Parte 87. 


The C. Reiss Coal Company and the Milwaukee Western 
Fuel Company said an increase on coal was not justified, at 
least not to the extent of 15 cents a ton or anything like it. 


The Mid-West Paving Brick Manufacturers’ Association 
asked the Commission to treat paving brick as proposed by the 
railroads. It said the present rates were near paper ones, under 
which next to no traffic moved, in comparison with the pre-war 
volume. 


The Illinois Manufacturers’ Association said it believed 
the Hoch-Smith resolution directed the Commission to bring 
about reduced charges on agricultural products but not at the 
expense of the carriers not to the injury of industry. It said 
it hoped the Commission would find some method by which 
these desirable results could be obtained but it respectfully 
urged that if the Commission could not find that reduced rates 
would increase the volume of the movement of agricultural 
products so as to relieve agricultural conditions than it could 
not hope to put the burden upon industry without courting 
national disaster in which not only manufacturing but agricul- 
ture and transportation would all suffer. 

The Southwestern Interstate Coal Operators’ Association 
said the carriers had proposed rates which would discriminate 
against parties to this brief and to the unreasonable preference 
of competing shippers of coal east of the Mississippi and their 
traffic unless the rates on the traffic of such competing shippers 
into the western district were advanced simultaneously and in 
like degree. 

No justification, said the Illinois Coal Traffic Bureau, had 
been shown upon the record in this case for any advances of 
the coal rates under consideration. It requested a finding to 
that effect. 

Anheuser-Busch, Inc., said that reduced rates on cereal 
beverages and containers would promote the freedom of move- 
ment on agricultural products. 

The St. Louis Coke & Iron Corporation said no advances had 
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been justified on iron ore to Granite City either under the Hoch. 
Smith Resolution or under Ex Parte 87. 

The Farmers National Grain Dealers’ Association said that 
if, as it believed, it had been shown that grain already was 
bearing more than its share of a reasonable aggregate transpor. 
tation costs, then the rates on it should be reduced. 

Northern Hemlock & Hardwood Manufacturers’ Association 
said its brief was submitted in the belief that the Commission 
would recognize the unfairness and impropriety of singling out 
a single commodity and a portion of the movement thereon for 
discriminatory or preferential treatment in a general investiga. 
tion. It was of the opinion that the proposal of the railroads 
respecting logs was such a singling out and that what they had 
proposed in respect of logs and lumber was an absurdity. 

The Wholesale Sash & Door Association said that if the 
Western Trunk Lines railroads needed increased revenues the 
west coast mill work shippers should contribute thereto in the 
same proportion as had Mississippi valley shippers. 

The National Sand & Gravel Association, Inc., said the 
application for higher rates should be denied. Present rates, 
it said, discouraged rather than encouraged density of traffic 
for the carriers and that, in the interest of the carriers, these 
facts warranted reductions rather than increases. 

The National Crushed Stone Association said that for both 
practical and legal reasons the proposed advance on crushed 
stone, sand, gravel and analagous articles should be denied. 

Speaking for the farmer and the fruit and vegetable industry 
the Joint Council of the International Apple Shippers’ Asso- 
ciation, Western Fruit Jobbers’ Association of America and 
National League of Commission Merchants of the United States 
said the fruit and vegetable industry had to have relief; that 
it had to be given an opportunity to reach out for more markets; 
had to have a wider choice of markets; its area of distribution 
increased and the cost of reaching its market reduced. It said 
that when the farmer found that he could not, under the exist- 
ing rate levels reach his markets at a profit, he faced two alter- 
natives; he either had to stand his current losses, which he 
could not do very long, or he had to abandon farming. The 
farmer, it said, was of a hopeful breed, usually rather than to 
abandon entirely his enterprise the farmer would elect to stand 
his losses hoping for the best. Ultimately, the brief said, there 
would have to be a reckoning, and that that reckoning day was 
undoubtedly here, hence its suggestions. 


The Live Poultry and Dairy Shippers’ Traffic Association said 
the Commission should deny the application under Ex Parte 87 
as to the traffic of its members because the carriers handling 
most of their tonnage did not need an advance. 

In a brief in behalf of the Weenatchee Traffic Association 
and other associations of boxed apple shippers Mr. Dow repeated 
suggestions he had made in respect of capital standing losses 
caused by the inability of the passenger service to compete 
with the automobile. 

The Board of Trade of the City of Chicago said that so far 
as grain rates to Chicago were concerned it has tried to prove 
that they were relatively higher than on grain generally through- 
out the western district, also higher than on all other freight 
and were bearing even more than their fair share of the trans- 
portation burden. 


In behalf of the Chicago Wool Trade Association and dealers 
in wool at Chicago it was suggested that the Commission find 
that no advances should be made in wool rates to Chicago, but 
that the carriers be ordered to reduce the rates to comply with 
the Commission’s findings in No. 14787, 91 I. C. C. 235. 


The Brick & Clay Products Committee pointed out what it 
called the direful result upon its industry of the cumulative 
effect of advancing rates on all its heavy movement of raw 
material. It said there was no justification even attempted for 
more than five per cent increase, whereas in excess of ten 
per cent was levied upon the industry by the proposed plan. 

The Chicago Gravel Company and others interested in sand 
and gravel rates said the advances should be denied or the 
Commission should dismiss as to sand, gravel and crushed 
stone in Illinois territory and determine the issues in No. 17817, 
Chicago Gravel Co. et al. vs. A. T. & S. F. et al. 

The Glencoe Lime & Cement Co., and other lime companies 
suggested that, without corresponding increases in similar rates 
in eastern and western territory the increases proposed in this 
case would not benefit the western carriers one iota but would 
put lime companies in their territory out of business by turning 
the traffic over to competitors at border points in adjacent 
territories. 

The Wisconsin Traffic Association, speaking for the pulp 
and paper industry of Wisconsin and upper Michigan, said the 
traffic to and from its mills did not move freely under the 
present rate; the cumulative advances proposed would put 
a heavy burden upon the cost of production and would greatly 
reduce their markets so that carriers would actually lose revenue 
from the pulp and paper industry under their plan. 

The Southern Acid & Sulphur Co., Inc., asked that the 
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carriers’ proposed exceptions, shown on salt cake in Hastings’ 
Exhibit No. 28 be not allowed, provided the Commission ap- 
proved general increases in rates under the application in Ex 
rte 87. ; 

" The Prepared Roofing Industry said that in the event the 
Commission finally reached the conclusion that'some advance 
or other change should be made in existing rates that it give 
full consideration to its request for a specific increase, for the 
removal of undue preference of wooden shingles and unjust 
prejudice to prepared roofing contained in the carriers’ pro- 
posals, and the desirability of remitting all action on both the 
jevel and the relationship in rates on prepared roofing in western 
territory to the comprehensive proceeding already heard and 
pending before it on the formal docket. 

Denial of the application of the western carriers was ad- 
yocated by the railroad commissioners of South Dakota, their 
prief suggested institution of an investigation into the divisional 
arrangements which the western carriers had made and “proceed 
with the No. 17000 investigation with a view to equalizing and 
readjusting rates in the northwest and that in the several pend- 
ing cases it take like action with the view to harmonizing the 
rate situation upon a basis of reasonable and uniform rate levels 
whether they are interstate or intrastate rates and that it (the 
Commission) give special attention to situations where the de- 
pressed rates now exist, as for example, in the districts interme- 
diate between Lake Michigan and the Indiana line on the east 
and the Twin Cities, Duluth and the Missouri river cities on 
the west.” 

Washington’s Department of Public Works urged that “irre- 
spective of the final decision on the carriers’ application for a 
five per cent horizontal increase, with certain exceptions not 
material here, no further increase whatever should be granted 
on log rates in the state of Washington.” 

In behalf of “the people of the state of North Dakota” and 
the Northern States Power Company it was urged that if any 
increases were granted on bituminous and lignite, the latter, it 
was urged, should not be asked to bear more than one-half of 
any increase that might be laid on soft coal. The brief was 
signed by A. B. Pratt for the Northern States Power Company 
and by Stanley B. Houck for the people of North Dakota. 

The Western Pine Manufacturers’ Association and the North- 
ern Pine Manufacturers’ Association asked the Commission to 
dismiss Ex Parte 87 and to withhold any orders in No. 17000 
until a nation-wide investigation had been made under the Hoch- 
Smith resolution. They asked that, in the event the Commission 
should find the carriers entitled to some relief, that no increase 
be made on logs or rough material and that increases on lumber 
should be on a percentage basis subject to a maximum of 2 cents. 

The Lake Superior Coal Dock Operators and Northern States 
Power Company said that no coal rate in the western district 
should be advanced, but in no event should an increase be made 
unless the rates from the eastern fields were also increased in 
the same percentage. 


Rich-McFarlane Cut Stone Co. et al., said that no increase 
should be allowed on rough quarried stone, on account of the 
intense competition from stone finishers outside of the western 


oe and also on account of the large number of subtsitute 
articles. 


A brief in opposition to any increases was filed by the Corn 
Belt Committee representing agricultural groups, the American 
Farm Bureau Federation and the National Grange of Patrons of 
Husbandry. They made a motion to dismiss Ex Parte 87. 

The Southwestern Brick Manufacturers opposed any increase 
in rates for the transportation of brick and clay products in the 
Southwestern territory on the ground that the carriers had failed 
utterly to justify any increases and that the subject of rates on 
brick and clay products was under consideration in the consol- 
idated cases under docket No. 14617. , 

The Ash Grove Lime and Portland Cement Company and 
other companies having mills in Missouri, Kansas and Oklahoma 
Said that while they believed the evidence strongly showed no 
increase should be made in the rates on cement, they submitted 
that if the Commission should find an increase necessary it 
should not exceed one-half cent per 100 pounds or 10 cents 
ber ton which should be applied alike on all state and inter- 
state rates. 

In behalf of chambers of commerce at Sioux City, Ia., 
Omaha, Nebr., St. Joseph, Mo., Atchison, Kans., and Kansas City, 
Mo., a committee consisting of their traffic representatives said 
they felt the Missouri river cities had been badly treated in the 
matter of rate adjustments, and that they should not be burdened 
With any increases on coal from Illinois or competing fields, 
lumber from the Pacific Coast or the south, pig iron from Bir- 
Mingham or other districts, unless like.and contemporaneous 
increases were made from the same points of origin to Chicago 
and St. Louis, the great rivals of the Missouri River cities. 

In behalf of the Board of Trade of Kansas City it was 
asserted that, beyond question, the carriers’ plan of adjusting 

increase if one were allowed was inadequate to produce 
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fully the results the carriers claimed they intended, namely, 
the preservation of equalization and relationships. In the 
main the carriers’ plan was sound, the brief said, because the 
movement of grain through most of the large markets was prin- 
cipally in one direction and the proposed increase of the 
through rates by as much as the increase of the aggregate of the 
factors constituting the through rates worked out satisfactorily. 
Kansas City, they said, however, was in a different situation 
from that of other large markets because grain flowed through 
that city in all directions and did not lend itself to the simple 
treatmént proposed by the carriers. 

Southwestern parties to the general rate investigation and 
the application of the carriers for an increase in rates, in their 
brief, asked for the creation of a southwestern region and the 
determination of rates on the records made in the Consolidated 
Southwestern Cases. The parties to the brief were the Assistant 
Attorney-General of Arkansas, the Assistant Attorney-General of 
Texas, the Southwestern Industriai League, Texas Farm Bureau 
Cotton Association, Southern Pine Association, Southwestern In- 
dustrial Traffic League, and the Special Counsel for the Oklahoma 
Corporation Commission. They said the application inEx Parte 87 
should be dismissed and that its application to the southwest 
should not for a moment have any consideration, while the 
Consolidated Southwestern Cases and other mentioned by them 
were pending. They said the vastly higher freight rates in 
the southwest than in the northwest made impracticable and 
impossible the just application of any general or horizontal in- 
crease in rates such as was sought by the carriers and justified 
the creation of the southwestern group. 

In a separate brief the Southern Pine Association said that 
there should be no increase whatever on the lumber rates in 
question. 

The Mason City Brick and Tile Company said that the Com- 
mission’s decision prescribing a readjustment of the brick and 
tile rates in Western Trunk Line territory and requiring the 
removal of existing discriminations, should not be modified in 
any way as a result of this proceeding; that the rates therein 
prescribed should not be subjected to further increase and that 
the increases proposed by the carriers on brick and tile. traffic 
should not be permitted to become effective in Western Trunk 
Line tetritory, or between Mason City and interstate destinations 
in that territory. 

The Texas Farm Bureau Cotton Association said the evi- 
dence was practically undisputed as to the serious condition 
which now confronted the cotton farmer, and that if there was 
any case where the principles involved under the Hoch-Smith 
resolution should be applied, it was in the case of the cotton 
farmer. 

The Dallas Chamber of Commerce, Fort Worth Freight 
Bureau, Fort Worth Chamber of Commerce and the cities of 
Denison, Harris, Sherman, Greenville, McKinney, Sulphur 
Springs, Longview, Mount Pleasant, Bonham, Gainesville, and . 
Denton, Tex., said they submitted their brief in full confidence 
that the Commission would not be the agency of further in- 
justice to the shippers and communities they represented by 
permitting the carriers to oppose additional, unlawful burdens 
upon them. They based that allegation about unlawful burdens 
upon their contention that many of the rates in the southwest 
already being intrinsically and relatively unreasonable, could not 
be lawfully increased. 

The Colorado and New Mexico Coal Operators’ Association 
expressed the belief that it had been shown that to increase the 
coal rates from Colorado or in the central western region with 
an exception it pointed out, would be contrary to the provisions 
of the Hoch-Smith resolution and would probably result in de- 
creases rather than increases in the revenues of the carriers. 


RATES ON COAL 

The hearing in the Indiana and Illinois coal cases, Dockets 
L6340, 17509, and 17563, was finished, following the appearance 
of witnesses for the Kentucky operators and shippers and a 
rebuttal witness for the Illinois interests, April 2 and 3, before 
Examiner Disque and representatives of the Illinois and Indiana 
commissions, at Chicago. 

E. Ward, for the Kentucky shippers, submitted testimony 
intended to show that the differential of 25 cents of the Ken- 
tucky fields over the southern Illinois producing territory was 
reasonable on the basis of distances to the destinations involved. 
He submitted exhibits setting forth rates based on the average 
of all routes utilized, tending to show that the differential was 
reasonable. 

Following the rate witness, the Kentucky interests offered 
operator witnesses whose testimony went to show that condi- 

. tions in the coal industry in Kentucky were fully as depressed 
as in Illinois and Indiana territory. 

W. Y. Wildman, for the Illinois coal operators, testified as 
to the ability of coal to move from southern Illinois over joint. 
routes. He pointed out that movements could be made over the 


Cc. & E. I. and the Illinois Central from the southern Illinois 
fields. oie 































































































LAKE CARGO COAL CASE 


The Traffic World Washington Bureau 


The By-Products Coke Corporation of Chicago, an intervener 
in No. 15007, Pittsburgh Coal Producers’ Association vs. Ashland 
Coal, Iror & Railway Company et al., and the sub-number there- 
under, answering the Commission’s rule to show cause whether 
or not further hearing should be had, says that sufficient tause 
for further hearing had not been shown. It said that an analysis 
of the various answers disclosed that the principal items of evi- 
dence with which the existing record was proposed to be sup- 
plemented pertained to the volume of movement of lake cargo 
coal, by districts, for 1924 and 1925; present economic and social 
conditions of the complaining districts; the level of operating 
costs for 1924 and 1925 and the difference in operating condi- 
tions between the service on lake cargo coal from the complain- 
ing districts and on other coal from those districts to various 
points and territories. It said the principal objection to such 
evidence was that it was cumulative only, and that since evi- 
dence of the same nature was before the Commission when the 
case was decided it was difficult to see how the additional evi- 
dence would cause the Commission to reverse or modify its 
decision. 

The Public Service Commission of West Virginia has filed 
its answer, in response to the Commission’s order, to show cause 
whether there should or should not be further hearing in the 


lake cargo coal case, to the petitions and answers of the Illinois | 


Coal Traffic Bureau, Attorney General Crabbe, and the Public 
Utilities Commission of Ohio, the Pittsburgh Vein Operators’ 
Assoeiation of Ohio et al., the Pittsburgh Chamber of Com- 
merce, the Public Service Commission of Pennsylvania, the Tri- 
State Coal Stripping Association, the Pittsburgh Coal Producers’ 
Association et al., and the statement of the Wheeling & Lake 
Erie. The substance of the answer made by the West Virginia 
body is that the present record is sufficient for a decision of all 
the issues involved in these proceedings, but that, if further 
hearings are to be held and any of the complainants or inter- 
veners are permitted to introduce further evidence, it should 
have its right reserved to adduce such testimony in response 
thereto, as it might be advised was pertinent and proper. It 
said it objected to leave being granted to any of the complain- 
ants or interveners for the introduction of further testimony. 


Another discussion of the case in the House of Representa- 
tives by Representatives Underwood, of Ohio, and Robsion, of 
Kentucky, has been incorporated in that part of the Congres- 
sional Record reserved for “extensions of remarks,” the debate 
having taken place while the House was supposed to be dis- 
cussing the bill making appropriations for the legislative branch 
of the government. The Kentucky part of the discussion con- 
sisted, in part, of an effort on the part of the Kentuckian to 
induce the Ohioan to admit that C. J. Goodyear and C. E. Lesher, 
speaking for Pittsburgh district operators, wrote articles in 
which they said that it was not freight rates that caused the loss 
of business by the Pittsburgh and Ohio districts. In his remarks 
the Ohio member attributed the beginning of the discussion 
about the case in the House to remarks made by the Kentucky 
member in regard to the proposed report of Examiners Gerry 
and Kephart. In part, he said: 


I have refrained from talking on this subject during this session 
of Congress for the reason that I did not desire to say anything here 
that might perchance be construed as an attempt to browbeat, intim- 
idate, or cgerce in any manner the Commission or anyone. But 
in view of the recent order made by the’ commission and in view 
of the speech made by the gentleman from Kentucky [Mr. Robsion] 
on Tuesday of this week, I hope that you will not think that I am pre- 
sumptuous in rising at this time to answer in part some of the 
statements placed in the Record and to present what I believe 
to be the viewpoint of the people of the great State of Ohio 
upon this question, which means so much to the future welfare 
of our mining industry. 

I agree that neither the Senate nor House is the forum in 
which to try this case. Congress delegated the rate-making power 
to the Interstate Commerce Commission. But, ladies and gentle- 
men, in view of certain remarks made here, I do not feel it improper 
upon my part to present the other viewpoint. I am not one of the 
so-called spokesmen for the parties who are seeking relief before 
the Commission. I have no interest whatsoever, except to represent 
my people here. I would be derelict in my duty to thousands of 
men, women, and children in my State if I should hesitate at this 
time to place properly before this Congress, and our country, the 
situation which exists in the Ohio fields today. 

The gentleman from Kentucky has vividly described conditions 
in the fields of his great State. It is only fair that Congress should 
have some idea of conditions and hardships existing in my State. 
However, before discussing the Ohio situation I desire to speak 
briefly upon the causes, development, and results of a condition that 
has existed for the past few years which makes it necessary today 
for the soft-coal industry of the great State of Ohio to fight for its 
very life and existence. I know that some may contend that this 
industry is facing unusual economic conditions. It may be true 
- that it is overmanned and overdeveloped, but that fact does not 
excuse a system or adjustment of coal freight rates that has done 
much to destroy one of the greatest industries of the State of Ohio. 
For further consideration the Interstate Commerce Commission has, 
however, reopened the case evidently to have the benefit of addi- 
tional facts and evidence. * * * 

The railroads, with a large array of high-priced lawyers, oppose 
fair and equitable readjustments, and as a result procedure for 
relief before the commission is mere expensive and troublesome than 
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it should be. The Commission knows the facts through investigations 
and protests which have been made before it. The Interstate 
Commerce Commission can do much by suitable laws and rules to 
stabilize and cure the mining industry of these conditions. I realize 
that this is a big question. 


This practice of unfair, discriminatory, and - preferential freight 
rates has permitted the coal-producing districts of West Virginia, 
Kentucky, and other States to = coal into and through Ohio over 
long hauls at a favored-freight rate much lower in comparison with 
the existing rates over shorter hauls from coal fields of Ohio 
much nearer the markets and industrial centers. This has resulted 
in placing Ohio coal at a disadvantage, and the evil effects to ouer. 
ators and miners of that State is self-evident. It is natural that in 
the coal industry each producing field is seeking to widen the ter. 
ritory in which it can market its products, but each producing coal 
field should have a fair chance to successfully compete for its share 
of the trade and not be discriminated against and lose its naturaj 


markets and advantages through unfair, unjust, and discriminatory 
freight rates. 


The Ohio coal situation is extremely bad, and the great mines 
of my State and district are, in many instances, idle. Millions of 
dollars have been invested in the mining industry, and thousands of 
miners and their families are rependent upon this industry for 
their livelihood. Today a large part of this capital is idle and 
thousands of miners are unemployed. Conditions in many of the 
mining fields are sad and desperate. Men have not had employ- 
ment for months. Their homes have been mortgaged, their savings 
exhausted, and actual want and hardship exist in many localities, 
Only the kindness of the merchants in extending credit prevents 
men, women, and little children from facing actual want and hunger, 


Attorneys for the Chesapeake & Ohio, Hocking Valley, Nor- 
folk & Western, and Louisville & Nashville, in their brief op- 
posed any further hearing in No. 15007, Pittsburgh Coal Pro 
ducers’ Association et al. vs. Ashland Coal & Iron Railway 
Company et al., the lake cargo coal case. They submitted there 
was nothing in the several petitions for rehearing or further 
hearing which would warrant a rehearing or a change in the 
Commission’s decision. They submitted that justice demanded 
that “this agitation, so disturbing of business conditions in the 
interested coal fields, shall come to an end.” © 


Full opportunity, they said, had been afforded every interest 
to be heard and every conceivable fact, theory and argument 
having any sort of bearing upon the issues involved had already 
been presented to and carefully considered by the Commission. 
They said they could see no reason why the case should be 
further heard, to go again over the same ground merely to en- 


able the complainants, orally, to express their dissatisfaction of 
the Commission’s decision. 


The Pennsylvania, the Monongahela, Baltimore & Ohio, New 
York Central, Pittsburgh & Lake Erie, the Panhandle, and the 
Erie, in their answer said that, in the event the Commission 
permitted the introduction of additional evidence in this case 
on behalf of any parties thereto, they be permitted to introduce 
evidence showing, for themselves, severally, and for the other 
carriers in the eastern group, severally, and the eastern group 
as a whole, property investments and net railway operating in- 
comes for 1924 and 1925. 


Interveners in West Virginia, Kentucky, Virginia and Ten- 
nessee said that, in view of the many and thorough investiga- 
tions which the Commission had given to the rates on lake cargo 
coal, they felt that they were now being uselessly and inex- 
cusably harassed and annoyed by unfounded, unreasonable and 
expensive litigation. ‘They reviewed the contentions of the 
parties desiring further hearing and said that if the Commission, 
despite the reasons and facts given by them, reached the con- 
clusion that it would hear further testimony,-they desired to put 
in testimony showing the cost of production, including over- 
head, taxation, bond issues and interest, carrying charges on 
undeveloped lands, royalties paid, quality of coals, mining con- 
ditions, wage scales, efficiency in labor and machinery, trans- 
portation differences, selling methods and costs, amounts of 
investments, general efficiency in operation, character of labor- 
ers, and all other factors entering into the production and 
distribution of coal. 


Submission to the Senate April 5 by Senator Sackett, of 
Kentucky, of a joint resolution of the Kentucky legislature 
protesting against “any further increase of the differentials in 
freight rates for the transportation of Kentucky coal to the con- 
suming markets,” brought a protest from Senator Willis, of Ohio. 


Senator Willis said Senator Sackett had a perfect right to 
present the memorial, but that he wished to say for himself 
that “inasmuch as the coal case is pending before the Interstate 
Commerce Commission and is a judicial matter, I have personally 
thought it was improper to undertake to influence the decision 
of the Commission by a discussion of the question here.” He 
said Senator Neely, of West Virginia, has discussed the matter, 
and that he wished to say that he might find it necessary, “if 
this policy is pursued, to present the other side of the case. 
Continuing, he said: 


The fact is that Kentucky and West Virginia have now a tre- 
mendous advantage in the rates that are accorded in the hauling 
of coal to Lake ports. They have a very much better-rate per ton- 
mile than Ohio or Pennsylvania, and as the result of it the coal busi- 
ness in Ohio and Pennsylvania has been practically destroyed; yet 
these people complain when an effort is made to have the matter 
adjudicated, I reserve further discussion in the hope that the matter 
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will be passed on by the Interstate Commerce Commission without 
attempts at outside interference. 


Senator Sackett, replying, said the resolution was proper 
matter for submission to the Senate, and that it was brought 
about particularly by the introduction by Senator Willis on 
April 3 of a telegram relating to the Ohio side of the question. 
He said submission of the resolution was not for the purpose 
of creating any influence that was not perfectly proper, “but to 
keep the record straight.” 

The telegram which Senator Willis put in the Congressional 
Record was from the Martins Ferry Kiwanis Club of Belmont 
county, Ohio, and was as follows: 


The Kiwanis Club of Martins Ferry, Ohio, at its meeting on March 
31, 1926, authorized us as its president and secretary to call your 
attention to the importance of rate legislation in coal transportation. 
All our coal districts in the state, as you know, are in an unhealthy 
business condition by reason of the inability of operators to produce 
coal under existing conditions at any profit. Our county of Belmont 
is especially affected because of the fact that it is the largest coal- 
producing county in the state. As long as coal can be shipped to 
the northern Cleveland and other markets from points more distant 
than Ohio at a rate less than Ohio rate we feel present conditions will 
prevail. We have noticed through Congressional Record and through 
the daily papers that you appreciate this situation, and respectfully 
request that you continue your advocacy of fair pro rata rates until 
it is obtained. ° 


CONSOLIDATION OF RAILROADS 


- The Trafic World Washington Bureau 


Senator Cummins has introduced his revised railroad con- 
solidation bill (S. 3840). The bill, as revised, was approved 
by the Senate interstate commerce committee before its intro- 
duction. The measure will be placed before the committee again, 
however, for formal approval in its present form, and then Sen- 
ator Cummins will prepare a report on it and submit it to the 
Senate. 

The revised bill follows the general scheme of the original 
bill. Provision is made for preparation of a plan by the Com- 
mission at the end of five years after passage of the act instead 
of three years, as originally provided. The part of the bill 
dealing with recapture of excess earnings has been changed 
to provide for recapture on the basis of earnings for a period 
of three preceding years instead of on the basis of the preceding 
year, as provided in the original bill. 

The declaration of policy in the bill as originally introduced 
has been rephrased as follows: 


Inasmuch as the public interest requires that adequate transporta- 
tion service shall be furnished by carriers to the public at the lowest 
rates consistent with such service and a fair return upon the value 
of the railway properties held for and used in such transportation, 
and inasmuch as the varied conditions under which such transporta- 
tion occurs render it impossible to accomplish that end without the 
further consolidation of carriers and unification of railway properties, 
it is hereby declared to be the policy of Congress that. a limited num- 
ber of systems should be established by the consolidation of carriers 
or the unification of railway properties within the continental United 
States, that will, so far as practicable, maintain the existing routes 
and channels of trade and commerce and preserve as between them- 
selves evenly balanced and effective competition equalizing, so far 
as practicable, the opportunities of originating traffic and of its in- 
terchange and delivery. Such systems shall be arranged, so far as 
practicable, that they can employ uniform rates in the movement 
of competitive traffic and under efficient management earn substan- 


tially the same rate of return upon the value of their respective 
railway properties. 


A number of changes in the part of the bill dealing with 
steps involved in effecting consolidations have been made. This 
‘is the part of the bill to which Alfred P. Thom, general counsel 
of the Association of Railway Executives, offered no substantial 
objections, but as to which he suggested a number of changes. 
In revising the bill Senator Cummins endeavored to work Mr. 
Thom’s suggestions into the bill. These provisions deal with 
action to be taken by carriers after their proposal to consolidate 
has been approved by the Commission and relate to procedure in 
making consolidations effective. 

Although it is possible that the Senate may consider the bill 
at this session, it is not regarded as probable that it will do so. 
It is generally conceded there is no possibility of the bill being 
acted on by Congress at this session. The bill will still be alive 
at the beginning of the short session in December, however, and 
it may be considered then. 


MOTOR VEHICLE LEGISLATION 


The Trafic World Washington Bureau _ 


The indications are that action on proposed legislation regu- 
lating the motor vehicle in interstate commerce will be deferred 
at this session of Congress. ; : 

It is not expected that the Senate interstate commerce com- 
mittee will report a bill on the subject at this session. Chair- 
Man Watson expects to call the members of the committee to- 
gether in the near futture to consider the question of whether 
or not the committee should report a bill at this time, but it 
is understood that a number of the members of the committee 
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feel that it would be desirable to permit views on the subject 
to crystallize further before the committee acts. 

Some of the members of the committee who feel that event- 
ually there must be regulation of the motor vehicle in interstate 
commerce believe that the job must be done by the Interstate 
Commerce Commission and not by using state commissions as 
federal agencies as proposed in the Cummins bill. 

Opposition by motor truck operators in interstate commerce 
to the pending bill, it is believed, is the principal obstacle to 
action by Congress at this time. Operators of motor busses in 
interstate commerce generally favor regulation along the lines 
proposed in the Cummins Dill. 

Representative Bacharach, of New Jersey, has introduced a 
bill (H. R. 11055) “to regulate interstate commerce by motor 
busses operating or to operate as common carriers of passengers 
for hire through the interstate tunnel now being constructed 
under the Hudson river between the city of New York, state of 
New York, and the city of Jersey City, state of New Jersey; and 
over the interstate bridge now being constructed across the 
Delaware river between the city of Philadelphia, commonwealth 
of Pennsylvania, and the city of Camden, state of New Jersey.” 
The purpose of the bill is to subject motor bus operators be- 
tween points in New Jersey and New York City and between 
points in Pennsylvania and New Jersey to regulation by the 
state commissions of those states. The interstate carriers 
would be subjected to the same regulations as intrastate car- 
riers. 

Mr. Bacharach referred to the situation produced by the 
decisions of the Supreme Court holding that state commissions 
had no jurisdiction over interstate motor carrier operations and 
then said: 


The result of these decisions has been to permit indiscriminate 
motor bus operation. Many intrastate motor bus lines have been ex- 
tended a short distance into an adjoining state for the purpose of 
escaping from the regulation of the state in which they operate. 

The states of New York and New Jersey are jointly constructing 
and own a tunnel under the Hudson river between the city of New 
York and Jersey City; and the states of New Jersey and Pennsylvania 
are constructing and own a bridge across the Delaware river between 
the cities of Philadelphia and Camden. These facilities are about to 
be opened to the public, and unless Congress acts in the matter there 
will be no way for those states to regulate or control the carriers 
of passengers for hire by motor bus, either over the bridge or through 
the tunnel. The result will be the invasion of large numbers of 
motor buses into the cities of New York, Philadelphia, Jersey City 
and Camden, which will not be required to comply with the law 
governing the operation of similar motor buses doing business wholly 
within either state. 

The purpose of the suggested bill is to apply the same regulation 
to such buses as apply to similar motor buses doing intrastate busi- 
ness in the respective states. 


The Senate interstate commerce committee will resume 
hearings on proposed motor vehicle legisJation April 15. Alfred 
P. Thom, general counsel of the Association of Railway Execu- 
tives, will be heard at that time. Senator Reed, of Pennsylvania, 
has introduced in the Senate a bill (S. 3894) identical with that 
introduced in the House by Mr. Bacharach. 


INTRASTATE RATE BILL 


The Traffic World Washington Bureau 


B. W. Scandrett, general solicitor of the Northern Pacific, 
was the first representative of the railroads to appear in oppo- 
sition to the Pittman intrastate rate bill before the sub-committee | 
of the Senate interstate commerce committee. 

Mr. Scandrett said the principal objection to the bill was 
that it deprived the Interstate Commerce Commission of power 
to raise state rates that were found to be so low that they were 
not contributing a fair proportionate share of the cost of main- 
taining an adequate system of railroads. 

“We believe that the retention of this power in the Inter- 
state Commerce Commission is essential to the proper exercise 
of that control over interstate commerce that is conferred on 
Congress by the Constitution, and that the taking away of that 
power would destroy the efficiency of federal regulation,” said he. 

Referring to’the period prior to enactment of the trans- 
portation act in 1920, when Congress broadened the power of 
the Commission over state rates, Senator Pittman asked Mr. 
Scandrett whether the railroads had suffered much from state 
regulation in that period. Mr. Scandrett said that not only the 
railroads but the public had suffered. 

Mr. Scandrett said the present law was necessary to bring 
about an equal distribution of the transportation burden among 
the users of the machine. He referred to specific instances in 
which state rates had been on a lower level than interstate rates 
for similar service. 

- Alfred P. Thom, general counsel of the Association of Rail- 
way Executives; John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners, and others 
interested in the Pittman bill amending Section 13 of the inter- 
state commerce act, wasted an hour outside the Senate interstate 
commerce committee room on the morning of April 7 waiting 
for Senator Pittman and other members of the subcommittee 
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handling the bill. A hearing on the bill had been definitely set 
for 10 a. m. that day when Mr. Thom was scheduled to appear as 
a witness. After an hour of waiting in the corridor, Senator 
Pittman’s secretary arrived on the scene and announced that the 
senator, because of other matters, could not hold the hearing. He 
asked Mr. Thom to return at 2 p.m. Mr. Thom said he had other 
appointments for the afternoon and asked that the hearing go 
over until the following day. It was then arranged that the hear- 
ing should be held the following day at 10 a. m. 

Mr. Thom submitted his views on the Pittman bill before 
Senator Pittman April 8, Senators Gooding and Mayfield, the 
other members of the subcommittee in charge of the bill, not 
being present. 

As a foundation for his remarks in opposition to the bill, 
Mr. Thom read at length from an address he made years ago 
before the Tennessee Bar Association on the subject of states’ 
rights with reference to the commerce clause of the Constitution. 
In this address Mr. Thom referred to the conditions that existed 
in the early days of the country that finally led to the adoption 
of the commerce clause to prevent discrimination and retaliation 
among the states. He said it was recognized that it was 
politically and economically necessary to regulate the commerce 
among the states. 

A railroad that ran through eleven states, Mr. Thom said, 
might be subjected to constructive regulation by ten of the 
states, while the eleventh might reduce rates and place the 
burden of maintaining adequate transportation by that railroad 
on the other ten states. He gave this as an illustration of the 
necessity for a federal tribunal to determine that one state 
should: not be in position thus to discriminate against other 
states: and place undue burdens on them. 

‘Mr. Thom said the pending bill would permit states in which 
large markets were situated, such as New York, Illinois, Cali- 
fornia, etc., to discriminate in the matter of state freight rates 
in favor of their own commerce. 

Senator Pittman remarked that so far as broad principles 
were concerned he was practically in agreement with what 
Mr. Thom had said, but that the argument would have been 
far more effective if the railroads had not subjected themselves 
to the criticism that they were selfish in some instances and 
broad in other instances. Mr. Thom. said that whatever basis 
there was for criticism of the railroads that that would furnish 
no justification for adoption of an improper governmental policy. 


Mr. Thom argued that, if the states had the power that 
would be accorded by the bill to them and each state exercised 
the power to. make the rates on traffic moving within its borders, 
without being subject to review by a tribunal representing all 
the states, the result would be tariff walls at state borders. He 
said that, suppose a number of states were to take a different 
view as to the transportation facilities the country ought to 
have and make rates within the zone of reasonableness, but 
would not bear any of the burden of maintaining a national 
system of transportation, and discriminate not against one 
locality or person, but discriminate against- interstate commerce 
as a whole. Under the bill, if it became law, he said, there 
would be no way to meet such a situation. 

“I am urging a power of control to determine these ques- 
tions governmentally and that you do not put a portion of these 
rates beyond any common control,” said he. 

Discrimination, he continued, was the basis of the interstate 
commerce act, and he asked whether it could be true that it 
would be right for a state to discriminate and wrong for a 
carrier to discriminate. He said that to say that a state should 
have such a right and the carrier not would not be a sound 
policy of government. 


The bill itself, he argued, by providing that where enforce- 
ment of an act of a state legislature resulted in discrimination 
against interstate commerce, the Commission should have power 
to correct it, admitted that there should be federal authority to 
deal with the question of discrimination against interstate com- 
merce. He said the bill would put beyond the reach of the 
Commission action of a state regulatory body resulting in dis- 
crimination against interstate commerce and asked how the two 
propositions could be reconciled. He said the fact of the matter 
was that the bill was indefensible from any standpoint . 

At this point there was some discussion as to the origin of 
the bill. Senatof Pittman said it was the result of conferences 
of state commissioners and others. The senator had indicated 
that he had introduced the bill by request. 

Mr. Thom said the bill was indefensible from the standpoint 
of invasion of the constitutional theory of control of commerce 
and provided that discrimination against interstate commerce 
was not defensible if a state legislature created it, and that the 
Commission could remedy such discrimination, but that, if a 
state regulatory body created discrimination, the Commission 
could not remedy it. 

The report of the committee on railroad rates of the Na- 
tional Association of Railroad and Utilities Commissioners, pre- 
pared by Commissioner Morgan, of the Alabama commission, and 
submitted at the last annual meeting of the association, was 
presented by Mr. Thom. In this report Mr. Morgan suggested 
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that section 13 be amended so as to provide that the Commis. 
sion, in cases affecting state rates, should file its report and 
findings with the state commission or commissions interested, 
and that the state commissions should have a reasonable time 
in which to correct the rates as indicated by the Commission. 
If the state commission did not act, then the Commission could 
make its findings effective, under the proposal. Mr. Thom said 
the association approved the recommendation by adoption of a 
resolution. , 2 

Senator Pittman indicated he was in sympathy with the 
principle that the Commission should have a final power of re- 
view over state rates in discrimination cases, but he said a 
tremendous expense was imposed on the states in presenting 
such cases to the Commission and that some of them were not 
able to bear such expense. He said he would like to see an 
arrangement whereby the state commission would try such cases 
originally—that the state commission might sit as a master in 
chancery and take evidence. Mr. Thom said the difficulty was 
with respect to state commissions passing on discrimination 
cases in which they were directly involved. He said he was in 
sympathy with the adoption of some method whereby regulation 
would be brought closer to the people than under the present 
system and that he was an advocate of establishment of re- 
gional commissions. He said such a method would be prefer- 
able to appointment of members of the Commission on a regional 
basis. He remarked that he was pleased to see that Senator 


Pittman felt there should be a federal power to deal with the : 


subject of discrimination. 


DETROIT BOARD AND LEGISLATION 


The Detroit Board of Commerce has issued a statement 
regarding its position on legislation relating to transportation 
pending before Congress. It approves Senate Bill, $1344, to 
permit the filing of suit or claim for loss and damage with the 
initial line in connection with property reconsigned or diverted. 
It opposes the Cummins consolidation bill, stating that voluntary 
consolidations, subject to the approval of the Commission, should 
be permitted. It expresses the belief that the Watson-Parker 
labor bill should be amended to insure full public investigation 
of disputes and public representation on any board of investiga- 
tion and arbitration, and to insure the establishment of a statis- 
tical department under the Commission to compile information 
as to wages and conditions of service be available for use by 
whatever board may be established: It opposes Senate bills 
2808 and 3120, for regional appointments to the Commission, 
saying that eleven commissioners are sufficient to take care 
of the duties involved and that political influences should not 
be injected into the appointing of members. 

The board states its position with regard to other proposed 
legislation as follows: 


Senate bill, S-3069, respecting the payment of claims on grain, 
particularly the tolerance allowance. This bill is opposed, believing 
that the settlement of any claims for loss and damage should not be 
directed by governmental legislation, but considered on their merit, 
any disputes be settled by arbitration or court action. 

House Bill, 6359, proposes to amend paragraph 2 of section 3, 
paragraphs 1 and 2 of section 6, and paragraph 7 of section 15 of 
the interstate commerce act. This legislation is approved, believing 
that an extension of credit in the payment of freight charges should 
be granted under proper regulations of the Interstate Commerce 
Commission. 

House bill 6361, proposing to amend section 16a of the interstate 
commerce act giving complainant before the Interstate Commerce 
Commission the same right of appeal from a decision of that body 
as now enjoyed by carriers. This legislation is approved, believing 
that the principle proposed of grainting equal rights to the com- 
plaints as well as carrier defendants with respect to decisions of the 
Interstate Commerce Commission, is just and reasonable, 

House bill 6363, proposes to prohibit the railroads from issuing 
bills of lading carrying notations, shippers load and count, where 
carriers have agents and ‘facilities for properly checking contents 





of cars and giving clear bills of lading. This legislation is approved, . 


believing that shippers are entitled to a clear receipt for goods 
tendered carriers for transportation where the carriers have proper 
——— to supervise the shipments for which they are asked to 
receipt. 

House bill 6386, proposes to amend paragraphs, 18, 19, 20 and 21 
of section 1 of the act to regulate commerce. This bill is approved. 
The Interstate Commerce Commission should have jurisdiction over 
joint water and rail service as well as all rail service other than 
policing of the rate schedules, Such service should not be abandoned 
until after an investigation and hearing before the Interstate Com- 
merce Commission results in an approval of the abandonment indi- 
cating that the public would not be injured. 

House bill 6397, proposes to amend section 206 of the transporta- 
tion act of 1920, providing that all claims for undercharges under the 
Interstate Commerce Act and all actions of the law for the recovery 
of rates and charges occurring during the period of federal control 
shall be abated. The U. S. Railroad Administration is enforcing col- 
lection of undercharges incurred during the period of federal control 
on shipments moving during that period and on which the transac- 
tion has long since been closed by the shippers or receivers. This 
legislation is approved that will place a limitation on the period in 
which these undercharges can be collected, and thereby remove 
from the railroad administration the power to collect money that 
will result in a dead loss to parties from whom collection is made. 

House bill 6400, to amend paragraph 5 of section 1 of the inter- 
state commerce act, proposing to give consignee right to disclaim 
responsibility for payment of freight charges when such advice is 
given to the carrier before delivery of the property. This legislation 
is approved, believing that in instances where consignees act only 
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as agents and have no beneficial title in the shipment, they should be 
permitted to disclaim liability for undercharges that may result by 
the error or inadvertence of carriers presenting for collection the 
proper freight charges at time of delivery of shipment. 

House bill 6554, proposes to amend subdivisions 11 and 12 of section 
20 of the interstate commerce act. This bill is approved. It will per- 
mit consignees to file claims with and hold terminal line liable for 
damages in the same manner as the initial line is now liable under 
the Carmack amendment. All carriers party to a transportation trans- 
action should be made equally liable for damages. ; 

Senate bill S-1734, Federal Motor Vehicle Regulation. This legis- 
jation is opposed. It does not properly take care of the interests of 
all those who are affected by this means of transportation. It does 
not provide any means that would insure the continuance of carriers 
who may now be in operation and further would appear to restrict 
the flexible use of motor vehicle transportation now enjoyed and 
becoming a necessary part of the commerce needs of this country. 

Any legislation regulating motor vehicles should be the result of 
an agreement between the shippers, motor vehicle operators, regu- 
latory bodies and other carriers. : 


MOVE TO RESTORE STATE POWER 


The move to restore state power, initiated by Senator Short- 
ridge, of California, on account of the decision of the Supreme 
Court of the United States in Oregon-Washington Railroad & 
Navigation Co. vs. State of Washington (see Traffic World, 
March 6, p. 632, and March 13, p. 699), has resulted in the pas- 
sage by the Senate of S. J. 78 practically without debate. The 
joint resolution, if passed and signed by the President, will have 
the effect of amending the plant quarantine act of August 20, 
1912, so as to permit a state to issue quarantines against plant 
pests, if the subject is not covered by quarantines issued by 
the federal Secretary of Agriculture. 

Senator Ransdell, of Louisiana, reported it from the com-~ 
mittee on agriculture and forestry and asked for its passage 
during a lull in the Italian debt settlement debate. He said 
there was a unanimous report in favor of the bill. A few 
senators asked questions about the matter and then passed, 
without even a calling for a viva voce vote on it. 

The House has passed S. J. 78, amending the plant quaran- 
tine act of August 20, 1912, restoring to the states power to im- 
pose quarantines on account of plant pests to cover situations 
not embraced within quarantines issued by the Secretary of 
Agriculture under the federal law. 


CONTROL OVER NEW LINES, ETC. 


The Trafic World Washington Bureau 


Senator Mayfield, of Texas, on behalf of the Senate inter- 
state commerce committee, has favorably reported to the Senate 


8. 750, to amend paragraphs 18, 19 and 20 of section 1 of the - 


interstate commerce act so as to leave to the states determina- 
tion of whether or not extensions of railroad lines wholly be- 
tween points within a state shall be permitted. The question 
of abandonment of extensions of lines wholly within a state 
also would be left for determination by state authority. The 
Commission, under the bill, would still retain jurisdiction over 
the construction or abandonment of lines of railroad and any 
portion thereof, except that its jurisdiction would not extend to 
extensions wholly within a state. 


As originally introduced, the Mayfield bill would have de- 
prived the Commission of power to pass on proposed construc- 
tion of new lines or extensions wholly within a state. As 
amended by the committee, the bill reads as follows: 


That paragraph (18) of section 1 of the Interstate Commerce 
Act, as amended, is amended to reod as follows: 

(18) After this paragraph takes effect no carrier by railroad 
subject to this Act shall undertake the construction of an entirely 
new line of railroad, unless and until there shall first have been ob- 
tained from the Commission a certificate that the present or future 
public convenience and necessity require or will require the construc- 
tion and operation of such line of railroad, and no carrier by railroad 
subject to this Act shall abandon all or any portion of a line of rail- 
toad, or the operation thereof, unless and until there shall first 
have been obtained from the Commission a certificate that the pres- 
ent or future public convenience and necessity permit of such abandon- 
ment; but no such certificate for the abandonment of any line of 
railroad, cr any portion of any line of railroad, located wholly within 
one state, or of the operation thereof, shall operate to relieve the 
carrier from also procuring such authority for such abandonment from 
that state as may be required by its laws.” 

Section 2: That paragraph (19) of section 1 of the Interstate 
Commerce Act, as amended, is amended by striking out “or extended.” 
Section 3. That paragraph (20) of section 1 of the Interstate 


femmerce Act, as amended, is amended by striking out ‘‘or extension 
re) _ 


Senator Mayfield’s report follows: 


The bill as amended leaves to the Interstate Commerce Commis- 
sion the jurisdiction over entirely new railroad construction conferred 
upon it by paragraph (18) of section 1 of the commerce act, but ex- 
isting carriers desiring to extend their lines are not required to secure 
from the Commission certificates of public convenience and necessity. 

The unparalleled industrial development of America during the 
last century is largely due to the magnitude and efficiency of its 
transportation system. Cheap and rapid transportation has been 
and remains the most vital factor in our whole economic structure. 

@ ought not to deny to the vast undeveloped and semideveloped 
areas of the country, oxisting principally west of the Mississippi 
ver, the benefits of those same instrumentalities that have made 
transportation cheap and rapid in the eastern half of the nation. 
The interest of the entire country requires and the sentiment of the 
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people demands that the unwise and unnecessary restrictions imposed 
on the extension of existing carriers should be entirely eliminated. 

A proposal to extend a railroad is not a lawsuit and ought not to 
be treated as such, and the delay, as well as the expense, incident to 
the determination of applications for certificates of convenience and 
necessity is sufficient to defeat many meritorious proposals and in- 
definite delay is tantamount to a denial of justice. Conditions favor- 
able for underwriting new railroad projects in the United States 
have always been of periodical recurrence. Such ventures must be 
launched when the financial tide is coming in. Many applications 
for certificates to extend existing railroads are now pending before 
the Commission. Any of the projects that lacks merit, whether it be 
sanctioned or refused by the Commission, will die of its intrinsic weak- 
ness. Those that have the necessary financial and commercial sup- 
port, by these very facts, stand approved as meritorious. 

Production is beginning to constitute a strain on transportation. 
There should be a safe margin. The extent and efficiency of our 
transportation system set a limitation on the volume of our produc- 
tion. In the interest of greater progress and prosperity, artificial 
restrictions imposed upon the development of our transportation 
system as applied to existing carriers should be removed. 


The committee reported the bill without holding any hear- 
ings on it. } 


REGULATION OF BRIDGE TOLLS 


Senator Mayfield, of Texas, has introduced a bill (S. 3889) 
providing for regulation by the Commission of tolls over inter- 
state bridges. The bill follows: 


That the interstate commerce act, as amended, is amended by 
adding at the end thereof the following new section: 

Section 28 (a) All tolls for transit over any interstate bridge shall 
be just and reasonable, and every unjust and unreasonable toll for 
transit over any such bridge is prohibited and declared to be unlaw- 
ful. The Commission is authorized, upon complaint or upon its own 
initiative without complaint, and after notice and hearing, by order 
to prescribe the just and reasonable tolls to be thereafter observed 
for transit over any such bridge. After the effective date of any 
such order it shall be unlawful for any person to charge any toll 
ed igen over any such bridge other than the toll so prescribed 
therefor. 

(b) As used in this section, the term ‘‘interstate bridge’’ means 
any bridge between two states or between any state and the Dis- 
trict of Columbia, but excluding any bridge the rates of toll over 
which are subject to regulation by the secretary of war under the 
provisions of the act entitled ‘“‘An Act to regulate the construction 
of bridges over navigable waters,’ approved March 23, 1906. 

(c) Any individual, partnership, association, or corporation vio- 
lating any provision of this section shall be guilty of a misdemeanor 
and shall, upon conviction thereof, be fined not in excess of $5,000. 


REGULATION OF COAL INDUSTRY 


Representative Mead, of New York, testifying before the 
House interstate and foreign commerce committee in favor of 
regulation of the coal industry, suggested that, in time of emer- 
gency, provision be made for a federal council to be composed 
of representatives of the Department of Labor, Federal Trade 
Commission and the Interstate Commerce Commission. The 
council, according to the representative, would act at the sug- 
gestion of the President to solve labor difficulties in the industry. 

Representative Jacobstein, of New York, in testifying before 
the committee, suggested, among other things, that there be a 
complete investigation of the coal freight rate structure by the 
Commission. Representative Hoch pointed out that the Hoch- 
Smith resolution provided for an investigation of all rates and 
that it was sufficiently broad to include such an investigation 
as recommended by Mr. Jacobstein. 

Representative Fish, of New York, in urging coal legislation 
before the House committee on interstate and foreign commerce, 
recommended the creation of a division in the Interstate Com- 
merce Commission with power to gather and publish statistics on 
the coal industry. He expressed the view that such power would 
be constitutional under the commerce clause of the Constitution. 


NEW RAILROAD BRIDGE POLICY 


Senator Bingham, of the Senate commerce committee, has 
informed the senate that the committee has adopted a new policy 
with reference to bills authorizing construction of railroad 
bridges. He said it was the opinion of the committee that before 
a bill granting the consent of Congress for the construction of a 
railroad bridge over a navigable stream should be reported by 
the committee, the proponents of the measure should be a rail- 
road company now in existence, with a proper charter, with a 
proposal approved by the Interstate Commerce Commission for 
an additional line which would concern a bridge, or else that 
they should bring to the committee a statement showing that 
the Interstate Commerce Commission has considered the new 
railroad proposed and approved of it, and that before the bridge 
could be constructed, such construction must be approved by 
Congress. 


AMENDMENT OF SECTION 204 


Senator Phipps, of Colorado, has introduced a bill (S. 3876) 
amending Section 204 of the transportation act by adding three 
new paragraphs. The amendments provide for appeals from 
adverse decisions of the Commission on carriers’ claims for reim- 
bursement of deficits in the period of federal control to the Su- 
preme Court of the District of Columbia and to the Court of 
Appeals of the District of Columbia. They also provide that in 
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Youngstown, O., and New York, N. Y., and any Erie Agency INDIANAPOLIS GATEWA\ 
listed below will be glad to carry out instructions or LOUISVILLE-EVANSVILLEM@ 
furnish any information desired. GATEWAYS: 
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AKRON, O., W. R. Busenbark, G.A. BUFFALO, N. Y. 
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ALBANY, H. ¥~ Alten Ber, GA. CHICAGO, ILL., J. G. Hill, G.F.A. EAST BUFFALO” N Yr ° bt Ginvin, G.L.S.A- HON 
ATLANTA. An 8. Torser, GA. CINCINNATI, ©., C. P. Morse, G.F. & P.A. ELMIRA, N. Y., A. W. Michelbach, D.F.A. 
TMORE, MD., A. Miller, G.A. a CLEVELAND, 0., L. H. Geller, G.F.A. HUNTINGTON, IND., J. H. Hackett, D.F.A. 
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OOKLYN, N. ¥., C. E. Seymour, C.F.A. DES MOINES, IA., G. F. Daniels, G.A. LOS ANGELES, CAL, Le A. Dwelle, G.A a 
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any case in which the Director General of Railroads has declined 
to recognize a claim of a carrier under section 1 of the federal 
control act on the ground that the carrier was not under federal 
control and was privately operated in the first six months of the 
federal control period, such carrier, if in other respects it is en- 
titled to the benefits of Section 204, may apply to the Commission 
for the certificate authorized by paragraph (g) of Section 204, 
and the decision of the Director General that such carrier was 
privately operated in the period involved shall be binding on the 
Commission. 


ALASKA RAILROAD PASSES 


Without a record vote, the Senate has passed the bill (H. R. 
6117) authorizing the Alaska Railroad to issue and interchange 
passes. No objection was made to passage of the bill. When 
the bill was up for consideration, March 27, Senator King, of 
Utah, indicated opposition to the measure. The text of the bill 
was published in The Traffic World of March 27, p. 848. 


VOTES ON NOMINATIONS 


The Senate rules committee has favorably reported an 
amendment to Senate rules providing for publication of votes 
of senators on nominations. Under the present rules, this in- 
formation is kept secret unless by a two-thirds vote the Senate 
orders otherwise. The action of the rules committee resulted 
from agitation on the part of senators who desire that the roll 
call on the nomination of Commissioner Woodlock be made 
public. 





REDUCED INTEREST BILL 


Hearings on the bill providing for a reduction in the rate of 
interest on railroad indebtedness to the government will be re- 
sumed by the Senate interstate commerce committee April 14. 


LABELING OF DANGEROUS ACIDS, ETC. 


The Senate has passed S. 2320, a bill to safeguard the dis- 
tribution and sale of dangerous caustic or corrosive acids, alka- 
lies and other substances in interstate commerce by requiring 
packages containing such matter to be labeled “poison.” . (See 
Traffic World, March 20, p. 775.) 


MILEAGE BOOK BILL 


Representative McLaughlin, of Nebraska, has introduced a 
bill (H. R. 10930) authorizing and directing the Commission “to 
fix and establish on all passenger-carrying railroads a system 
of interchangeable mileage books of five thousand miles each for 
the use of travelers, to be sold them by the railroad companies 


we va rate of 20 per centum less than the regular passenger-fare 
rates.” 


RIVERS AND HARBORS BILL 


The House committee on rivers and harbors has practically 
completed work on the annual rivers and harbors bill authoriz- 
ing waterway improvement work. The bill probably will be 
reported early next week and taken up in the House shortly 
thereafter. 

The bill will authorize projects which will cost approx- 
imately $35,000,000. Provision will be made for a new survey, 
at a cost of $250,000, of the proposed all-American ship canal 
route between Lake Erie and the Hudson River. Improvement 
of the Illinois River as recommended by army engineers and 
completion of the intercoastal canal between New Orleans and 


Corpus Christi, Tex., are among the projects that will be pro- 
posed in the bill. , id 


BARGE LINE EXTENSION 


The Trafic World Washington Bureau 

Establishment by the Inland Waterways Corporation of 
barge line service between St. Louis and the Twin Cities on the 
upper Mississippi river was brought nearer this week at a con- 
ference of War Department officials and representatives of the 
Upper River Barge Line Company. 

The conference was attended by W. W. Morse, A. C. Wiprud 
and R. P. Warner, representing the Upper River Barge Line 
Company; Thomas R. Tarn and Irvin Cox, engineers represent- 
ing jointly the Inland Waterways Corporation and the barge 
line company, and General T. Q. Ashburn, head ‘of the Inland 
Waterways Corporation. It was announced that a satisfactory 
agreement was reached as to the number of towboats and barges 
to be constructed with the $600,000 of capital to be furnished 
by the Upper River Barge Line Company. Continuing, the an- 
nouncement issued after the conference, said: 


This equipment will include three power boats of 600 H. P. each 
wht mer pe Sesentbe’ as ncaa ini " 

em, compound condens stern wheel type with oil 

burning water-tube boilers. Hull and main deck houses M4 ss of steel. 

Pilot house and crew accommodations to be of wooden construction. 
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Hull dimensions 132 feet on deck by 32 feet beam by 5 feet deep. 
Nominal horsepower 600. Mean draft with fuel 3 feet 6 inches.” 

There will also be constructed at least 15 steel barges of 4 to 
500 tons capacity each, having a capacity of 250 tons on a 4 feet draft. 
Such a fleet will insure sailings every six days from the Twin Cities 
to St. Louis and from St. Louis to the Twin Cities, connecting di- 
rectly with the Mississippi-Warrior Service. 

In addition to this fleet the Inland Waterways Corporation will 
put in service on the upper river the twin screw tunnel type towboat 
Scott, having indicated horsepower of 600, and will if necessary sup- 
plement these 15 barges to be constructed by other barges now in its 
possession or to be constructed at its expense. In order to test out 
the practicability of the accepted design of the towboat and barges, 
General Ashburn, accompanied by the engineers Serpe tate both 
parties, will make up a fleet consisting of the Scott and 5 barges 
loaded to 4 feet draft each, and make the round trip between St. 
Louis and the Twin Cities. 

It is expected that this test trip, which will be conducted at the 
expense of the Inland Waterways Corporation, will develop facts in 
regard to a great many moot questions and determine their solution; 
but will in no wise delay the preparation of plans for the fleet men- 
tioned above. It is expected that upon completion of this test trip 
any minor modification necessary in the design of the towboats or 
barges will be immediately corrected and bids solicited for the con- 
struction of such fleet, so that it will be ready for service at the 
opening of navigation next season, 1927. 

It is understood by everybody interested that it will be quite im- 
possible to build any fleet that would suit the purpose for which de- 
signed, in time to be of any service upon the river during this navi- 
gation season. , 

It will be readily understood from the above that the secretary 
of war and General Ashburn have thrown their full force behind the 
upper Mississippi river project with an idea of expediting the inaug- 
= of a service which promises to be successful, dependable and 
lasting. 


CO-ORDINATION OF RAILWAY SERVICE 


Editor The Traffic World: 

The editorial in The Traffic World April 3 with reference 
to transportation coordination is certainly timely. There is too 
little of actual cooperation of the different systems of trans- 
portation with each other in the matter of serving the public. 
It is, perhaps, too much to expect that steamship lines, motor 
truck lines, and railway lines should coordinate in the effort to 
give the public the best service possible both in the matter of 
freight and passenger carrying, but it is not unreasonable to 
ask that the different rail systems and fines should coordinate 
and show the public that, in consideration of a most generous 
treatment through the operation of the transportation act, they 
are willing, even anxious, to give the best service possible. 

What is referred to here is that most noticeable lack of co- 
operation where one line deposits a traveler at a junction or 
terminal station and the connecting line compels-the passenger 
to lay over a matter of ten to fifteen hours before it is possible 
to proveed on the journey. The writer has had this happen to 
him several times of late, and it is certainly disgusting to see 
the conductor standing on the rear platform of one train, laugh- 
ing at the passengers who are just alighting from the train .a 
hundred yards away who will all be compelled to wait until 
the following day for the next train, or possibly find a bus line 
that will enable them to depart sooner. This was an actual 
circumstance and, were it not for the fact that the conductor 
was within his rights and living strictly up to his instructions 
on the time-card, he might have been criticized. It was inhu- 
mane for him to laugh at the disappointed passengers, but human 
nature is just that way sometimes. The fault is in the lack of 
coordination between the time-card of the one railway system 
and the other system meeting at the same junction. 

Now, the public gets its impressions regarding the railways 
from just such little circumstances as these. The _ regional 
freight associations are undoubtedly helping a lot to remove 
prejudices, but there should be more coordination as well as 
really solicitous cooperation between the different branches of 
transportation in a passenger way. The public cares little about 
the nomenclature of the cars or engines. It is the railroad com- 


-- pany, and one-railroad-cempany has just about as much meaning 


to the public as another. -However, the public is very sensitive 
as to what lines really attempt to serve in a solicitous way and 
those that simply take what business comes to’them in a mat- 
ter-of-fact way. ~ , ' 

Therefore, my conclusion is that the time has come for the 
railroads, as a whole, in cooperative fashion, to go after the 
business the public has to offer and seek, by coordination with 
each other, both in freight and passenger departments of service, 
to remove as many as possible of those little annoyances that 
may be the source of destructive criticism. 

W. A. Anderson, President, 


Shreveport Lumber Co. 
Shreveport, La., April 6, 1926. 


NO HEARING HELD 


No formal hearing on I. and S. No. 2621, involving rates on 
coal from Illinois, Minnesota and Wisconsin to stations on the 
Minnesota Western, was held, as scheduled, April 3, following 
a discussion of the record, in which the parties found that they 
would be able to reach a satisfactory agreement as to the tariff 
provision covering the rates involved. 
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THE TRAFFIC WORLD 


Special Freight Services 


Ninth of a Series of Twelve Articles on This Subject, Written for The Traffic World by G. Lloyd 


Wilson, Ph. D., Assistant Professor 
University of 


Fast Freight Service 


Fast freight lines were originally independent enterprises 
organized to “increase the convenience, promptness and safety in 
the transfer of property” and to “popularize with the shipping 
public the routes” formed by the railroads over which they 
operated.* 


The early American railroads were short and had, in many 
instances, no facilities for the interchange of cars of freight with 
other railroads. In some instances, narrow gauge tracks were 
used, in others broad guage, and between these extremes there 
were almost endless variations in the width of the tracks. The 
so-called standard gauge track, four feet, eight and one-half 
inches between rails, was the result of gradual evolution and was 
not universally established as the customary gauge for many 
years after the establishment of railroads in the United States. 
Consequently, it was impossible, in many instances, to transfer 
cars from the rails of one road to those of another. Another 
obstacle to the development of through long distance traffic 
in addition to the short average length of early American rail- 
roads and the lack of uniformity in track gauge, was the re- 
luctance of railroads to allow their freight cars to leave their 
lines even when the gauge difficulty was not present. Just as 
railroads at the present time do not interchange locomotives, 
the railroads in the first half century of their existance in the 
United States sought to keep their own cars on their own 
rails. This was found to be impracticable for as the nation 
grew in size and developed economically, longer freight hauls 
embracing several railroads became necessary. Not even the 
rapid consolidation of short railroads into systems thousands 
of miles in length kept pace with the demand for the establish- 
ment of joint through rates and routes. 


In 1866, Congress authorized the railroads to combine in the 
making of joint through routes. Fast freight lines came into 
prominence in this period as agencies for the joining of railroad 
systems or parts of systems into popular routes and to expedite 
the movement, of certain classes of joint through traffic. Kas- 
san’s Despatch, the Great Western Despatch, the Star Union 
Line, the Empire Line, the National Despatch, the Merchants’ 
Despatch, the Lackawanna Line, the Central States Despatch, 
the Kanawha Despatch, the Dixie Despatch, the Blue Ridge 
Despatch, and the Red, the White, the Blue and other lines, 
collectively known as the Color Lines, came into existance in 
the period between the years just preceding the Civil War and 
the beginning of federal regulation of railroads in 1887. The 
original fast freight lines were traffic development organizations 
owned and managed by corporations that were separate and 
distinct from the railroads over the lines of which they operated. 
Among the first lines of this sort to be established were Kassan’s 
Despatch in 1855 or 1856; the Western Insurance and Trans- 
portation Company in 1856, later organized in 1863 as the 
Union Insurance and Transportation Company, and still ‘later 
known as the Star Union line; and the Great Western Despatch, 
in 1857.? 


The services of fast freight lines have been so far reaching 
in the development of American railroad transportation that a 
brief description of the organization of a typical line is appro- 
priate. The Empire Transportation Company was incorporated 
under the laws of Pennsylvania to develop traffic over the line 
of the Philadelphia and Erie Railway and its connections. This 
road extended from Erie to Sunbury and formed ane of the 
routes between the Great Lakes and Western Pennsylvania on 
one hand and New York and Philadelphia on the other. The 
Empire Transportation solicited freight traffic and provided 
cars to accommodate the traffic. It made its own arrangements 
with shippers as to rates competing with other roads and fast 
freight lines in quoting rates to get the traffic that was available. 
The line paid the railroad companies for transporting the freight 
on the basis of contract prices. In addition to its activities in 
the railroad traffic field, the line built its own pipe lines to tap 
the oil fields of Western Pennsylvania, operated vessels on the 
Great Lakes, and operated railroad lines from Pittsburgh into 
the Middle West. 


The fast freight lines were primarily transportation selling 
organizations or dealers in transportation. As a rule they did 





1American Railway Transportation, Emory R. Johnson, Apple- 
ton, New York, 1908, page 127. 

2L. H. D. Weld, “Private Freight Cars and American Rail- 
ways,” Columbia University, 1908, page 76. : 





of Commerce and Transportation, 
Pennsylvania 


not Own or operate railroad lines, but, rather, used the facilities 
that existed and supplied them with business. They paid the 
railroads prices agreed on and retained the differences between 
the rates they received and the contract prices they paid the 
railroads for transportation as profits. They linked up the 
smaller rail lines of that day or portions of these lines into 
longer transportation lines. In this lay their contribution to 
transportation: first, they assisted railroads in supplying cars; 
second, they were effective traffic soliciting organizations; third, 
they provided through routes at through rates and through bills 
of lading; and, fourth, they provided, in some instances, auxiliary 
transportation services such as steamship lines, grain elevators, 
and pipe lines, and joined these facilities into through rail and 
water routes or otherwise combined the facilities into greater 
transportation systems. 


The consolidation of roads into larger systems which went 
forward continuously the latter part of the nineteenth century 
and the development of larger and more powerful traffic depart- 
ments of the railroads gradually undermined the commanding 
position of the independent fast freight lines. Many of them 
lost the power that they had formerly enjoyed of making their 
own rate arrangements with the shippers and of paying the 
railroads fixed prices for hauling the cars of freight. 


In the period of railroad consolidation a new type of fast 
freight line came into prominence—the commission line. Lines 
of this type owned freight cars and maintained extensive solic- 


“iting organizations. They did not pay the railroads for hauling 


their freight but received rather a percentage of the rates 
charged by the railroads for their service in soliciting business 
and for the use of their cars. Some roads paid the fast freight 
lines mileage rentals or per diem rentals for the use of their 
cars and repaired the cars for the lines as part compensation. 
Lines of this type included the National Despatch, which re- 
ceived mileage rentals, and the United States Rolling Stock 
Company, which received a fixed daily rental for its cars for 
three hundred days a year and had its cars repaired by the 
carriers over the lines of which it operated, 


Co-operative Fast Freight. Trains 


A third phase in the history of fast freight lines was the 
development of so-called cooperative freight lines. The Planet 
Line, the “Color Lines,” Red, White, Blue, Orange and Purple, 
the Traders’ Despatch, the Wabash Despatch, and others were 
organized by the railroads themselves as cooperative soliciting 
organizations. Each railroad over which the cooperative fast 
freight lines operated appointed an officer of the road to the 
board of managers of each fast line in which it was interested. 
The roads also supplied a portion of the rolling stock equipment 
of the fast freight line. The board of managers of the line 
selected a manager and assistant managers, and these officers, 
in turn, organized a solicitation force of freight agents in charge 
of the various solicitation offices maintained by the lines in im- 
portant centers of the districts served. Travelling agents, com- 
mercial agents, contracting freight agents, and soliciting freight 
agents travelled the territories served by the lines soliciting 
business over the combinations of railroad routes that con- 
stituted the fast freight lines. Fast freight lines of the co- 
operative type had no corporate entities separate from the lines 
that they linked together as through routes. They earned no 
revenues, for the freight charges were paid to the station agents 
of the railroad companies. Contracts to ship freight over the 
lines were contracts to ship over the railroads that constituted 
the lines. The expenses of solicitation, advertising, and super- 
vision were borne by the cooperating companies and the rev- 
enues paid to the agents of the railroad transportation companies 
for the movement of traffic over the fast freight lines were 
divided or prorated among the member railroad lines in ac- 


cordance with agreed rules of division for joint or interline. 
business. 


The cars assigned to the fast freight lines were painted in 
distinctive colors or marked with a device or symbol which were 
the trade marks of the lines. The “Color Lines” used distinctive 
colors, while an anchor, an arrow, a sphere or planet, a cross, or 
a star was the brand of other fast freight lines. The distin- 
guishing symbols of these lines have been retained in later 
years to represent special expedited train services offered by 
the railroad lines themselves, and the term “symbol” train, 
which traces back to the fast through trains of the fast freight 
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routes, is now used to describe the through fast preference trains 
of present day railroad systems. 


Controlled Freight Lines 


Further steps in the consolidation of shorter railroads into 
larger systems in the last thirty years of railroad history has 
changed the styles in freight lines again. One type of organiza; 
tion that grew up in this period is the fast freight line with 
a separate and distinct corporate entity but owned or controlled 
by a single large railroad system. Lines of this type differ 
from the older cooperative type in that they have identities as 
corporations apart from the railroads that control them, and 
in that they are operated by and for the interest of one railroad 
and not several, as were the cooperative lines. These lines 
often own or. lease large numbers of special types of freight 
* ears, usually refrigerators, so that it is difficult to draw a clear 
line of demarkation between fast freight lines of this type 
and the special car lines. 

The Merchants’ Despatch was such a company line. Orig- 
inally a fast freight line operating over the lines of the New 
York Central and its connections, it became a large owner of 
refrigerator cars and specialized in the eastbound transportation 
of dairy and perishable products from the dairying districts 
served by the New York Central and its connection. Control 
was later acquired by the parent company and is now closely 
affiliated with the New York Central system. Although it main- 
tains its corporate identity as the Merchants’ Despatch Incorpo- 
rated, as owner of special equipment. The freight traffic repre- 
sentatives of the New York Central System now represent the 
Merchants’ Despatch and the reputation of the line for fast freight 
service is used as a trade asset by the N. Y. C. System. The Mer- 
chants’ Despatch also maintains an organization of field repre- 
sentatives to ascertain the needs of shippers for refrigerator 
equipment and to distribute refrigerator cars. Its white refriger- 
ator cars stenciled M. D. T., Merchants’ Despatch Transportation 
Company, the name of the old fast freight line corporation, are 
still used for the transportation of perishables and especially for 
the carriage of dairy products over the lines of the New York 
Central system. The company also operates cars of Eastern Re- 
frigerator Despatch, a merged company. The American Refriger- 
ator Transit Company and the Santa Fe Refrigerator Despatch 
are similarly controlled or merged car lines owning or leasing 
their equipment from the railroads to which they are subsidiary. 


Department Fast Freight Lines 


A number of fast freight lines, after the spread of railroad 
consolidation, were taken over and entirely merged with the 
controlling railroad companies and became special traffic organi- 
zations of these systems. When the Star Union Line was 
acquired in 1873 by the Pennsylvania Railroad it ceased to func- 
tion as a separate fast freight line over the lines of the Penn- 
sylvania east and west of Pittsburgh and became a department 
or bureau of the Pennsylvania. Separate solicitors for the 
Star Union Line were employed by the Pennsylvania for many 
years and cars stencilled with the star in a circle, the distinguish- 
ing symbol of the line were operated by the Pennsylvania. The 
good will and trade mark of the old Star Union were retained 
to advertise the through despatch service of the Pennsylvania 
via Pittsburgh. A separate Star Union Auditor was retained for 
many years as manager of the through traffic via this gateway. 
In the same way, the Anchor Line, which operated rail and lake 
service via the Pennsylvania and its connections and passenger 
and freight steamships on the Great Lakes, was operated as a 
rail and water fast freight bureau of the Pennsylvania System 
until the steamship interests were sold by the Pennsylvania to 
the Great Lakes Transit Corporation following the Panama 
Canal act, 1912, which prohibited railroads from owning or con- 
trolling steamship lines that offered competitive service, unless 


the specific authorization to do so had been obtained from the 
Commission. 


The trade marks of the Star Union, Anchor, and Empire 
Lines, in which the Pennsylvania was interested in the hey-day 
of fast freight lines, have been retained for their good will 
values. The solicitors of the Pennsylvania for many years rep- 
resented these routes and solicited business over them. It was 
not until the period of federal control of the railroad that these 
trade marked routes were featured in Pennsylvania solicitation. 
The importance of the contribution of these lines in building up 
fast freight service and the close connection between the trade 
marks of the fast freight lines and modern symbol trains is well 
illustrated by the naming, in April, 1925, of one of.the crack 
symbol preference freight trains “The Star Union Line.” This 
train operates westward daily from Atlantic seaboard points, 
via Pittsburgh to Chicago, carrying all classes of freight and 
making fourth morning deliveries. This train was renamed 
“The Star Union Line” after operating for some years as Symbol 
Train P, F. 1. 

In announcing the change from symbols to names for its 
preference trains, the management of the Pennsylvania, said in 
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part, that in selecting the names, the -old designation “Star 
Union Line” had been retained to perpetuate the name of the 
first through fast freight line ever operated between the east and 
the west, and the first to carry refrigerator cars.’ 


The War and Fast Freight Lines 


In the period of Federal Control, December 28, 1917, to 
March 1, 1920, the Railroad Administration abolished “off-line” 
railroad soliciting offices, reduced the size and expenses of 
railroad organizations that were more or less duplications of 
similar organizations of other roads, eliminated direct competi- 
tion, established the permit system of shipping, enforced the 
heavier loading per car of merchandise freight, restricted the 
shipping of non-essentials and luxuries, adopted short routing of 
freight regardless of the ownership of the rails constituting the 
routes, and otherwise restricted or abolished the services that 
the fast freight lines of the period were organized to perform. 

The first official order of the Railroad Administration (Gen- 
eral Order No. 1), instructed railroad managers, who were the 
appointees for the railroad systems selected by the Railroad 
Administration, to disregard shippers’ routing instructions when- 
ever speed and efficiency would be promoted by doing so. Traffic 
agreements among carriers were not permitted to stand in the 
way of such arrangements. The fast freight lines were without 
reason for being and were abolished. The lines that owned 


refrigerator cars continued to function under the Railroad Ad- 
ministration as car lines. 


Present Day Fast Freight Lines and Their Services 


The resumption of keen competition among the railroads 
for freight traffic following the return of the roads to their 
owners in 1920 has revived many fast freight lines as the names 
or distinguishing trade marks of special routes or services but 
not as separate corporations supplying through expedited serv- 
ices. The progress of railroad consolidation after the passage 
of the transportation act of 1920 has resulted in the establish- 
ment of longer systems in several notable instances and has 
obviated the necessity of independent or subsidiary through 
service companies. 

Keen inter-railroad competition has reviewed the need of 
competitive through routes and recent joint railroad solicitation 
has resulted in the revival of the time honored names of fast 
freight lines as through joint routes between important competi- 
tive centers. Fast freight services over individual lines are 
supplied now by the expedited arranged preference or despatch 
freight services of the various individual railroads. The com- 
binations of the fast freight services of several cooperating lines 
are sometimes designated as fast freight or despatch lines. A 
number of fast freight lines operate over the Delaware and 
Hudson. The National Despatch-Great Western Line operates 
between all D. and H. stations north of Mechanicville, New 
York, through Rouses Point, in connection with Grand Trunk. 
The R. W. and O. operates between points on the Delaware and 
Hudson north of Mechanjcville via Rouses Point and Rutland 
and the New York Central to western points. Another fast 
freight route is operated between all Delaware and Hudso. 
stations north of Mechanicville through Rouses Point in connec- 
tion with the Canada Atlantic Transit Line to western points, 
while others operate between Delaware and Hudson stations 
and the shipping and receiving points throughout the United 
States in connection with other rail lines. 


Over the lines of the Nickel Plate, other fast freight line 
service is operated as joint through routes. The Traders’ 
Despatch functions for the Nickel Plate, Lehigh Valley, and 
connections. The Interstate Despatch includes the lines of the 
Nickel Plate, Erie, and connections. The Lackawanna operates 
over the Delaware, Lackawanna, and Western, Nickel Plate and 
connecting lines, and the Nickel Plate Line, over the Nickel 
Plate, New York Central and connections. These lines provide 
through services over the lines of railroad in the routes between 
Chicago, Peoria, St. Louis, Indianapolis, Toledo, Detroit, Cleve- 
land, Erie, Buffalo, and the industrial and commercial centers of 


the east, in competition with other railroad systems and combina- 
tions of roads. 


The Reading has a number of fast freight routes operating to 
and from points in the west and south available to shippers 
of domestic and import and export traffic. In addition to the 
lines already mentioned the following are important: 

The Central States Despatch Route, via the Reading, Penn- 
sylvania Railroad (Cumberland Division), Baltimore and Ohio, 
and connections. 

The Blue Ridge Despatch Route, via the Reading, Western 
Maryland, Norfolk and Western, Chesapeake and Ohio, and con- 
nections. 

The Lackawanna and Wabash Route, via the Reading, C. R. 
R. of N. J., Delaware, Lackawanna and Western, Wabash, and 
connections. 


1Announcement, Pennsylvania Railroad System, April 5, 1925. 
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The Erie Despatch Route, via, the Reading, the Erie, and 
connections. 

The Commercial Express, via the Reading, the Erie, Grand 
Trunk, and connections. 

The Red Line, via the Reading, New York Central, and 
connections. 

The West Shore Route, via the Reading, New York Central, 
West Shore, and connections. . 

The Grand Trunk Despatch, via the Reading, New York 
Central, West Shore, Grand Trunk, and connections. 

The Blue Line, via the Reading, New York Central, Mich- 
igan Central, and connections. 

The North Shore Despatch, via the Reading, New York 
Central, West Shore, Michigan Central, and connections. 

The Ontario Central Despatch, via the Reading, C. R. R. of 
New Jersey, New York, Ontario and Western, New York Central, 
Michigan Central, and connections. 

The Southern States Despatch, via the Reading, W. M., 
N. and W., Southern Railway, and connections. 

Similar illustrations could be added to the above including, 
notably, the Dixie Despatch, that operates over the lines of the 
Pennsylvania Railroad and the Norfolk Southern and which has 
solicitation agents in a half dozen of the larger cities of the 
east and south. All these lines provide joint through despatch 
service. over several railroad lines at joint through rates. The 
services of fast freight lines or routes fall logically within the 
group of special railroad services just as do the fast or expedited 
freight services of individual carriers, and the merchandise 
and program car services fall within this group. No additional 
rates are charged for the service but extraordinary transporta- 
tion service is provided for the use of shippers at regular rates. 
The additional expenses of maintaining the services, if any, 
are discounted by the greater volume of traffic obtained for the 
lines constituting the routes. 


DELAY IN DELIVERY 


In the five days ended March 31, the case of F. E. Nellis 
and Company against the Chicago and North Western, involving 
shipments of grapes delayed in delivery at specified team tracks, 
was heard before Judge T. D. Hurley, of the Superior Court, 
Chicago. In 1923, when grapes were coming into Chicago from 
California, the complainant, fruit and vegetable distributors, 
stipulated that its incoming cars of grapes should -be delivered 
at the Clinton Street team tracks immediately after arrival in 
the city. This, the complainant contended, was not done until 
after considerable delay, resulting in loss. Because in previous 
years there had been considerable congestion at the Clinton 
Street tracks and the Grand Avenue tracks, in 1923 the carrier 
laid an embargo on grape shipments, providing that it could 
place shipments on any of its team tracks in Chicago. The em- 
bargo was lifted later, but the same provisions were published 
after that as “routing instructions” in a tariff supplement. It 
was the complainant’s testimony that, with such conditions ex- 
isting, grapes were all-over the city and greatly delayed in 
delivery, and a number of claims resulted. 

The complainant contended that the transcontinental tariff 
naming rates made no mention of the Nortth Western’s supple- 
ment with routing instructions. It was also contended that the 
North Western discriminated against the receivers of freight 
because it rented out a part of its Clinton Street facility, which 
was illegal under the Elkins act. 

The position of the North Western was that its “routing 
instructions” tariff was properly connected with the tariff nam- 
ing the freight rate; that the tariff provision was lawful and 
proper; that it was justified in publishing such a rule, and that 
it had the right to make deliveries on any team track available. 
A decision is not expected for another month. 


WAGE CONFERENCE ADJOURNS 

The wage conference between representatives of the train- 
men, engineers and firemen and the conductors’ organizations and 
the Western railroads’ committee of general managers, held at 
Chicago this week, adjourned until May 3, at the request of the 
men’s representatives. At the conference there was a general 
discussion of the request made by the employes for a level of 
wages approximating that in 1920, and also a statement and dis- 
cussion of the carriers’ financial position at the present. Because 
the trainmen desired to consider their request at greater length 
before making a contemplated change, it was agreed to adjourn 
until the later date. 


SEABOARD AIR LINE LEASES 


A report that the Seaboard Air Line had entered a tentative 
agreement to lease the South Georgia, a short line of 81.3 miles, 
and also the Georgia Northern, 67.5 miles, as connecting links 
in the Seaboard Air Line’s outlets from Tampa and Florida west 
coast points to the west, has been confirmed by President J. W. 
Oglesby, of the South Georgia, according to information from 
Quitman, Ga. 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Nebraska.) A freight rate once lawfully 
established continues to be the legal rate until legally cancelled. 
Subsequent tariffs naming new rates, without cancelling pre- 
vious rates, cannot carry the new rate into lawful effect.—McCaf- 
frey Bros. Co. vs. Chicago, B. & Q. R. Co., 207 N. W. Rep. 508. 

Parts of a supplement to freight tariff may be cancelled 
and the remainder of the supplement continue in effect.—Ibid. 

A tariff, or a supplement thereto, must be construed in its 
entirety, considering both the limitations on its title page and 
the rules contained therein. Supplements are a part of the 
tariff the same as though originally incorporated therein.—Ibid. 

A special supplement to a tariff issued by a railroad com- 
pany in form, pursuant to special permission of the Interstate 
Commerce Commission, and purporting to increase freight rates, 
is valid and effective if it fairly sets forth, when construed 
as an entirety, (1) the amendments made, (2) the cancellation 
of all original rates relating to the same service to which the 
amendments pertain, and (3) information as to where all changes 
from the original tariff that are effective on the date thereof 
may be found.—lIbid. 

Held, under the evidence in this case, special supplement No. 
7 to tariff issued by the Chicago, Burlington & Quincy Railroad 
Company, taking effect March 10, 1921, cancels all prior rates 
on the commodities therein enumerated, and the rates therein 
prescribed were legally in effect during the time the services 
set forth in plaintiff’s petition were performed.—Ibid. 


Railfoad Company, Making Mistake in Charge for Shipment, May 
Recover Difference from Shipper or Has Option of Suing 
Either Shipper or Consignee: 

(Supreme Court of Mississippi, Division B.) Where a ship- 
per ships goods to a consignee over a railroad whose rates are 
fixed by a public body, and such rates are made obligatory upon 
the railroad, and a mistake is made in the rate charged for such 
shipment, and the shipment is delivered to the consignee before 
such mistake is discovered, the carrier may recover the differ- 
ence in the rate paid and that required to be paid from the 
shipper. In such case it has the option to sue either the ship- 
per or consignee, unless it has made a binding contract to the 
contrary.—Gulf, M. & N. R. Co. vs. Riverside Brick & Mfg. Co., 
107 So. Rep. 193. 


Although ordinarily consignor of goods has primary obliga- 
tion to pay the freight charges, the parties may agree that the 
consignee will be looked to for payment of freight, and it is 
permissible to so contract.—Ibid. 


(Supreme Court of Illinois.) Shipper has burden of proof 
to show rate, of which it complains as excessive, was unrea- 
sonable.—Illinois Commerce Commission vs. Cleveland, C., C. & 
St. L. Ry. Co., 150 Northeastern Rep. 678. 

Order of Illinois Commerce Commission, not based upon 
foundation in evidence, should be set aside.—Ibid. 

Order Fixing Rate for Short-Haul Movement Held Based on Im- 
proper Foundation: 

An order of the Illinois Commerce Commission, fixing a 
freight rate for a short-haul coal movement, was based on an 
improper foundation, where it had its basis in a finding that 
the rate would presently be a certain amount instead of the 
amount charged by the carrier, if the same percentages of in- 
crease and decrease which were required to be made in freight 
rates generally had been made applicable to short-haul coal rates 
ee applied to a certain rate as it existed in a certain year.— 

Whatever errors may have been made in the past by the 
Illinois Commerce Commission as a rate-making power may 
be remedied by a new order fixing the proper rate, but the order 
must be based on a consideration of what a reasonable rate 
would be under present conditions without regard to previous 
errors in former orders fixing rates.—Ibid. 

Illinois Commerce Commission May in All Cases Designate 

Place of Hearing Before It, in Any County: 

Under the public utilities act, sec. 60, the Illinois Com- 
merce Commission may in all cases designate the place of a 
hearing before it, in any county which in its judgment shall 
be most convenient to the parties to be heard, whether the 
subject matter of the hearing is situate in one or several coun- 
ties.— Ibid. 

Where there is in a statute a particular enactment and also 
a general one, which in its general terms would include the par- 
ticular, the latter must be given effect and the general one taken. 
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to affect only such cases within its language as are not within 
the provisions of the particular enactment.—Ibid. 

Where the intention of a statute is clear, rules of interpreta- 
tion, inconsistent with that intention, must give way.—Ibid. 
Appointment by Illinois Commerce Commission of Its Trans- 

portation Rate Expert as Officer to Hold Investigations 


and Hearings Constituted Him “Officer” Empowered to Hold 


a Hearing: 

Appointment by Illinois Commerce Commission, under pub- 
lic utilities act, sec. 3, of its transportation rate expert as an 
officer to hold investigations, inquiries, and hearings, constituted 
such expert an officer within section 60, empowered to hold a 
hearing, the term “officer” of the commission, as used in the 
act, not referring to the holder of an office as defined in the 
Constitution, which applies only to state officers, but being used 
in its more popular sense, as one holding a position of trust 
and authority in any kind of an organization—civil, military, 
political, ecclesiastical, or social.—Ibid. 

(District Court, D, Oregon.) Tariff fixing rates must be 
strictly construed in accordance with the printed language.— 
Lothrop vs. Spokane, P. & S. Ry. Co.; Same vs. Oregon-Wash- 
ington R. & Nav. Co.; Same vs. Southern Pac. Co., 10 Fed. (2d) 
Rep. 225. 

In Determining Rate Chargeable, All Parts of Tariff Filed Should 

Be Considered: 

In determining rate chargeable, all parts of tariff filed should 
be considered, and, if plain meaning can be gathered therefrom, 
effect should be given to it, and tariff must be construed in its 
entirety, considering both limitations on its title page and rules 
contained therein.—Ibid. 

Where each section of tariff provided that lower rate in any 
other section should apply, though title of one section provided 
it should only apply to traffic consigned through to Hawaiian 
Island, held, that such section had alternative operation with 
previous sections, where rates covered transportation to sea- 
board only.—Ibid. 

Burden is with carriers to make and promulgate their rates 
_and charges.—Ibid. 

Rate Fixed by Traffic Bureaus Construed Liberally in Favor of 

Shipper in Case of Ambiguity: 

Traffic bureaus and organizations fixing rates for carriers 
act somewhat in legislative capacity to conserve their best in- 
terests, and rates, when presented to shipper and accepted, be- 
come a hard and fast contract, which is to be construed in case 
of ambiguity liberally in favor of shipper.—Ibid. 

Amendatory matter of bureaus fixing rates, because of later 
publication, abrogated that which preceded, if in positive deroga- 
tion thereof.—Ibid. 

If amendment of carrier’s tariffs, creates an ambiguity only, 
shipper is entitled to that”’eonstruction most favorable to him.— 
Ibid. 

Interstate commerce act, sec. 8 (Comp. St., sec. 8572), pro- 
viding for recovery of counsel fees from carriers, held to cover 
damage caused by charging unlawful rate or charge on lawful 
shipment of freight.—Ibid. 

Where plaintiff submitted cantinneeer as to reasonableness of 
attorney’s fees, and no counter testimony was presented, and 
defendants in neither arguments nor briefs questioned reason- 
ableness of claim, court will allow attorney’s fees as prayed.— 
Ibid. 

“Rate” Means Proportional 

Standard: 

In absence of evidence of custom or usage giving it a dif- 
ferent meaning, “rate” held used in interstate commerce act 
(Comp. St., sec. 8563 et seq.), and carrier’s tariffs, in its common 
meaning as a proportional estimation according to some stand- 
ard, and not in any peculiar sense, such as to deprive court of 
jurisdiction of action to recover overcharges. —Ibid. 

“Prescribed Rate” Defined: 

In view of Comp. St., sec. 8569, prescribed rate may consist 
of variety of elements, such as character of the commodity to 
be transported, distance of carriage, privileges and facilities 
accorded, and rules and regulations accompanying tariff, or im- 
posed by the Commission, and in order to find the rate all 
elements which produce it must be taken into account.—Ibid. 


Estimation According to Some 


CONDITION OF EQUIPMENT 

Freight cars in need of repair on March 15 totaled 165,258 
or 7.2 per cent of the number on line, according to reports filed 
by the carriers with the Car Service Division of the American 
Railway Association. 

This was an increase of 3,299 cars over the number reported 
on March 1, at which time there were 161,959 or 7.0 per cent. 
It was also a decrease of 23,661 cars compared with the same 
date last year. 

Freight cars in need of heavy repair on March 15 totaled 
116,585 or 5.1 per cent, an increase of 1,413 compared with 
March 1. Freight cars in need of light repair totaled 48,673 or 
2.1 per cent, an increase of 1,886 compared with March 1. 





THE TRAFFIC 








Vol. XXXVII, No. 15 


Shipping Decisions 
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Charterers Held Required to Pay Only Port Charges Enumerated 
in Charter Party: 

(Circuit Court of Appeals, Fifth Circuit.) Where a charter 
party in one clause bound owner to pay all port charges and 
pilotage, and in a subsequent clause bound charterers, in con- 
sideration of certain payment by owner, “to pay port charges 
at loading ports on outward cargo, viz., tonnage dues, custom- 
house fees, levee dues, quarantine fees, cost of fumigating, wharf- 
age watching, and outward pilotage,” held, charterers under latter 
clause were liable only for port charges enumerated.—Wilkens 
et al. vs. Trafikaktiebolaget Grangesberg Okelosund, 10 Fed. 
(2d) Rep. 129. 

Charterers held not liable under charter party to owner for 
item of pilotage from one dock to another, necessary only for 
purpose of bunkering.—Ibid. 

“Wharfage,” one of the port charges which charterers agreed 
to pay, held to include “shed hire,” which amounted only to a 
charge for storing cargo.—lIbid. 


Reference to Customs in Clause as to Loading and Discharging 

Held Not to Apply to Remainder of Charter: 

In charter clause allowing charterers certain number of days 
for loading, the phrase “customs and usages at the ports of load- 
ing and discharging to be observed, unless otherwise expressed,” 
held to refer to customs and usages as to allowance of Sundays, 
holidays, and bad weather days, etc., and not to refer to other 
clauses of the contract.—Ibid. 

Charge Must Be Lien on Vessel to Constitute a “Port Charge:” 

A charge must be a lien on a ship, either maritime or statu- 
tory, which vessel must pay before she is entitled to leave port, 
to constitute a “port charge.”—Ibid. 

Wharfage, Chargeable to Charterers, Held to Include “Dockage:” 

Wharfage, which charterers were bound to pay under char- 
ter party, held to include “dockage,” being charge assessed for 
number of days ship is at wharf.—Ibid. 

Construction of Dockage Charge Against Vessel as Valid Pre- 
ferred: 

Construction of dockage charge against vessel, based on ton- 
nage, which sustains it as a valid constitutional charge, is pre- 
ferred to one under which it would be rejected as void.—Ibid. 
Charge for Inspection of Cotton Before manne Held Not a 

“Port Charge: ” 

Charge for inspection. of cotton before loading by maritime 
committee or maritime branch of Cotton Exchange, not being a 
lien on ship, held not a “port charge,” payable by owner under 
charter party obligating owner to pay port charges.—lIbid. 
Outward Pilotage Clause Held to Cover Charge of Pilotage from 

Houston to Port Bolivar: | 

Under charter party clause, obligating charterers. to pay 
outward pilotage, charterers were required to pay charge for 
pilotage from Houston, the place of partial loading, as far as 
Port Bolivar, since, if vessel had proceeded directly from Hous- 
ton to sea, it would have passed through Port Bolivar.—Ibid. 
“Extra Port Charge” Clause Held to Cover Charge of Pilotage 

from Port Bolivar to Galveston Pier: 

Where charter party contemplated partial loading at Hous- 
ton, and completing loading at Galveston, under clause obligating 
charterers to pay “all extra port charges incurred at second 
port,” charterers were required to pay pilotage charge from 
Port Bolivar to the pier at Galveston as an “extra port charge,” 
it being'in addition to charges that would not have been incurred 
if the vessel had not stopped at Galveston to take on remainder 
of cargo.—Ibid. 

(District Court, D., Massachusetts.) In libel under suits in 
admiralty act (Comp. St. Ann. Supp. 1923, secs. 125114-1251144L) 
for damage to cargo, evidence held to make prima facie case 
for sub-charterer suing for delay—Palmer & Parker Co. vs. 
United States, 10 Fed. (2d) Rep. 214. 

That voyage was grossly mismanaged, causing damage to 
cargo, held not necessarily to imply liability by vessel or owner 
under Harter act (Comp. St., secs. 8029-8035), if vessel was sea- 
worthy at commencement of voyage, or if due diligence had been 
made to make her so.—Ibid. 

Vessel’s unseaworthiness, within Harter act (Comp. St., 
secs. 8029-2035), is to be determined as of date when it finishes 
loading and sails on voyage.—Ibid. 

Evidence held to show that vessel was unseaworthy, because 
of failure to dry-dock and clean bottom of barnacles when it 
commenced voyage, resulting in delays, damaging cargo.—Ibid. 

Defenses based on Harter act (Comp. St., secs. 8029-8035) 
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were not available, where due diligence was not exercised by 
charter owner to make vessel seaworthy, though failure was due 
to financial straits—Ibid. 

United States is not liable in personam under suits in ad- 
miralty act (Comp. St. Ann. Supp. 1923, sec. 125114-12514L), 
if there was no liability in rem against vessel.—Ibid. 

Maritime lien act (Comp. St., sec. 7783 et seq.) applies only 
to persons furnishing repairs, supplies, or other necessaries, and 
not to libel by sub-charterer for damages to cargo resulting 
from delay due to unseaworthiness.—Ibid. 

Evidence held to show that sub-charterer did not know that 
vessel belonged to United States Shipping Board, and was not 
lacking in due diligence in failing to ascertain such fact.—Ibid. 

It is general knowledge that practice of United States Ship- 
ping Board in letting its vessels to persons financially irrespon- 
sible occasions much loss to mercantile and shipping concerns 
dealing with such vessels in good faith.—Ibid. 

Delays and retrogressions, due to unseaworthiness of vessel, 
caused by barnacles from bottom, held not “deviation,” abrogat- 
ing contract of carriage, and rendering it absolutely liable for 
cargo.—Ibid. 

Under suits in admiralty act (Comp. St. Ann. Supp. 1923, 
secs. 125114-1251144L), United States Shipping Board was liable 
to sub-charterer for damages caused by unseaworthiness, where 
sub-charterer had no knowledge that vessel belonged to Shipping 
Board, notwithstanding provisions of original charter forbidding 
charterer from subjecting vessel to liens.—Ibid. 

United States Shipping Board vessel held not liable to sub- 
charterer for delays caused by charterer.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Where ship had 
showed that loss was within exceptions in bills of lading, libel- 
ant had the. burden to show some fault in stowage or care of 
cargo, amounting to negligence on part of ship, Harter act 
(Comp. St., secs. 8029-8035) being inapplicable—The Bencleuch, 
10 Fed. (2d) Rep. 49. 

More than usual damage from breakage is not prima facie 
evidence of negligence in stowage.—lIbid. 

In libel for loss due to damages to lemons shipped, evidence 
held to show that the cargo was properly stored.—Ibid. 

Ship, having no part in discharge of cargo, is not liable after 
cargo clears the rail.—Ibid. 

Use of slings in unloading cargo of lemons held improper.— 
Ibid. 

Libelant being entitled to recover damages to lemons during 
unloading and transferring on wharf, but not damages during 
shipment, the burden rests on him to show the recoverable dam- 
ages, separate and distinguished from non-recoverable damage. 
—Ibid. 

Where bills of lading exempt the company from any claim, 
notice of which was not given before removal of goods, damage 
may not be recovered for any goods removed before notice, and 
a libel filed in rem against the ship is not a compliance with 
such requirement.—Ibid. 

Amendment of answer setting up clause in limitation of lia- 
bility, applied for before reference ordered by trial judge had 
begun, and which sought to set up matters relevant only on the 
reference, held erroneously refused.—lIbid. 

Clause in bills of lading exempting company from any claim, 
notice of which was not given before removal of goods, did not 
apply as to lemons seized and condemned by the board of health. 
—Ibid. 

Admission in bills of lading that lemons were received in 
apparent good order and condition goes no farther than to cre- 
ate prima facie proof that lemons, so far as visible, were not 
damaged, and was not proof that fruit was inherently sound.— 
Ibid. 

Where there was a delay of two years after filing of libel, 
for which libelant is responsible, interest will not run during 
such delay.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) In absence of 
any proof as to how much breakage of boxes of lemons occurre1 
in holds, libelant, seeking to recover for negligent handling of 
the boxes on the wharf on unloading, may take, as one term in 
its calculation, the usual amount of breakage in such cargo.— 
The Ellerdale, 10 Fed. (2d) Rep. 53. 

Shipping company could limit its liability for damages to 
cargo of lemons by declared or invoice value of lemons, as pro- 
vided by bills of lading, notwithstanding that motion to amend 
to set up such limitation clause was not made after having been 
refused in companion case, tried at same term.—Ibid. 

Where bills of lading exempted company from liability from 
any claim for goods removed before giving of notice, libelant 
has burden of showing what goods were removed after the giv- 
ing of notice.—Ibid. 

Where bills of lading did not show condition of lemons when 
shipped, libelant, to recover value of lemons condemned by 
board of health and removed at landing wharf, must show such 
condition and is entitled. to recover value of lemons condemned, 

so far as he succeeds in showing what decay was caused by 
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breakage in handling on pier, or by delay due to confusion in 

marks or breakage.—lIbid. ; 

Alleged Agency of Steamship Company for Undisclosed Principal 
Held Not to Relieve It from Liability for Negligent Stowage: 
(District Court, S. D., New York.) Permitting steamship 

company to escape liability for negligent stowage of lemons, on 

ground that it acted only as agent for an undisclosed principal, 
held unwarranted, bills of lading on forms of that company hav- 
ing been used, without any disclosure of the agency or any proof 
of it at trial—Fiorita & Amoroso vs. Cunard S. S. Co., Lemon 

Importing Co., Inc., vs. Same, 10 Fed. (2d) Rep. 244. 

Liability for Improper Stowage Held Not Relieved by Statute or 
Bill of Lading: 
Exception in bill of lading of “breakage, * * *  insuffi- 

ciency in strength of wrappers and packages, * * * whether 

* * * injury * * * therefrom be occasioned by * * * 

negligence * * * of * * * persons * * * in the _ service 

of the company,” was void under Harter act, secs. 1, 2 (Comp. 

St., secs. 8029, 8030), and, if not, was not available to carrier, 

which by bad stowage of lemons in boxes, without planking to 

distribute weight, contributed to the damage.—Ibid. 

Bill of Lading Provision Held Not to Relieve from Liability for 
Damages Contributed to by Bad Stowage: 

Clause stamped on bill of lading of boxes of lemons, to the 
effect that, “owing to packages being exceedingly frail, shippers 
agree that no claim shall be made against shipowners for short- 
age of packages or cost of cooperage,” held applicable to claims 
wholly due to insufficiency of the package, and not to claims for 
damage to which carrier had contributed by bad stowage.—Ibid. 
Written Notice Unnecessary, Under Requirement of Notice of 

Claim Before Removal of Goods: 

Bill of lading provision that carrier is not liable for claims, 
unless notice thereof is given before removal of goods, does not 
require written notice, but does require that notice be not merely 
of damage, but of intention to claim payment of damage.—Ibid. 
Provision for Notice of Claim Before Removal of Goods Held 

Sufficiently Complied With: 

Notice to person in charge of one of steamship freight de- 
partments and to dock superintendent that he did and would 
claim to recover for damages to shipment, gven after auction 
sale of part of shipment of lemons, held sufficient compliance 


with bill of lading, requiring notice of claims before removal of 
goods.—Ibid. 


ULTIMATE DESTINATION CASE 


Attorney-General Sargent has ruled, formally, that a British 
ship may load gasoline at California ports, bring it to New 
Orleans, there have it unloaded, mixed with gasoline from the 
mid-continent field and the blended product taken to a foreign 
port, without violation of section 27 of the merchant marine act, 
1920. The question was submitted to him by Secretary Hoover, 
of the Department of Commerce, because the commissioner of 
navigation, one of his bureau officials, had made a contrary rul- 
ing. Mr. Sargent disposed of the question on the “ultimate 
destination” doctrine or rule. The ruling, while dated Feb- 
ruary 4, has only now been made public. It is as follows: 


I have the honor to acknowledge receipt of your letter of January 
4, 1926, stating that the Anglo-Mexican Petroleum Company (Ltd.), 
a British corporation, proposes to purchase California gasoline for 
shipment to and distribution in England. It is stated that before the 
gasoline can be used in England it must be mixed with mid-continent 
gasoline. The company proposes to transport the gasoline from Cali- 
fornia to New Orleans, where the California gasoline will be landed, 
mixed with mid-continent gasoline, and the mixture will then be 
transported to England, the original destination. The entire trans- 
portation will be in British flag vessels owned by the company. 

The exact purpose of the company is stated by it as follows: 

It is the corporation’s purpose to transport the gasoline from 
California to its intended destination in England by its own British 
flag vessels, and in the course of such transportation to mix the 
gasoline at New Orleans as already described, which mixing will, of 
course, necessitate landing and reloading at New Orleans, continuing 

_ the transportation of the gasoline—as so mixed—to the intended 
destination in England in the same vessels, owned by the corporation, 
that began the transportation from California.” 

It is contended by the Commissioner of Navigation that pro- 
posed transportation from California to New Orleans in a foreign 
vessel will constitute a violation of section 27 of the Merchant Marine 
Act of 1920. My opinion, therefore, is requested whether or not the 
— ee will be in violation of the Merchant 

ne Act. 


Section 27 of the Merchant Marine Act of 1920, c. 250, 41 Stat. 999, 
reads in part as follows: ’ 

“That no merchandise shall be transported by water, or by land 
and water, on penalty of forfeiture thereof, between points in the 
United States, including Districts, Territories, and possessions thereof 
embraced within the coastwise laws, either directly or via a foreign 
port, or for any part of the transportation, in any other vessel than a 
vessel built in and documented under the laws of the United States 
and owned by persons who are citizeris of the United States, or vessels 
to which the privilege of engaging in the coastwise trade is ex- 
tended by sections 18 or 22 of this Act: * * *,” 

It must be borne in mind that the evident purpose of section 27 
is to secure to American vessels the coasting trade of the United 
States and to prohibit the use of foreign vessels in such trade. 

From the statement of facts presented it is apparent that the 
destination of the California gasoline from the time it is taken aboard 
the British vessel at a California port to the time it reaches its final 
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destination, is a foreign port. Section 27 of the Merchant Marine Act 
relates only to domestic commerce and transportation thereof be- 
tween ports of the United States. The Act indicates no purpose to 
- regulate foreign commerce. To hold that the indicated transporta- 
tion will be in violation of section 27, necessarily requires a deter- 
mination that the transportation from California is complete upon 
arrival at New Orleans, This view can not be accepted, as the 
destination of the California gasoline is at all times a foreign port, 
and the continuity of the transportation to the ultimate destination 
is merely temporarily interrupted at New Orleans for the purpose of* 
mixing the gasoline with a like product of higher grade. The product, - 
however, remains the same, and the identical gasoline taken aboard 
at the California port is to be transported to and consumed in a 
foreign country. 

So long as the ultimate destination of the American product is 
a foreign port, and the product is eventually transported to its 
ultimate destination, the mere fact that the continuity of the trans- 
portation is interrupted by stoppage at an intermediate American 
port does not constitute a violation of section 27. The Supreme 
Court, in the Bermuda, 3 Wall. 514, 553, said: 

“It makes no difference whether the destination to the rebel port 
was ulterior or direct; nor could the question of destination be 
affected by transshipment at Nassau, if transshipment was intended, 
for that coyld not break the continuity of transportation of the cargo. 

* ” 


A transportation from one point to another remains continuous, 
so long as intent remains unchanged, no matter what stoppages or 
transshipments intervene. 

Referring to the decision in The Bermuda case the Attorney 
General, in 32 Op. 350, 352, said: 

“Clearly whether successive voyages are connected by a common 
plan is a question of fact to be determined from the circumstances of 
each individual case. Applying the test laid down by. the Supreme 
Court to the circumstances of the present case, it is apparent that 
the facts fall short of showing that the continuity of the voyage has 
been broken.”’ 

That the ultimate destination is dependent on the intent of the 
shipper and not on the eontract of shipment was decided by the 
ae un Court in B. & O. Railroad Co. vs. Settle et al., 260 U. S. 
166, ¥ 

The rule laid: down by the Supreme Court in The Bermuda case 
was applied by the Attorney General to the transportation of 
American grain in foreign vessels from an American port to a 
Canadian port and thence to an American port. 34 Op. 355. In that 
opinion the Attorney General said: 

“It can be determined only from the facts presented in each case 
whether there existed such an intent to transship the grain to an 
American port or place as would constitute a continuous transporta- 
tion and result in violation of section 27 of the Merchant Marine Act; 
or whether, in the absence of such intent, the continuity of the 
transportation was broken upon arrival at the foreign port and the 
grain entered into the commerce of the foreign country and lost its 
identity as an American product.’’ 

From the facts presented, it appears that, although the trans- 
portation will be interrupted at New Orleans, the continuity thereof 
will not be broken, as the intent remains throughout that the identical 
American product is to be transported to a foreign destination. The 
tontinuity of the transportation, although interrupted at New Or- 
leans, remains unbroken and unchanged until the product reaches its 
final destination. 

I have the honor to advise you, therefore, that in my opinion 
the transportation outlined in the statement of facts presented, will 
not constitute a volation of section 27 of the Merchant Marine Act. 


E. H. Duff, counsel for the American Steamship Owners’ 
Association, has asked the Shipping Board to request Attorney-- 
General Sargent to review his ruling in the Anglo-Mexican 
Petroleum Co., Ltd., matter in which he held that transiting 
California gasoline at New Orleans and sending the product 
of the mixing at that point would not be in violation of section 
27 of the merchant marine law. Mr. Duff is of the opinion that 
the ruling is contrary to the intent of the law and that if the 
attorney-general will not change his opinion steps should be 
taken by the Shipping Board and the steamship owners to have 
the statute changed so as to bring such a movement within the 
terms of the prohibition that now keeps foreign ships out of the 
coastwise trade. 

Chairman Scott of the House committee on merchant marine 
and fisheries has also discussed the matter with Shipping Board 
men. His idea is that if the attorney-general adheres to his 
ruling there should be legislation of the character indicated 
by Mr. Duff. 

The Shipping Board was brought into the matter on account 
of its large investment in ships engaged in the coastwise trade. 

Chairman O’Connor said the Shipping Board would transmit 
Mr. Duff’s letter to the Attorney-General without comment. He 
indicated that the board would do nothing else in the matter 
at this time, and that the case was one for handling by the 
navigation department of the Department of Commerce. 


OCEAN COMMERCE STUDY 


In the third of a series of analyses of foreign trade fluctua- 
tions in the fiscal years 1924 and 1925, it is noted by the Bureau 
of Research of the Shipping Board, that the 1925 foreign com- 
merce of the Pacific coast states was more than 1,000,000 tons 


less than that of the previous year. In a summary of its study, 
the bureau says: 


More than half of this decline is due to decreases in exports 
of grain and lumber from Portland and Astoria. The ‘1924 grain 
movement of more than 900,000 tons through these ports was 
reduced by approximately one-half in 1925, and their lumber ship- 
ments fell from 660,000 tons in 1924 to 485,000 -tons in 1925. In- 
creases in traffic in other commodities reduce the net cargo ton- 
nage less of the state of Oregon to approximately 590,000 tons. 

California’s total cargo tonnage movement in 1925 was 90,000 
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tons less than that of 1924 as a net result of a number of shifts 
in trade and fluctuations in commodity movements. San Fran- 
cisco Bay exports of petroleum and grain declined 130,000 tons 
and 100,000 tons, respectively, but a rise of 72,000 tons in imports 
of sugar, vegetable oils and nuts and increases in exports of 
fruits, vegetables, cotton and tobacco reduced the 1925 deficit 
in the total foreign trade of that district to 64,000 tons. That 
this decline is chargeable to shift in trade activities is evidenced 
by the fact that the 1925 intercoastal trade of San Francisco Bay 
with Atlantic and Gulf Ports was 270,000 tons greater than in 
1924. Another example of shifting trade is apparent in the 
export of petroleum. In addition to the 130,000 tons decline in 
San Francisco Bay oil exports above noted, the outward movement 
from Port San Luis fell from 690,000 tons in 1924 to 270,000 tons 
in 1925. However, the increase in Los Angeles petroleum exports 
from 2,600,000 tons in 1924 to 3,200,000 tons in 1925, brings the 
total 1925 oil export of the state to an increase of about 50,000 
tons over the 1924 movement. The lumber ports, Casper, Eureka, 
Fort Bragg, Mendocino and Noyo show a decline of 55,000 tons in 
their 1925 exports. 


The 1925 total foreign commerce of Los Angeles was approx- 
imately 450,000 tons greater than the 1924 total. The above- 
mentioned 600,000 tons increase in oil exports, together with 
reduction of 100,000 tons in lumber imports and 40,000 tons in 
cement imports, were the principal factors affecting the total 
cargo movement of the port. 

The foreign trade of San Diego, in 1925, amounted to 34,000 
cargo tons, an advance of 25 per cent over the 1924 total. In- 


creases in cement imports and cotton exports contributed to the 
increase. 


The 1925 total foreign commerce of the state of Washington 
decreased from 3,210,000 tons in 1924 to 2,873,000 tons in 1925, in 
consequence of a 400,000-ton reduction in the exports of grain 
and lumber through Seattle and Tacoma. An increase of 54,000 
tons in imports and increases in export tonnage of other com- 
modities reduced the decline in the foreign commerce of the state 
to 337,000 tons. 


NEW FUEL FOR STEAMSHIPS 
The Trafic World New York Bureau 


Interest is being shown by steamship officials in tests that 
will be made to determine the practicability of pulverized coal 
as fuel on vessels. The Fuller-Leigh equipment, which will be 
used for the first experiment, is now being assembled at. the 
League Island Navy Yard at Philadelphia. Several government 
departments, including the Shipping Board, the Bureau of Mines, 
and the Navy, will cooperate in the tests. 

Shipping men have been seeking a cheaper substitute for 
fuel oil. Several firms recently perfected pulverized coal burn- 
ing apparatus, which they claim can be adaptable to steamship 
use. 

P. A. S. Franklin, president of the International Mercantile 
Marine, recently declared, on returning from Europe, that if the 
cost of fuel oil continued to rise steamship companies would be 
forced to revert to coal burners. 

The cheapest grade of coal can be used in the pulverized 
burner, and it is claimed that the sayings will be tremendous 
if the burner can be adapted to ship use. One of the features 
is that a crusher is carried on ship that will pulverize the coal, 
which will then be drawn to the burner by air. The present 
fuel oil burner can be used for the coal in its pulverized state. 

One of the most enthusiastic of the men awaiting the trials 
is Captain C. A. McAllister, president of the American Bureau 
of Shipping, a member of the fuel conservation committee of 
the Shipping Board. The latter committee has already effected 
great savings in fuel costs on government vessels, and welcomes 
any new device which will make the savings still greater. 


OCEAN RATES TREND UPWARD 


The Trafic World New York Bureau 


Moderate advances in full cargo rates on grain, together 
with an improvement in traffic on the regular liners in the last 
few days, have created a more optimistic sentiment in shipping 
circles, where it is felt that the trend for the near future. will be 
upward. The gains have not yet been sufficient to justify any 
large degree of bullishness, but it is felt that rates have touched 
their lowest level for some time. Some ships are still going out 
in ballast. A few are still arriving with coal ordered abroad 
before the end of the mine strike here, but these are the tail-end 
of the movement which upset the ship charter market for more 
than six months. 

Fixtures of vessels for grain this week, while not numerous, 
were generally two to three cents a hundred pounds above the 
previous week’s rates, with indications that any substantial de- 
mand would bring a further increase. Rates for the opening of 
the season at Montreal were about two cents lower than at the 
start of navigation last year. Business has been light to the 
present, due to the unwillingness of owners to accept rates lower 
than those which they believe are in sight. 

Coal rates were steady at the level prevailing recently. An 
additional vessel was fixed to Italy $2.30 a ton for April load- 
ing. Shippers offered $3.10 a ton for coal to Rio. There were 
indications that higher rates would be obtained later for May 
loading. 

The lumber market was inactive this week, as charterers 
seemed to have covered most of their immediate requirements. 
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April 10, 1926 


Reports from the Gulf showed expectation of a healthy traffic in 
wheat from that region. At the moment, however, chartering 
for the Gulf movement has not been active, as shippers are fol- 
lowing the habit, acquired in recent months, of waiting for rates 
to go lower. 

Compared with the same month a year ago, the vessel move- 
ment in and out of the Port of Philadelphia in March showed an 
increase of 99 ships with a gross tonnage of 170,000, according 
to a report of the Commissioners of Navigation. Arrivals and 
sailings of vessels in the foreign trade increased 32, with a ton- 
nage of 73,000. Total arrivals and sailings during the month 
aggregated 350 of 1,566,000 tons, against 318 of 1,492,000 tons in 
the previous year. 

It is learned here that Wilmington, North Carolina, is to be 
opened shortly as a port for tobacco shipments. 

Among the matters to be discussed at the international ship- 
ping conference in London April 14 to 16 are the following: Fur- 
therance of work already undertaken on such questions as double 
taxation, flag discrimination, safety of life at sea, relations with 
other international bodies, means to be adopted for bringing into 
effect international conventions already adopted, and the policies 
to be pursued at the forthcoming sanitary conference and the 
international meeting on emigration. Certain new issues, such 
as a special freeboard on tankers, will also be discussed. 

A. W. Parry, Jr., manager of the Atlantic, Gulf and Orient 
Steamship Company, has been elected chairman of the North 
Atlantic-Far East Conference for three months, succeeding E. C. 
Trainor of the Nippon Yusen Kaisha. 

Further alignment of interests on the Butler bill, to equalize 
joint rail and water rates from the interior to foreign destinations 
by way of every port of each coast region, has been noted. At a 
meeting of New England business concerns in Boston, under the 
auspices of the Boston Maritime Association, a resolution was 
adopted expressing support for any legislation that may have 
the approval of the Interstate Commerce Commission to estab- 
lish parity of rail rates and equality for all ports in export and 
import traffic. 


THEFT AND PILFERAGE CAMPAIGN 
The Traffic World New York Bureau 


Plans undertaken by railroads, shipping and marine interests 
in the port of New York to cut down serious losses due to theft 
along the waterfront were outlined by Cornelius H. Callaghan, 
chairman of the joint committee, in an address this week at 
the annual dinner of the New York Boat Owners’ Association. 

Mr. Callaghan said that substantial progress had been made 
on remedial measures which are expected to result in consid- 
erable savings. ; 

Officials of the states of New York and New Jersey, and 
authorities of the city of New York, have promised support in 
carrying out the policies of the committee, which were described 
by Mr. Callaghan as follows: 


(1) Amendment to city ordinance to be passed by the city alder- 
men regarding junk boat operators, licenses, etc. 
_ (2) Necessary action by the legislatures of New Jersey and New 
York regarding the treaty of 1832 so that New York and New Jersey 
may be permitted to exercise police’ supervision and protection of 
their own waterfront. : 
_ (3) A policy to be worked out by the police department of the 
city of New York for the complete supervision of the harbor and for 








POSITIONS WANTED OR OPEN 


WANTED—Traffic man, industrial experience, capable; must know 
commission practice. State age, married or single, experience in de- 
tail, references, when available, and salary. Vacancy now. Address 
I. C. E. 915, care Traffic World, Chicago, Ill. 


POSITION WANTED—With Chicago industrial concern by rate 
quotation clerk, familiar with quotation of rates all territories and 
I. C. C. rulings, ten years’ traffic experience. Address O. O. R 
care Traffic World, Chicago, Ill. 








POSITION WANTED—By live wire with, industrial and com- 
mercial experience. Knowledge of rates, routings, classification and 
commission rulings. Must promise good future. References. Now 
employed. Address R. A. V. 909, care Traffic World, Chicago, Ill 





POSITION WANTED—Traffic manager fully qualified, desires 
position industrial, commercial concerns; fifteen years’ railway trans- 
portation service, three years’ commercial. Now employed, looking 
hew field any location. Good reference; age 36; married. Address 
C. J. B., care Traffic World, Chicago, Ill. 








_ FOR SALE—Audit and Traffic Service Corporation, doing business 
in Chicago eight years, with tariff file and furniture. May be bought 
Separately. Address T. L. A. 913, care Traffic World, cago, Ill 








FOR SALE—Several cars newly manufactured oak railroad ties. 
Also several cars switch timbers and $3 inch plank. Ready for im- 
mediate shipment. L. E. Pearson, Edwardsburg, Mich. 
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states of New York and New Jersey and the city of New York mak- 
ing the penalty sufficiently severe to act as a deterrent in the pre- 


—e of robbery of vessels or cargoes that may be on the docks, 
etc. 


(5) Through investigation and cooperation from the Federal au- 
thorities in assisting to prevent acts of crime in the harbor and par- 
ticularly some modification of the present system of issuing licenses 
to junk boats without investigation. 

(6) Recommendation to the owners of vessels in the harbor of New 
York of a standard form of notice to be given to masters and crews 
and consipicuously posted on vessels that the sale of junk or equipment 
from vessels to junk boats is strictly prohibited and no material shall 
be disposed of from a local vessel in the harbor without the written 
consent of the owners. 

(7) Recommendation to steantship, railroads and warehouse com- 
panies that thorough investigation be made of the present system and 
personnel of those in charge of property and cargoes that any laxity 
permitting theft of cargo be corrected and all those engaged in the 
conduct of the operation of docks, receiving and handling cargoes, 
warehouses, railroad terminals, etc., be held to strictest accountability 
in this respect. 


RATE CONFERENCE PROTEST 


The Traffic World Washington Bureau 
Attorney-General Sargent has advised the Shipping Board 
that the Department of Justice is of the opinion that the board 
has jurisdiction over ocean freight rate conference agreements. 
The ruling was made in connection with the protest of the 
Maple Leaf Milling Company of Canada against the Levant 
steamship conference. Chairman O’Connor, of the Shipping 
Board, had asked the Attorney-General to instruct the district 
attorney at New York to withhold action on the protest of the 
Maple Leaf company that the anti-trust laws were being violated 
by the conference agreement. In his letter to Chairman 
O’Connor, Mr. Sargent said: 


The shipping act expressly excepts from the operations of the 


ALBANY, Wi. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 
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FREE MERCHANDISE BONDED 
Serving large National Distributors 474 Everett 
Write or wire ys for information and rates 13th and Everett Sts. 





THOSE WHO CARRY ON NOW 
REAP BIG REWARDS | 


This is the season when it is easiest to discontinue study. But the 
other fellows failure to continue self-improvement is your opportunity. 

Some can’t resist that first breath of Spring air. It’s a safe bet, 
however, that the man who can resist the temptation of -Spring is also 
the one who can weather a blizzard. Business needs men who can stick 
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CA Single Subject. Well Taught! 


We teach, by actual practice, traffic management and traffic law, 
and nothing else. The comprehensive text material includes every practical 
form used by the foremost traffic men in their daily work. It is the 
one course that really helps you to become an executive type traffic man 
—a big pay man. ‘ 

We conduct both resident classrooms and instruction. by mail. Both 
are thorough and complete. Write us for free catalog, specifying your 
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anti-trust laws all agreements made under the provisions of sec- 
tion 15 thereof, and approved by the United States Shipping Board. 

The department has concluded that the Shipping Board 
should pass upon the agreement in question before any further 
action be taken under the anti-trust laws, and the United States 
attorney at New York has been advised accordingly. 


This ruling conforms to the board’s view of the matter and 
Chairman O’Connor indicated there was nothing further to be 
done by the board until protest against the conference agreement 
had been made to the board. 


CONSTRUCTION LOAN FUND 


Senator Jones, of Washington, has introduced a bill (S. 
3896) amending Section 11 of the merchant marine act so as to 
empower the Shipping Board to increase its ship construction 
loan fund to $125,000,000. A similar bill is pending in the House. 


COMMISSIONERS AT WHITE HOUSE 


Chairman O’Connor, of the Shipping Board, conferred with 
President Coolidge, April 7. He said the visit was simply. one 
of his frequent calls on the President to go over the general 
shipping situation. He said he usually saw the President about 
once each week. Commissioners Hill and Teller also called at 
the White House the same day, but did not see the President. 


PLUMMER GOES ABROAD 


Commissioner Plummer, of the Shipping Board, sailed from 
New York, April 7, on the President Harding for London where 
he will go over traffic matters with Capt. W. F. Purdy, head 
of the European office “of the board. The commissioner timed 
his trip to London so as to be there while the International 
Shipping Conference is in session. One of the matters to be 
discussed at the conference is the subject of flag discrimination. 
Commissioner Plummer expressed apprehension that under that 
heading, the question of opening the coastwise trade to foreign 
flag ships might be brought up, and indicated he wished to be 
in London to oppose any such suggestion. 


SALE OF VESSEL REPORTED 


The Shipping Board has approved the sale of the East Chi- 
cago, a cargo vessel of 5,340 deadweight tons, to Swayne & 


Hoyt, Inc., of San Francisco, for $36,000. The vessel is laid up 
in the James River. 


BIDS FOR ORIENTAL LINE 


The Shipping Board, April 6, received bids from R. Stanley 
Dollar and W. B. Keene for the American Oriental Mail Line, 
the Dollar bid being $4,500,000 or $900,000 for each of the five 
President-type combination cargo-passenger vessels used by the 
line, and the Keene bid being $4,000,000 or $800,000 for each 
ship. Mr. Dollar submitted his bid as president of the Admiral 
Oriental Line which is the managing agent for the American 
Oriental Mail Line. Mr. Keere, formerly vice-president in charge 
of traffic of the Fleet Corporation, bid on behalf of a Seattle 
corporation to be organized. He did not disclose the names of 
his associates. Mr. Keene recently returned to Washington 
from Seattle where he interested persons there in the proposal 
to buy the line which operates between Seattle and the Orient. 

The Dollar bid exceeds by $1,500,000 the original bid sub- 
mitted by Mr. Dollar. Checks for 2% per cent of the amounts 
bid accompanied the offers. The successful bidder must Day 
an additional 22% per cent of the purchase price on delivery of 
the ships and pay the remainder in fifteen years. 

The board referred the bids to President Crowley, of the 
Fleet Corporation, for a recommendation. 


RAILWAY OPERATING RESULTS 


Class I railroads for the first two months this year earned 
on their property investment at the annual rate of return of 
4.60 per cent, according to reports filed by the carriers with the 
Bureau of Railway Economics. This is based on reports from 
188 Class I roads representing a total mileage of 237,026 miles. 


The rate of return for the first two months in 1925 was 4.76 
per cent. Continuing, the bureau says: 


The net railway operating income of the Class I roads for 
January and February of this year totaled $129,013,855 compared 
with $131,211,226 for the same period last year. The net railway 
operating income is what is left after the payment of operating 
expenses, taxes and equipment rentals but before interest and 
other fixed charges are paid. 

Gross operating revenues for the two months period aggre- 
gate $941,199,695 compared with $940,225,049 for the same period 
last year. Operating expenses for the two months this year 
totaled $739,239,111 compared with $739,668,694 during the same 
period last year. 

Maintenance expenditures in January and February this year 
amounted to $323,949,540, an increase of nearly $2,000,000 over the 
same period one year ago. Expenditures for maintenance of 
equipment amounted to $206,294,289, a decrease of $3,677,236 under 
those for the first two months one year ago. Maintenance of way 
expenditures amounted to $117,655,251, an increase of $5,675,859 
compared with the corresponding period last year. 

,For the month of February alone, Class I railroads had a net 
railway operating income of $6,289,297 compared with $65,151,053 
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in February last year. Gross operating revenues for the month 
amounted to $460,204,236, compared with $455,193,305 in February 
1925 while operating expenses totaled $360,590,396 compared with 
$355,693,648 during the same month last year. 

Thirty-four Class I railroads operated at a loss in February, 
of which sixteen were in the Eastern, one in the Southern and 
seventeen in the Western district. 

Class I railroads in the Eastern district had a net railway 
operating income for the first two months this year of $58,762,475 
which was at the annual rate of return of 4.95 per cent of their 
property investment. For the same period last year, their net rail- 
way operating income was $63,544,276 which was at the annual 
rate of return of 5.43 per cent. Total gross operating revenues 
of the Class I railroads in the Eastern district for the two months’ 
period this year amounted to $462,971,491, a decrease of one per 
cent under the corresponding period one year ago, while gross 
operating expenses totaled $373,092,850, a decrease of three-tenths 
of one per cent compared with the same period last year. 

For the month of February, the net railway operating income 
of the Class I roads in the Eastern district amounted to $28,568,309 
compared with $32,457,823 in February, 1925. 

In the Southern district, Class I railroads during the first two 
months this year had a net railway operating income of $26,457,414, 
which was at the annual rate of return on their property invest- 
ment of 5.97 per cent. For the same period last year, their net 
income amounted to $24,973,275 which was at the annual rate of 
return of 5.67 per cent. Gross operating revenues of the Class I 
railroads in the Southern district for the two months’ period 
totaled $146,403,745, an increase of 8.6 per cent over the same 
period the‘ year before while operating expenses amounted to 
$107,439,418, an increase of 7.1 per cent. 2 

The net railway operating income of the Class I railroads in 
the Southern district in February amounted to $13,588,365 com- 
pared with $13,521,655 in February last year. 

~Class I railroads in the Western district for the first two 
months this year had a net railway operating income of $43,793,966 
which was at the annual rate of return of 3.72 per cent. For the 
first two months last year, the roads in that District earned. 
$42,693,675 which was also at the rate of 3.72 per cent. Gross 
operating revenues of the Class I railroads in the Western dis- 
trict for the first two months period this year amounted to 
$331,824,459, a decrease of 1.8 per cent under the same period one 
year ago, while operating expenses totaled $258,706,843, a decrease 
of 2.4 per cent compared with the first two months last year. 

For the month of February, the net railway operating income 
of the Class I roads in the Western district amounted to $21,132,623 
compared with $19,171,575 in February, 1925. 


COAL RATE HEARING 


Hearing in I. and S. 2596, involving rates from the Spring- 
field, Illinois, district on coal to pomts in Iowa and Missouri, 


was held before Examiner Carter at Chicago, April 2. The mat-~ 


ter developed into one of interpreting the Commission’s decision 
in the coal cases of 1920, the Wabash having interpreted it one 
way and the Burlington another. 

T. R. Farrel, for the Wabash, gave a history of the Wabash 
rate to Keokuk, Hannibal and Quincy, from the Springfield dis- 
trict, pointing out the competition it had met from the Burling- 
ton hauling southern Illinois coal since about 1906. He said 
the roads had never ben able to reach a satisfactory agreement 
as to what the proper differential should be, southern Illinois 
over the Springfield district. He said the Wabash took the posi- 
tion that the differential should be more than 30 cents, Spring- 
field under southern Illinois. 

R. M. Batty, for the Burlington, pointed out that the points 
involved were based on a rate growing out of the coal cases. 
He said the Burlington took the position that all points on and 
east of a line from Keokuk to Dubuque, which was about the 
line of the Milwaukee, took a differential of 30 cents, southern 
Illinois over Springfield. Keokuk was on the line and the other 
points involved took the same rate. The Wabash, he pointed out, 
held that only points east of the line, and not those on the line, 
took the 30-cent, differential. 

Mr. Farrel said the tariffs under suspension had been an 
attempt to line up the Wabash rates with the Burlington’s, pub- 
lished the first part of this year. Shippers from Keokuk and 
Hannibal appeared in support of the suspended schedules. 


CANADIAN TRAFFIC REPORT 


The traffic report of the railways of Canada for December, 
1925, is as follows: 


COMPARATIVE SUMMARY, TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 





December, December, November, 
1925 1924 1925 
Provinces Tons Tons Tons 
Prince Edward Island.......... 13,322 8,431 $1,462 
Nova Scotia..... éadilsietadheduan 487,545 361,698 580,042 
New Brunswick.......... ecccoes 198,748 208,401 198,826 
GONE cccvicsercs. piuadervieeua - 1,226,622 1,082,452 1,284,699 
Ontario ....... ee eeveeeceweneve - 3,879,852 3,575,126 4,006,909 
MaMIBODE > so.cieviwecdscscecs sesiaes: DeeeeTe 415,975 777,117 
Saskatchewan .........- bind owe - 1,168,307 542,460 1,781,657 
DIDOTCR <6 cSt scvecctese cecvevices + 1,323,259 $82,114 1,431,822 
British Columbia........... coves 444,817 320,443 489,528 
Total for Canada........... 9,321,450 7,397,100 10,582,062 
Products 
ABMOUIEUERL 60 ocivicccidicceconesee - 3,419,075 2,051,532 4,301,876 
SL...o.nnadnecetosc00penhane e+ 286,543 289,229 308,499 
Mine ......... cevcacnceendesnsune suet 2,575,899 2,999,293 
WOME. 6 cao scigese cdnseses eoveccee 1,049,652 902,657 974,661 
Manufactures and Miscellaneous 1,918,360 1,577,783 1,997,733 
Grand Total........seesesee. 9,321,450 7,397,100 10,582,062 
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THE MODERN PORT E COULD tell you some star- 
of the Great Southwest Eee) tling facts in this half page 


concerning the tremendous 
Los Angeles Harbor growth of the Port of Houston. But 
we prefer to offer you complete, illus- 


trated DETAIL. 


‘PORT HOUSTON 


Official Organ of the Port 
Commission 


eo 1 Rm Sew 


cow ® 


© Y secuxechameen brochure, pro- 


SHIP THROUGH a) fusely illustrated with maps 


and pictures of the facilities 
at The Port of Houston. 


L 0 S A n p e | e S Containing authentic, carefully com- 


piled data concerning The Port of 
: H A RBOR Houston and the territory it serves. 
Enlightening advertisements of con- 
cerns who help to make The Port of 


Houston an effective economic point 


Six Miles of Municipal Wharves of entry to a vast and a consistently 
and Transit Sheds. The last 


rosperous territory. 
word in wharf construction. = y 


Modern—Fully Equipped —Fireproof “Port Houston” Is Free 


_ Send for Your Copy Today! 
Rail connections with all trans- 


continental railroads. > & 


Send for late Annual Report Address 
also rates, rules and regulations 


The Director of the Port 


Board of Harbor Commissioners sl Wii: teiciiitaia 
1017 So. Figueroa Street 
LOS ANGELES, CALIFORNIA _ HOUSTON TEXAS 



































































riginated. 
Loaded 
at sta- connections 
tions in Canadian 
Commodities Canada Points 
Agricultural products Tons Tons 
Ns TSS BUN Se ACE Sa bbe liedpakb clos sbslgwecule bdbakc idle 2,120,906 144 
EE Meth ah Ean ain'ag suomi heath obra bee corked al 5,261 39,525 
NG ia can nthe SANE cp 5 0-6 an kbd oo cake «ck Ms cil babe 196,505 . 976 
Es 5 Lee ed ds net tla cebhace cbiseceumbeud vicsteddalea a 141,938 
ore: fp TENS Fe ERE ESS he CR ae ee pe pr Ep RAG 18,055 
EE SR ETE FE FE A A ie 2 Pee 38,908 
Other CIPO S66 bP RAS VE 05.0 bh Coin 8.0505 oOd EES AWE LG voldos 13,144 308 
SARE SS EEE 6 A RT Ee See Sy EE Ee heed 174,977 1,804 
Other IRIS horace dah -o Cieitinths 0h F< eyed doth caked 111,261 4,793 
i CUT Sa oso 5 Weck Coke Code Selec edn chh Che Pee Seve 4,352 850 
DE ce ehh oss 64's gh's 6 Fence ow a> we ose ee cceatenPelmelane 574 10,588 
NI ois kk Sera ev pened tes ep rida) aCe Wneird G4c's Oude 16,963 1,864 
OU NS al Sd Sas oclnk.owe baad whee caeetes 1,896 16,683 
I ed an ca vee eek Cran Vee bee 35,043 
ume Sees “WOOO R UNOS. 6.6 6.ono5t oe cca celeb eae age winds$ ook 10,173 2,163 
Other Agricultural Products. ..2.....0 0 cc ecccccscecvcee ,750 14,831 
ee aaa re Pawel ecw ewre orn case Cate ee ten Cun 3,055,706 95,625 
Animal Products 
ER EO eS See Aa en aa eee *. Ge chal 7,248 . 112 
Se ge ae eae a a 71,919 119 
ag TR ee ee eee a ee ee ee ,674 se 
OE FF SS. a Re Oe ee ae ee ee ee ee 32,890 25 
ee I IR os ceti-a ao aa 5% 046 dad wis bls. sade vaedie hn 11,260 1,008 
Dressed Meats (cured. or salted)............ cece cece 8,420 6,501 
Sener Packing House Products. ......cccocccccccccecce 4,360 4,611 
Poultry 3,504 ée 
neil ed-ac te choo ees «4 825 142 
Butter and Cheese 4,486 393 
eva bil naiihinn 40:0,0.64:4's 71 . 754 
Hides and Leather 7,095 2,948 
Other Animal Products 4, 811 1,402 
I ts Leak ols tncrwighs id Was biack iy estas ONS RO eds bike $2 160,963 18,015 
Mine Products 
i SMR Aas Ls Os apie bcs og bee Savce dea Bet chet est 41,232 76,853 
SRT EE IIE A ARLE OL OT 909,424 709,047 
NN Pe. nd iat. s dade dd bee weded oo + dé Can wadeesd 45,488 oe 
SIOUEOs.<.660 sce Phin nt Cat saUE Cat re Cath eC TORNE Mr CeO CRON 42,865 142,809 
a avon a eBia Solent eit 6 fis os Deletes ov aoe dA henigee twee 164 : 
Other Ores and Concentrates.............eeceeeeeecece 243,129 7,599 
ee ES CE INE o's orn vidn cde tec c¢ ace cs sbcccsee cee 10,315 = 
Clay, Gravel, Sand, Stone (crushed)..............see00- 191,718 19,806 
Slate—Dimension or Block Stone...........-seeeesceees 12,464 3,823 
I avo 0.4 bie b 0/6 bie’ o'b10% 6 o-0b.0 0 CRne bbs ota bees 3,239 36,066 
I la De Rak inle sk ahi cad nigh’ 6<v walked geleda a tWioceed 1,989 2,625 
lee eG ae ies a calle, ek Gigi Rals-a O95 wie ace Aid Hoe NiWak Kw Ow 10,915 5,786 
Other Mine Products. ....c.cccccscecess Me btu reeweres 24, 037 2,935 
SES pe Wakied the dob tGie sb Vic hours oct bet bs sks hed ee 1,536,979 1,008,796 
Forest Products 
Logs, Posts, Poles, Cordwo0d...........cccceccccscvccs 226,127 657 
iid ia Ose TE ueg.5 En clebih-o oe-4ione, 06.4 ¢ ore bidielo gesiee bs) 08 Cars 3,582 27 
aS ag ain aed cicdin n a MOOT Sad ARS 06 MCU OS ¢ 243,643 22 
Lumber, ‘Timber, Box Shooks, Staves, Heading......... 418,927 23,239 
OD ey | A ae ee Tree ieee 45,082 6,129 
I ets tidiiels Sx adcul bv thank we ponsond+ ented ibdecaiceea 937,361 30,074 
Manufactures and Miscellaneous 
Refined Petroleum and its Products.........ccccccecse 77,096 = 323 
ER tee h a Sie Te oihis Gere & 605,96 86 ap te Pe Ghet Cs visa reas 19,656 792 
Iron, Pig and Bicom Hees} see be riecthisios Stigusgededeegn 19,509 10° st 
Rails and Fastenings..........--+:-+++c++sseeee waaeteeot 4013 
Bar and Sheet Iron—Structural Iron and Iron Pipe... 34,367 46, 390 
Castings, Machinery and Boilers............scccescere P 14,795 4 
SAAB SAAD AAP rs ans SAR ee ALE 28,772 
Sees (MEMOIR! BONO. :.6. 6 oi oc cece devcoesecvesceve 40,135 7,110 
i os Fk a ddinia nA nigiinnnevebeuea sede ede »451 1,352 
ne i POOR CODD. vc on c5'p.50s occ bebece cases be 3,631 327 
Agricultural Implements and Vehicles other than Autos 12,828 2,816 
Automobiles and Auto Trucks...........ccececceeeecees 13,376 8,864 
NE re Por ee rere ee eee 4,731 
RET POSE SEE, | SSE es SRR Pen, See ena 3,272 48 
Liquor Beverages Siac Uot'6 nce tle Cavin ules 0,0 Cheeta SEEKS 21,227 1,216 
ee a DO ree ae rd ee 21,598 1,147 
Paper, Printed NS. MIN sins bat ode + b4e oe oe ws bom 144,278 2,513 
I AE Thong COM GER 6: bisa atk'a-p abl y'G 04 Bis Waa wiateco ee 143,768 1,705 
ee Caren, frome, Cured, OtO.) oo ise ccrcicccccccccece 13,300 254 
EE SE an ks 4 ws ao coe cette ys ok ehe sr atte bi cabavedes 143 26 
Canned Goods (all canned Food Pr’d’ts other than Meat) 12,421 2,156 
Other Manufactures and Miscellaneous..............+.: 244,672 60,952 
EN Ssictiomina Cadt~e scbea eb Ones. Seip Weaneeeeeseeeee 223/935 21,939 
TOG 6 oe VEG Sw 0 E460 Hades 0s vos SRRMMIU TWA oe Ce cewseveds 1,132,974 217,732 
CED. WMS cic dod bs bos vip vO ciohwosd'cos Cee lneds 6,823,983 1,370,242 


Total Loaded at 
Freight Stas. in 
Carried Canada 
Commodity Group 
et FEL a. ae dn \n.a 64 b 6 be e'e-60-0.c 6.04.00 oe wie 0 Oleh 36.68 32.78 
Ne tc is ks ow a wee 49.0 be OWie an ath nae Mie bees 3.07 1.73 
tina d- OU inane GPE LE s alacnwie.g os bee 0.0.00 0.0.0.40.6 edb bed Somes 28.41 16.49 
tee aha tah ie a hdl dobeesidab «0.0.5 600 Or ans 00 boc es 6 Feed 11.26 10.06 
Manufactures and Miscellaneous..............eeeeeeeee 20.58 12.16 
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aE, 
Received from foreign 
ed to 


Foreign 
Points 


Tons 


5,779 
41,098 


31,273 


267,744 


- 107,565 


28,974 
7,086 


959 
$2 
5,519 
6,300 


29°598 - 


12,254 


108,045 


5,278 
5 


567,654 
1,127,225 


Points 


Total Freight—, 
Originated 


for 
Month 
Tons 


2,126,829 
85,884 


18, 
121,854 


3,419,075 


10,505 


286,543 


147,059 
1,625,557 


45,488 
186,633 


30,418 


2,647,820 


232,062 


61,138 


1,049,652 


125,661 
40,606 
37,875 


32,251 
503,268 
322,319 





~ 1,918,360 
9,321,450 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH 


Total 
. 90 
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(PER CENT) 


Received from Foreign Connections—, 
Destined to——— 
ian Foreign 
Points 


Delivered 

Unloaded at to For- 
Stas. in eign Con- 
Canada nections 

* 57 9.49 

59 1.54 

Py 81 2.19 
6.90 4.53 
10.68 9.97 


75.55 





Terminated———. 
Unloaded 
at sta- Delivered 
tions in o Foreign 
Canada _ Connections 
Tons Tons 
2,138,251 316,418 
40,218 42,992 
192,085 42,291 
132,997 17,832 
28,843 1,591 
03 366 
10,175 4,907 
117,675 143,121 
197 »749 
54,771 47,897 
»302 15,283 
6,858 17,092 
17,961 17,258 
10,286 33,535 
318 16,967 
56,867 76, 180 
2,942,842 $84,479 
8,058 339 
68,721 14,348 
3,641 416 
33, 089 3,323 
10, 590 34,071 
637 24,535 
3,852 17,974 
498 11,458 
784 4,903 
3,006 11,294 
907 2,416 
6,535 9,944 
2,830 6,614 
148,148 143,635 
108,618 43,557 
1,476,437 41,520 
35,390 - 
183,935 3,987 
’ 140 . 
224,352 14,157 
3, 725 10,527 
be 758 41,096 
11,070 
‘0 306 78 
4,828 650 
16, 434 6,964 
3, 00 30,765 
2,313,116 204,511 
227,821 21,923 
1,762 402 
124,362 117,484 
268,695 254,534 
20,624 27,706 
643,264 - 422,049 
111,451 11,089 
19,464 22, 418 
28,416 8, "460 
,426 693 
63,275 49,733 
19,446 803 
25,058 4,422 
482 »235 
35,641 1,458 
,694 553 
6,025 20,106 
10,055 113,593 
5,615 500 
3,126 3,858 
20,804 3,912 
10,752 11,469 
23,186 149,158 
39,093 125,503 
5,921 9,458 
220 140 
11,416 19,644 
255,555 258,898 
243, 409 84,380 
995,530 929,483 
7,042,900 2,584,157 


























43,635 


43,557 
41,520 


3,987 
140 
14,157 


30,765 





204,511 


21,923 
402 
117,484 


254,534 
27,706 





422,049 


11,089 
22,418 
8,460 
693 
49,733 
25,803 
4,422 
4,235 
1,458 


929,483 
2,584,157 


elivered 

to For- 
ign Con- 
nections 
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i Nevtoulectee Unit 9 ee 
Oulseleclan\/ Ella Otel go ig 


INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 










Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


From From From 
New York Baltimore Savannah 










yo | Ree Apr. 13 
EASTERN KNIGHT......... Apr. 17 Apr. 23 Apr. 27 
MONTICELLO............... May 1 May 7 May i1 


wnen comb hasweyep May 15 May 21 May 25 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 
























































A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at’ same wharf) by 
the fast poncagee steamers of the 

S ANGELES STEAMSHIP COMPANY 
with which nae connections are made. 


Joint Service with 


HAMBURG-AMERICAN LINE a 


Passenger and Cargo Steamers 
NEW YORK TO HAMBURG 


Presiaest Grant—One of the five sister ships—showing cargo handling Fe oncese 
especially designed for rapid handling from lighters on rag sides 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 


{DEUTSCHLAND ..... Apr. 15 *WESTPHALIA ....... May 6 
between RELIANCE .......... Apr. 20 {ALBERT BALLIN..... May 13 
CLEVELAND ......... Apr. 22 RELIANCE ........... May 18 
HAMBURG ........... Apr. 29 *THURINGIA ......... May 20 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 
An American Line operated for American shippers over 


tRefrigerator accommodations. *Via Boston 
Steamers sail from Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


the shortest, fastest route to the Orient. j§&§= «= || A STEAMER ............ccccee cee eeece cece ee eeeee oneness eens 
* « BALTIMORE TO BREMEN AND HAMBURG 

Yokohama, Kobe, Shanghai, Hong Kong, Manila || , greawer eee. 

*PRESIDENT GRANT .,.............0.0000. April 16 

ND NEWPORT NEWS TO BR 

*PRESIDENT MADISON ................... April 28 sat acide: en 

*PRESIDENT JACKSON .................... May 10 te NS naar ae tr akc: peo niacin a ewcde teks cans 

*PRESIDENT McKINLEY......... ie Denirade: May 22 


NEW ORLEANS TO BREMEN AND HAMBURG 


* Refrigeration Service 


Direct Freighter Service 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 


Japan, Shanghai, Taku Bar, Tientsin and ANTWERP AND UNITED KINGDOM 


North China Ports 
S.S. ELDRIDGE...........:..... AA OS April 15 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


OR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Hanover 7394 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building. 


Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to Mediterranean, Levant, 
Black Sea and African Ports. si 


he 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





















oe yee went ip ey oe A 4 9 GRC AGG sos Sc cdcont dubs 327 S. La Salle St., Phone Wabash 6683 
nge es—6 iu pring ree FFI . 
Nar mg ek Mpeg abo a tmmr PITTSBURGH mene ete pod Jenkins Arcade Bldg 
~ eer ee seat ep Eh pe, 00), i tok eet ; 
opt gets eB capt an SEMPMMELRIIIR. > «.<»-0xsseny ccrveieas tania shanetes 1003 Rockefeller Bidg. 





L. L. BATES, General Freight Agent, Seattle, Wash. ie hid 2-2 NG Sem 


° PRCKBONVILLE 
ysNealesplercte NEW ORLEANS. Ny a ee 
Ouse Mail Bites PRILADELEHIA.-<<.....-:°°::. ichmanny Weight & Pugh, Ine 


Columbia Pacific Shipping Co. 
Operated fot EATTLE Perea ceed sede cddemsdiesevee Sudd Christenson 


United States Shipping Boa td 


by Admiral Oriental Line, Managing Operator 


Cee e reer eee eeeeeseeeeseee 
See ee Pewee steers eeeeseeeeeees 


POCO eee Pee EERE HEHE EEE EE ES 








































































































































































































CANADIAN CAR LOADING 


Car loadings for the week ended March 27 were 366 cars 
less than for the previous week. Grain loadings increased in 
the eastern division 384 cars, but decreased 333 cars in the west- 
ern division. Congestion at terminal elevators is affecting 
loading in the western division. Compared with the correspond- 
ing week in 1925, total loadings were heavier by 4,175 cars, the 
large gains being in merchandise, 1,269 cars, and miscellaneous 
freight, 1,817 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended— 


























































Mar. 27, Mar. 20, Mar. 28, 

Commodities 1926 1926 1925 
Grain and Grain Products........... coooe 3,488 2,054 2,164 
kee ee ninlon mieaie tan ewenewe 999 1,022 1,108 
Goal is:.. 2,294 2,074 1,342 
Coke . 307 355 231 
Lumber 2,933 2,748 
Pulpwood ; 3,724 3,456 
i MU. «cawcincccectcccasscssesss 1 aemee 2,197 1,996 
Other Forest Products............... pakea** yee 1,665 1,491 
Di ibe Mii dns Cae dhe wks s 6 006650R%40éeac es 637 665 619 
Merchandise, Lz C. L.....cccccccceccesess 12,314 12,205 11,696 
Miscellaneous...... CbCV OCG Ce eee ost eW ee bes 9,881 10,218 8,837 
Total Catia. Leaded. oc sick so tvcc cece vs 39,359 39,112 35,688 
Total Cars Received from Connections 39,437 39,053 31,931 

“WESTERN CANADA 
Grain and Grain Products.......,....e+.. 3,309 3,642 4,802 
Live Stock.......... piekeeetes bvéenlecesees . Sa 1,241 1,303 
_  Soeereyereapnes POOP LE SMALLER. ENS ‘ 750 1,192 288 
ase Redaids cheeses set outs eeudavens i 51 51 39 
OS Sea e gltewsahehaeventan ohese 1,030 987 863 
Medd tee tea weche auemune a wees Aint 242 322 304 
kn nnn a gapwen a pemee 288 355 131 
Other Forest Products...... i File ce baleen see 2,184 2,064 1,531 
ECL dielbeane eC aide ée bn '6Cee ene 747 7 611 
Merchandise, L. C. L..... ev akancete Sees . 4,344 4,277 3,693 
ES ls ee AE 3,067 3,000 2,294 
Total Cars Loaded.................... 17,269, 17,882 16,765 
Total Cars Received from Connections 2,816 2,773 2,592 
TOTAL FOR CANADA 
Grain and Grain Products............ oes, ee 5,696 6,966 
fin Bc vce cduUst vecvetccevivestdeseuid’® Fee 2,263 2,411 
COOL eich okdins cvred Ve cus cvasic ows Jin cdvecdcns® OO 3,266 2,630 
GORD: csc ccccccceccccccs pataewennes eeveccecs 358 406 270 
LAIMDOP 2... ccccccccveces driees sioee Gur enige cces 8,932 3,920 3,611 
Pulpwood .......-.seee0- Heaceteopoues ©6068 ce on aoe tt 
Pulp and Paper........... andecetwan oeceee , ’ ’ 
ee es sawveckdicnegeesee oe 3,835 3,729 3,022 
a. a a a adide bh ead de heebales ‘ 1,384 1,416 1,136 
DE, Eas Gre. -Etcnc.cccccricccsestétoce 16,658 16,482 15,389 
ig bk winene 66 Kase C Loewen woe eew es 12,948 13,218 11,131 
Total Care Trended x 26.05 os os ewes. 56,628 56,994 52,453 
Total Cars Received from Connections 42,253 41,826 34,523 
CUMULATIVE TOTALS TO DATE 

1926 1925 
Grain and Grain Products 84,772 80,075 
Live Stock........s.s00. ‘ 24,735 27,195 
CORE seccse 56,811 61,099 
Coke ...... 5,933 3,868 
r 38,658 35,522 
Pulpwood 47,741 49,734 
Pulp and Paper........... ae etrace 31,980 6,174 
Other Forest Products 43,616 40,937 
betwececbeseee ce haadw'ectddedstedsaneees 17,097 14,080 
Merchandise, L. C. L...... epeeeyVeneemaes 178,343 169,610 
No ocde sens esgnetesacese ay o.ce 133,092 121,696 
Weta Card TOGGGE «soo 6c sce ccccs sce 662,778 629,990 
Total Cars Received from Connections 444,371 409,483 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued an order 
on the application of the Minister of Railways directing the 
Hereford Railway Company to put its property in running order, 
to re-equip it with the necessary rolling stock, and to operate it 
continuously. When this line was built in 1890 it was leased to 
the. Maine Central, by which road it was equipped and operated 
until November, 1925, when the Maine Central withdrew all its 
rolling stock and other equipment and the road ceased to be 
operated. There were net losses up to the end of 1923 of 
$1,639,259. The respondent company states that it is unable to 
operate because of its financial condition. The company re- 
ceived a subsidy of $170,560, for which it agreed to operate con- 
tinuously, but it is now unable to do so. 

The board has also issued the following orders: 

Declaring that the rate of 3.90% cents per 100 pounds was 
properly applicable on shipments of cotton waists, overalls and 
cotton pants, shipped April 10, 1924, from Hull, Que., to New 
Westminster, B. C. 

Suspending, pending hearing, tariff C. R. C. No. E-1029, of 
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Canadian National Railways, increasing freight rate on coal from 
Huntington to Isle Maligne, Quebec. 

Approving revised route map of general location of Canadian 
Pacific Railways Bromhead westerly branch, mileage 2.5 to mile- 
age 25. 


CANADIAN GRAIN HAUL 


A statement has been tabled in Parliament showing that 
the average grain haul in western Canada, eastbound to the head 
of the lakes, is 721 miles, and westbound to. Vancouver, 784 
miles. Of last year’s crop the Canadian Pacific hauled 5,873,286 
tons to the head of the lakes and 733,065 tons to Vancouver. If 
this traffic had been carried under existing rates in the United 
States on grain it would -have resulted in $17,926,323 more in 
gross revenue being earned by the C. P. R. 


CANADIAN SURCHARGE 


The rate of exchange for the period from April 1 to 15 will 
be 3/16ths of one per cent. There will be no surcharge on in- 
ternational freight or passenger business. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian National for the period 
ended March 31 were $7,264,474, as compared with $5,675,122 for 
the corresponding period of 1925, an increase of $1,589,352. 
Earningns of the Canadian Pacific for the same period were $4, 
826,000, an increase of $828,000. 


MANITOBA RAIL EXTENSIONS 


Two bills respecting railway extensions to the mineral area 
west of Lake Winnipeg have received the assent of all parties 
in the Manitoba legislature, and speedy construction is prom- 
ised. One would amend the charter of the Winnipeg River Rail- 


way and the other would grant a charter to the Central Manitoba 
Railway. 


E. D. AND B. C. LEASE 


The Alberta government has decided that it will not lease 
the Edmonton, Dunvegan and British Columbia Railway to either 
of the transcontinental railways on terms such as have been 
suggested so far. It will not finally commit itself to any plan 
of operation without making a further attempt to persuade the 
federal government to interest itself in the problem. The Cana- 
dian Pacific has had the road under lease. 


MARITIME PROVINCES’ RATES 


The Maritime Provinces’ freight rates case was to be heard 
at Moncton, N. B., the, latter part of this week by the Board of 
Railway Commissioners. The railways, various boards of trade 
and commercial bodies, and the Canadian Manufacturers’ Asso- 
ciation were to be represented. The agenda is as follows: 


Submission of the Maritime Transportation Rights Committee re 
the all-rail class rate structure of the Maritime Provinces. 

Complaint of B. T. McClelland, Lunenburg, N. S., re alleged ex- 
ponies freight rates on potatoes, carloads, from Bath, N. B., to Lunen- 

urg. 

Submission of the New Brunswick Potato Exchange, Woodstock, 
a, re freight rates on potatoes from the province of New Bruns- 
wick, 

Complaint of W. S. Loggie Company, Chatham, N. B., against ex- 
cessive rates in effect from Shippegan and Caraquet, N. B., to points 
in the provinces of Quebec and Ontario on pickled fish, shipped over 
the Canadian National Railways. 

Application of the British Empire Steel Corporation, Sydney, C. 
B., re adjustment of freight rates to the present through rates on 
coal and coke from mining centers in Nova Scotia to points on the 
Dominion Atlantic Railway in Nova Scotia- and on the Canadian Pa- 
cific Railway in New Brunswick and the state of Maine. 

Submissions of the British Empire Steel Corporation relative to 
rates on iron and steel commodities; on freight rates on explosives 
from Beloeil, Quebec, to Sydney, as well as the rates on coal, coke, 
horses, flour, iron and steel products. 


CARRIER EQUIPMENT STATUS 


“Due to the enormous capital expenditures which have 
been made during the past four years, the railroads of this 
country are now in the best physical condition, so far as rolling 
stock is concerned, they have been in recent years to handle 
the transportation demands of this country, according to a 
summary of reports just received for the year 1925 from the 
carriers by the Bureau of Railway Economics,” the bureau said 
in a statement, continuing as follows: 


During the past four years, 10,105 new locomotives have been 
installed in service whereas 10,962 were retired. While this was 
a decrease in the number of units installed compared with retire- 
ments, the average tractive power per locomotive in 1925 was 
40,625 pounds compared with 36,935 pounds in 1922 or an increase 
of ten per cent. In 1925, 3,005 locomotives were retired from 
service while 1,733 new locomotives were installed. The 3,005 
locomotives retired in 1925 had an average tractive power of 
32,394 pounds while the 1,733 locomotives installed had an average 
of 52,798 pounds or an increase of 63.0 per cent. 

Approximately 43,000 more freight cars were installed in 
service during the four years’ period which ended with 1925 than 
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‘‘To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHOUSE CO. 


Storage of Merchandise — Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 


Foreign Freight 
Forwarders 


Established 1884 


JACKSONVILLE, FLA.| D.C. ANDREWS & CO., Inc. 
WIESENFELD WAREHOUSE COMPANY 27-29 Water Street, New York, U.S. A. 


merchandise storage and distribution. Boston Office: 

— and aeaalinenan service. 
References: Any jobber, banker or transportation man in the city. 92 State Street 
DEEP WATER AND RAIL CONNECTIONS 
















SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Distribution— Receipts 





















MEMBERS AWA O.W. A 


a — oe ) 


SER V/CeE 


TERMINAL 


BUV/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





WE STORE AND DISTRIBUTE 


General Merchandise, Furniture 
and Cold Storage 
nade Seen Wea 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 





ROCHESTER, N. Y. 








GENERAL MERCHANDISE STORAGE 
OF ee LOT NETS 


10S. STOCKTON TRANSFER CO. Distribution 


1020 South Canal St., near Taylor St. The only modern Merchandise Warehouse fully 
Teaming of Every Description——City Delivery Service equipped and centrally located in the 
and Carload Distributors City of Rochester. 


_ EM.MERIDITH CO, 


Warehouse 
qUR DISTRIBUTORS 

72 Mdse. cars loaded. 
every 24 hours for shipment 
over er 16 different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 


‘io. Henry Coburn Storage & Warehouse Co., Indianapolis 


We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency” 





























Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 













B.R. & P. Warehouse, Ine., ®°ch¢*'" 
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were retired... The aggregate freight car capacity in 1925, how- 
ever, was 44.7 tons compared with 42.5 tons in 1922 or an increase 
of 5.2 per cent. . 

Class I railroads in 1925° retired 117,021 freight cars having 
an average capacity of 38.77 tons or an aggregate of 4,537,287 
tons, while they installed 125,760 cars having an average capacity 
of 47.37 tons or an aggregate capacity of 5,956,930 tons. The net 
gain in car units during 1925 was only 8,739 but the net gain in 
aggregate capacity was 1,419,643 tons. 

Better and larger passenger cars ate also being installed in 
place of the older ones that are being retired. For the four years’ 
period, 9,298 passenger cars were installed in service compared 
with 9,057 retired. 

Retirement of many of the older types of engines and cars 
has enabled the railways to reduce the number of breakdowns and 
minor delays. This, together with the result of the program 
to improve shop facilities and reduce the proportion of engines 
and cars in bad order, has made it possible for the railroads to 
bring their equipment to a better physical condition than at any 
time for several years past. 

This is indicated by the fact that the percentage of unservice- 
able freight cars, which was reported as high as 13.1 per cent 
in 1921, was gradually but consistently reduced during the years 
1922 to 1925, until it reached an average of 7.7 per cent in 1925. 

Similar improvement has been made with respect to the pro- 
portion of locomotives in unserviceable condition. Considering 
the aggregate number of freight and passenger locomotives com- 
bined, 23.7 per cent were reported unserviceable in 1921. This 
increased to 24.9 per cent in 1922, the year in which occurred the 
strike of railway shopmen. Since then the railroads have made 
' a steady reduction in the unserviceable percentage of locomotives 

24.9-per cent in 1922; 21.4 per cent in 1923; 18.7 per 
cent in 1924; 17.9 per cent in 1925. 

This improvement in equipment condition, in combination with 
the increased capacity of the plant and a more efficient basis of 
operation, put the carriers in the position of having at all times 
during 1925 a surplus or reserve amount of equipment sufficient 
to guarantee that whatever further traffic was offered, the in- 
crease could and would not be handled with corresponding ef- 
fectiveness. 

Impressive proof of this is furnished by statistical compila- 
, tions of the car service division of the American Railway Asso- 

ciation, relating to the number of stored locomotives and surplus 
freight cars in good condition throughout the year 1925. Begin- 
ning with a total of 4,489 stored locomotives on January 1, and 
ending the year with 5,166, at no time during the twelve months 
did the railways have less than 4,208 locomotives in reserve while 
from April to August the reserve ran consistently above 6,000. 

Similarly, the year 1925 opened with 266,252 surplus freight 
cars in good physical condition and closed with 267,739. The 
minimum number of reserve cars reported during the year was 
104,000 while the maximum was 345,000. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports April 8 of the status of the lumber industry 
for the week ended April 3, from 377 of the larger softwood, and 
123 of the chief hardwood, mills of the country. The 363 com- 
parably reporting softwood mills showed slight decreases in 
production and shipments, and a negligible decrease in new 
business, in comparison with reports for the previous week, 
when, however, sixteen more mills reported. In comparison 
with reports for the same period last year, when, again, twenty- 
three more mills reported, increases in production and shipments 
and a nominal decrease in new business was noted. The 123 
hardwood operations showed decreases in all three factors, when 
compared with reports from_143 mills the week earlier. 

The following table compares the national softwood lumber 
movement as refiected by the reporting mills of eight regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
363 386 


ES in 379 
PROOMOTION: ic cccesccs 253,866,882 251,603,659 263,045,024 
Shipments «06s vse 253,277,812 253,237,639 262,817,956 
Orders (New Bus.)... 253,425,998 257,597,967 256,688,365 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
thirteen weeks of 1926 with the same period of 1925: 


Production Shipments Orders 
SD sno clipe samsed ie 3,014,551,935 3,233,418,801 3,318,096,148 
DE a Nitu.a nas 00d eka cees 2,971,278,984 3,077,359,202 2,968,868,658 


PETITIONS FOR REHEARING, ETC. 


The Fredonia Linseed Oil Works Company, intervener in No. 
16270, Board of Railroad Commissioners of the State of South 
Dakota vs. Chicago and North Western et al., has asked the 
Commission for supplemental report and order in the above- 
entitled proceeding respecting minimum weight requirements on 
flaxseed. 3 

The complainant in No. 16270, Board of Railroad Commis- 
sioners of the State of South Dakota vs. Chicago & North West- 
ern et al., has asked the Commission to make further report and 
order with respect to the minimum weight requirements on flax- 
seed under the rates established by it in its report, in the above 
styled case. 

The complainant in No. 15734, Detroit Chemical Works vs. 

' Canton Railroad et al, has asked the Commission to grant a re- 
hearing therein. 

The Atchison, Topeka & Santa Fe Railway, defendant in 
No. 15775, Arizona Hay Traffic Association vs. Arizona Eastern 
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et al., has asked the Commission to modify its report and order, 
This petition was filed on the Santa Fe’s own behalf only, and 
not on behalf of other carriers defendants to said proceeding. 

The Arizona Farm Bureau, including the various county 
branches thereof, the Mesa District Chamber of Commerce, the 
Peoria Chamber of Commerce, the Casa Grande Farmers’ Asso- 
ciation and the Arizona Corporation Commission, have asked 
the Commission to reopen I. and S. Docket No. 2589, and to hold 
a further hearing therein at Phoenix, Ariz., for the purpose of 
permitting them to present new evidence discovered and de. 
veloped subsequent to the hearings in this case held at Los 
Angeles, commencing February 24, 1926. 

Andrew W. Mellon, Director-General of Railroads, as agent, 
has asked the Commission to reconsider its decision and report 
in No. 16818, Red River Lumber Company vs. Director-General, 
as agent, decided February 15, 1926, for the reason that under the 
well settled practice of the Commission, he said, he is not liable 
in this case. 

The complainants in No. 15154 (Sub. No. 2), State of New 
York, Department of Farms and Markets et al., vs. American 
Railway Express Company, has asked the Commission to grant 
a reargument. 

The complainant in No. 16501, Sub. No. 1, the Board of 
Trade of Kansas City, Mo., vs. Abilene & Southern Railway et al., 
has asked the Commission to reopen the record and to grant 
a further hearing therein. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 3 totaled 12,153 cars, as compared with 12,946 cars 
(revised) the preceding week, according to the weekly state- 
ment of the Bureau of Agricultural Economics of the Department 
of Agriculture. Shipments were reported as follows: 


Apples, 1,058 cars; asparagus, 267 cars; cauliflower, 83 cars; cab- 
bage, 866 cars; imports, 1 car; celery, 510 cars; cucumbers, 1 car; 
eggplant, imports, 14 cars; grapefruit, 332 cars; imports, 58 cars; green 
peas, 34 cars; imports, 2 cars; lemons, 292 cars; lettuce, 1,105 cars; 
mixed citrus fruit, 108 cars; mixed vegetables, 488 cars; imports, 
22 cars; onions, 195 cars; oranges, 1,661 cars; imports, 23 cars; pears, 
25 cars; peppers, 3 cars; imports, 66 cars; spinach, 480 cars; straw- 
berries, 59 cars; string beans, 65 cars; imports, 2 cars; sweet potatoes, 
241 cars; tomatoes, 189 cars; imports, 181 cars; potatoes, 4,066 cars; 
imports, 216 cars. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Denver & Rio Grande 
Western to assume obligation and liability in respect of $1,725, 
000 of equipment trust certificates to be sold at not less than 
9914 per cent of par and accrued dividends, and the proceeds 
to be used in the procurement of equipment. 

The Northern Pacific has been authorized to construct a 
line in Clearwater county, Idaho. The Commission has denied, 
without prejudice, the application in so far as it seeks authority 
for the Oregon-Washington Railroad & Navigation Company to 
acquire equal joint possession and use of the line proposed to be 
constructed and of an existing line of the Northern Pacific ex- 
tending from Joseph to Stites, Ida. It has also denied the re- 
quest for permission to retain excess earnings. 


FINANCE APPLICATIONS 


The Corona & Santa Fe Railway Company has applied for 
authority to build a railroad 15 miles long from Alberhill to 
Corona, Calif., both points on the Santa Fe, and thereby affording 
a cut-off. The funds for the proposed extension will be obtained 
from the Santa Fe and the new line will be leased to the Santa 
Fe. 

The receivers of the Minneapolis & St. Louis have applied 
to the Commission for permission to issue $1,750,000 of certifi- 
cates in renewal of a like amount of certificates now outstand- 
ing and due in April and May. The certificates are to bear 
interest at the rate of not more than 7 per cent. 


LOSS AND DAMAGE CLAIMS 


Eighty-nine per cent of all claims against the railroads grow- 
ing out of loss or damage to freight in 1925 were settled within 
ninety days after their presentation, according to a tabulation 
made of reports received from the carriers by the Freight Claim 
Division of the American Railway Association, which says: 


In 1924, the number of claims settled within ninety days 
represented 86.5 per cent. 

Of the total number of claims filed in 1925, 70.0 per cent were 
adjusted within thirty days compared with 68.0 per cent in 1924. 

The railroads, in 1925, received approximately 2,503,000 claims 
for loss and damage, a decrease of more than 140,000 compared 
with 1924, although the railroads of this country handled approx- 
imately a 6.5 per cent greater freight traffic in 1925, measured 
in revenue ton miles, than they did in 1924. At the close of 1925, 
only 204,962 claims or 11.2 per cent remained unadjusted compared 


with 228,659 or 8.7 per cent at the end of 1924 a decrease of 10.4 
per cent. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled 


via Panama Canal 
rom—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


See e terrae eeee 
seem eer eeeee 


ere eee eee) 





Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 
Tvans-Shipment at Panama for South American end European Ports 















THE LARKIN. TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 


—Issues negotiable and non-negotiable warehouse receipts. 
—Has lowest insurance rate in Buffalo. 
—Has storage-in-transit privileges. 
—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 
—Conducts only Bonded Warehouse in Buffalo. 
For information and prices, write 


J. E. WILSON, Traffic Manage: 


Lettkttt Co tne. 


680 Seneca Street BUFFALO, N. Y. 


CES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York,N.Y. 848 So. Spring St., Los Angeles, Cal. 














1,500,000 SQUARE FEET 
Side ikon linge aiianetane uke Wellies "sams costs lin 
Woes ond Wi. 8: Castene Geabed 
Insurance Rate 18 Cents 
Storage — Forwarding — Distribution — Cartage 


on feet 6e ee eee eae Se 






























Office Service Rented 
*Gation Presed te High, Density 
We can im seme capacity and Se ee ee ae 
comghete Sais the tyr ooguallaaay Uy Was tie aaa aa aneaion. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York-Cupa-MEeXicAN GULF PorTs 


NEW YORK — HAVANA 
Weekly Sailings on Saturdays for Passengers and Freight 














































amass 1 oa. 
TAN 
SAILING EVERY TENJDAYS 


MOBILE and a ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 
New Zealand ani Beach as tedben te trane- 
shipment at San Francisco. 
Calls are made at Tampa and San Diege as Carge offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, — 





NEW YORK — HAVANA — MEXICO 
_ Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO and VERA CRUZ, MEXICO 
for Passengers and Freight 


Additional Freight Service 
Weekly Sailings on Thursdays 


NEW YORK TO TAMPICO, MEXICO 


Weekly sailings to Santiago, Cienfuegos, 
Guantanamo, Manzanillo, Cuba 


Full information on request 
AGENCIES 





Moore Street ork, Chicago, a 1501-2 Marquette Bldg., M. L. Schults, Western Traffic Agent. 
™ ee acsoren alo, N ae 408 Prudential Lancaster. 

a, & HOYT, INC., Pacific Coat: Agents, 
430 Sansome Street San Francisco, Calif. 


Transport Co., The Bourse. 
San Francisco, Se Coe Se ee ee 
Pacific Coast ; 
Havana, Cuba, Compostela y Desemparado, Wm. Harry Smith, General Agent for 


Mexico de Mayo No. 16, B. C. Burns, General Mexican Agent. 
Liverpoot, Eng., Dock Board Bids.. Benj. Ackeriey & Sen, General Muropean Agents. 


H. H. KENNEDY, General Western Agent 
106 Merchanes Euchenws Boildine hasecopclons 


HARRY ROGERS, Commercial Agen: 
715 Straus Bldg., 310 South Michigan Ave. 
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CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference, at a meeting, April 7, 
adopted resolutions expressing opposition to the Cummins Dill 
for the regulation of motor vehicles and against the bill for 
regional appointments to the Commission. The resolution with 
regard to motor vehicles said, in effect, that it was recognized 
that the troubles with which the bill attempts to deal could 
only be satisfactorily dealt with by legislation, but it was felt 
that the bill would not accomplish all that was needed. With 
regard to regional appointments to the Commission, the reso- 
lution adopted follows: 


It is the view of the Chicago Shippers’ Conference any bill having 
for its purpose the appointment of members on the Interstate Com- 
merce Commission from designated sections of the United States is 
wrong in principle and will tend to weaken rather than strengthen 
the Commission, and will be detrimental to the public interest. 

The regulation of commerce among the states, including trans- 
portation by railroads, is a national and not a sectional question. 
The appointment of commissioners from such geographical divisions 
must inevitably create sectionalism with the attendant rivalries of 
friction. The Commission is a non-partisan body which is_ clothed 
with administrative, quasi-legislative, and quasi-judicial powers. The 
law creating the Commission and conferring these powers recognizes 
no division or section of the country. It assumes regulation by a 
body selected from the whole people to exercise its powers in the 
interests of the whole people. No commissioner can properly perform 
the dutiés of his office if he permits himself to be influenced in the 
slightest degree by questions of locality or section. 


The committee reporting on the matter of store-door delivery 
gaid the plan of the U. S. Chamber of Commerce had been 
studied with a committee representing the carriers. It had been 
discovered that 40 per cent of inbound L. C. L. freight was picked 
up by trucking services of either the consignee himself or his 
agent. The committee said it was decided that, so far as the 
benefits of the U. S. Chamber of Commerce plan were concerned, 
the system now in effect included them. It was also felt that 
the railroads could do no better in the trucking business than 
the private concerns now operating. It was the opinion of both 
the committee of shippers and that of the carriers that the 
present system was better adapted to Chicago than the Chamber 
of Commerce plan. 


ATLANTIC STATES BOARD 


The Atlantic States Regional Advisory Board held its tenth 
regular meeting at Rochester, N. Y., April 8. Reports from its 
commodity committees indicated that, for the second quarter of 
1926, industry will be improved in the middle Atlantic states as 
compared with the same period last year. Of 25 major industries 
reporting to determine freight car requirements, nine expect an 
increase of 12 per cent, thirteen expect about the same volume as 
a year ago, and three industries anticipate a slight decrease. Less 
than car load freight movement will increase 25 per cent in the 
New York district in the next three months. 

The reports by commodities were as follows: Cement, a 
volume equal to the same period in 1925; electrical machinery, 
an increase in business of 30 per cent; mineral aggregates, an 
increase in business of 10 per cent; petroleum, an increase of 15 
per cent; textiles, an increase of 5 per cent for cotton goods, 10 
per cent for bleached goods; 50 per cent for oil cloth and lino- 
leum, and 7 per cent for felt goods; canned goods, an increase of 
25 per cent; machinery, an increase of 15 per cent, and paper, 
about the same volume as a year ago. 

S. O. Dunn, editor of the Railway Age, speaking on progress 
in the solution of the transportation problem, said that progress 
might be shown by noting developments in the last two years. 


MID-WEST BOARD MEETING 


The second annual and ninth regular meeting of the Mid- 
West Shippers’ Advisory Board will be held at the Edgewater 
Beach Hotel, Chicago, April 13. The question of store-door de- 
livery by the railways at Chicago will be discussed and reported 
on. Speakers at the meeting will be W. F. Thiehoff, general 
manager of the Chicago, Burlington & Quincy, who will discuss 
the efficiency and economy of railway operation, and John T. 
Pirie, of Carson, Pirie, Scott and Company, chairman of the 
traffic committee of the Chicago Association of Commerce. 
Election of officers will be held. An attendance of from three 
to four hundred shippers is expected, representing all sections 
and all indnustries of the Mid-West territory, in addition to a 
number of railway officials. 


RAILWAY MAIL PAY CASE 


Attorneys for the New England railroads, in No. 9200, the 
Railway Mail Pay case, particularly that phase of it created by 
the application of the New England railroads for an increase in 
their compensation, have asked for dismissal of Postmaster 
General New’s application for a reconsideration of the retro- 
active part of the Commission’s decisions of December 13, 1923, 
85 I. C. C. 157; December 12, 1925, 95 I. C. C. 204, and December 
8, 1925, to which no citation other than the date is given. 

Their motion for dismissal goes to that phase of the post- 
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master general’s application in which he sets forth the fact that 
Comptroller General McCarl has ruled that the Commission has 
no power to increase the compensation of the railroads for the 
carriage of the mails, retroactively. They said the memorandum 
of the comptroller general’s decision, attached to the postmaster 
general’s application, had no relevancy to the propriety of the 
Commission’s report and order. They said that the issue pre- 
sented by the postmaster general’s application was raised in 
his answer to their original application and had been disposed 
of in the reports hereinbefore mentioned. They said the appli- 
cation of the postmaster general disclosed no reason requiring 
further consideration of this issue. 

In the battle of motions in No. 9200, the Railway: Mail Pay 
case, the original petitioners, together with all carriers after- 
wards joined as petitioners, have moved to set aside and vacate 
the Commission’s order on March 17, vacating and setting aside 
the order entered on March 5, denying the petition of the Ameri- 
can Newspaper Publishers’ Association for reconsideration of, 
and oral argument upon its petition for leave to intervene. They 
have asked the Commission to deny the petition of the publish- 
ers’ association to be allowed to intervene. In support of this 
motion the original petitioners adopted the motion filed by 
Postmaster General New on March 26, and renewed their objec- 


tions as stated in their original motion to deny the petition for 
leave to intervene. 


The petitioning railroads have also asked the Commission 
to vacate and set aside its order granting the petition of the 


Nebraska State Railway Commission to be allowed to intervene 
in this case. 


The American Newspaper Publishers’ Association have 
moved to deny the motion of Postmaster General New to vacate 
and set aside the order of the Commission of March 17, and 
to deny the petition of the association for leave to intervene. 

Among other things in its argument, the association insisted 
that the postmaster general, having failed to comply with the 
rules of practice of the Commission, was without right now to 
challenge the association’s right to intervene. It again asserted 
that it could be of assistance to the Commission in the deter- 
mination of the issues involved. 


CONSTRUCTION OF EXTENSION 


The Dodge City & Cimarron Valley Railway Co. has applied 
for authority to construct an extension.of its existing line from 
Manten, Kans., to Joycoy, Colo., a distance of 56 miles. The 
cost of construction will be financed by money to be borrowed 
from the Santa Fe which proposes to operate the line when it 
is completed. The line will serve a rich agricultural section in 
Baca county, Colorado, and Stanton county, Kansas. 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., 
required by the act of congress of August 24, 1912, of THm TRAFFIC 
Wor.pD, published weekly at Chicago, Illinois, for April 1, 1926, 

State of Illinois 

County of Cook f §§- 

_ Before me, a notary public in and for the state and county afore- 
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sworn according to law, deposes and says that he is the treasurer of 
THE TRAFFIC WORLD and that the following is, to the best of his 
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ment (and if a daily paper, the circulation), étc., of the aforesaid 
publication for the date shown in the above caption, required by the 
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vidual his name and address, or if owned by more than one individual 
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That the two paragraphs next above, giving the names of the 
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believe that any other person, association, or corporation has any 
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TRANSMARINE LINES 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 

THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston agena 
Teese Ooo a 
CANAL ZONE a a 


Cristobal 


Ports of Guatemala 

PANAMA and British and 
Bocas del Toro Spanish Honduras 

Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 
17 Battery Place Srrrrrrrrr es eee ee New York, N. ¥. 
Hpk Se Charles Street.............. New Orleans, La. 


Marquette SN 0 un lnee:b Ohne ail 
Huff Shipping Company........ San Francisco, Cal 







WORLD WIDE 
MAVELVE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
104 SHIPS 1,120,187 TONS 
‘$5 Years’ Experience 

International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Canadian Services 

A. C. FETTEROLF, Vice-President—Freight Traffic 

‘Ne. 1 Broadway, New York City. J.D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 





Catskill Evening Line, Inc. 


Pier 43 North River, New York, N. Y. 
NAVIGATION RESUMED 
FOR THE SEASON OF 1926 


Overnight Freight Service between New York City 
and the following Hudson River Landings: 
Catskill, 


Hudson, Coxsackie, Athens, 
Stockport, Linlithgo, Germantown, Cheviot, N. Y. 
Reliable Service Lowest Local Rates 


For any further information kindly apply to 
W. F. POOLE, Commercial Agent 
W. H. BLEHL, General Freight Agent 
JOHN ENGLIS, General Manager 


r Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information epply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7304 
Soe ES “See wee. 


And at our Branch Offices at ports of call, etc. 


















































































1004 


———= ie 
| Personal 

















| Notes 
Seen isn 


Cc. F. Mowbray has been appointed commercial agent for the 
Chicago and Eastern Illinois at Memphis, Tennessee. 

L. C. Bullock has been appointed assistant general freight 
agent of the Detroit and Cleveland Navigation Company at De- 
troit, and J. C. Torry has been made acting general agent at 
Cleveland. 

J. B. Norman has-been appointed freight service agent for 
the Central of Georgia at Birmingham. 

Effective April 1, the Pittsburgh Oil and Refining Company 
has consolidated with the Waverly Oil Works Company. Roland 
B. Stumpf, formerly traffic manager of the Pittsburgh Oil and 
Refining Company has been appointed traffic manager of the 
Waverly Oil Works Company. 

W. J. Manley has been appointed assistant to the president 
of the Pittsburgh & West Virginia with headquarters at Cleve- 
land. V. A. Wooley, general agent, has been appointed general 
traffic manager at Pittsburgh, succeeding Mr. Manley. 

G. S. Trowbridge, assistant to the general traffic manager 
of the Cotton Belt at St. Louis, will handle all matters heretofore 
handled by R. D. Coleman, who has resigned. 

M. R. Hazel has been made Florida freight agent of the C. I. 
& L. with headquarters at Jacksonville, Florida. 

R. L. Ward has been appointed general freight agent of the 
Chicago, Rock Island and Pacific at Indianapolis. L. S. Cook has 
been made general freight and passenger agent at El Paso, Texas. 

Alfred S. Knowlton, who has been a member of the Commis- 
sion’s examiner staff for a number of years, has resigned to be- 
come commerce counsel for the Koppers Company. He will be 
stationed at Pittsburgh. Mr. Knowltown is a chemist as well as 
an attorney. The Koppers Company has traffic questions in which 
questions of chemistry may become of significance. 

Commissioner Taylor was welcomed and former Commis- 
sioner McChord received a farewell at a reception, on April 6, 
by a club composed of employees of the Commission. The out- 
going member of the Commission, who had served fifteen years 
as a member of that body was publicly told good-bye by his 
former colleagues. Commissioner Meyer addressed him on be- 
half of the men who had served with Mr. McChord. The other 
Commissioners showed their appreciation of the services of the 
former commissioner in the form of a body of engrossed resolu- 
tions of praise for him and the work he had done in the fifteen 
years of membership. In addition they gave him a fine watch 
as a constant reminder of their appreciation of him as a man 
and as an official. 

N. E. Franklin was elected president of the National Council 
of American Importers and Traders, Inc., April 7, succeeding 
F. B. Shipley, who became an honorary director in the organ- 
ization. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York has voted to withdraw from 
the Associated Traffic Clubs of America, for the reason, as stated 
in the resolutions adopted on the subject, that issues presented 
by the association for action by the club involve a conflict of 
interests as between shippers and carriers represented in the 
club and action on them, therefore, would violate the purpose of 
the club, which is to cultivate closer relations between those in- 
terested in the transportation of freight and passengers as car- 
riers and shippers and to promote their mutual interests. 











The Traffic Club of New England will hold a meeting April 
15 at the Copley Plaza. Major Harry L. Harris, represent- 
ing the United Fruit Company, will present a motion picture 


called, “Cruise of the Caribbean.” There will be-a program of 
music. 





The Memphis Traffic Club held a “Ladies Day” luncheon at 
the Hotol Gayoso April 5. 





The Traffic Club of St. Louis met at luncheon, April 5. Bruce 
A. Campbell, attorney, was the speaker. 





The York (Pa.) Traffic Club held a meeting April 8. Father 


Brown, rector of St. Patrick’s, spoke on “Impressions of Foreign 
Travels.” . 





The Marion Traffic Club will hold its next meeting at the 
Harding Hotel, April 15. 





The Transportation Club of St. Paul met at luncheon April 
6. R. J. Hagman, assistant general solicitor of the Great North- 


ern, spoke on “Why and How the Government Regulates the 
Railroads.” 





The Los Angeles Transportation Club held a luncheon and 
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meeting April 5. James E. Shelton, vice president of the Secur- 
ity Trust and Savings Bank, spoke on “Southern California’s 
Place in California.” There was also a program of music. 





The Traffic Club of Philadelphia will meet at the Bellevue 
Stratford April 12. The Rev. Frank Du Moulin, of the Church of 
the Savior, and the Rev. W. H. Egge, of St. Paul’s Evangelical 
Church, York, Pa., will be the speakers. A program of music has 
been arranged. 





The Savannah Traffic Club met April 1, with the larges|{ 
attendance the club has yet had. W. W. Tommins, traffic man. 
ager of the Savannah Sugar Refining Corporation, spoke on the 
importance of Savannah in the sugar refining business world. 





The Traffic Club of Kansas City held a “Surprise Luncheon,” 
April 6, at the Hotel Baltimore. The club will hold a dinner and 
meeting April 27. 





The Omaha Traffic Club has changed the date of its dinner 
and dance from April 27 to April 28, at the Blackstone Hotel. 


- The club met at luncheon April 8. 





The Women’s Traffic Club of Los Angeles met March 31. 
George Buckley, T. F. A. of the Baltimore and Ohio, spoke on 
“Relations Between Traffic Managers and Freight Solicitors.” 
The first anniversary meeting will be held April 14. 





The Traffic Club of Detroit and the National Industrial Traf- 
fic League will have as speakers at their joint dinner, April 21, at 
the Hotel Statler, Clarence Cook Little, president of the Univer- 
sity of Michigan, and Harold H. Emmons, Detroit, who will dis- 
cuss aircraft development in Michigan. 





The Traffic Club of Chicago will hold a luncheon and meet- 
ing April 12. Colonel C. A. Simmons, of San Francisco, will 
present California motion pictures. 





The Milwaukee Traffic Club, due to the death of its presi- 
dent, C. W. Burroughs, has elected J. E. Kraseman, traffic man- 
ager of the Palmolive Company, president. 





The Traffic Club of Des. Moines will hold a “Burlington 
Night.” April 12. Speakers will be C. E. Spens, vice president, 
and W. F. Thiehoff, general manager, of that road. 





The Motor City Traffic Club, Detroit, Michigan, will hold its 
monthly dinner meeting at the Oriole Terrace, April 19. F. 0. 
Johnson, president of the Michigan Commercial Haulers’ Associa- 
tion, will speak on “Motor Freight Transportation.” B. H. 
Brandt, commercial methods engineer of the Michigan Bell 
Telephone, will give a short talk on “Know Detroit.” 





The Junior Traffic Club of Chicago met, April 1, with an 
attendance of 70. H. S. Bowman, traffic manager of Miller and 
Hart, spoke on the packing industry, and J. E. Paulan, assistant 
traffic manager of the Acme Iron and Steel Company, talked on 
the manufacture of iron and steel. 





The Traffic Club of Baltimore has sent out circulars in a 
membership campaign. The circulars explain the work of all 
traffic clubs, listing them. They tell of the importance of the 
club in Baltimore and carry an editorial, “Why Joint a Traffic 


Club,” used through the courtesy of the Associated Traffic Clubs 
of America. 





The Traffic Club of St. Louis will meet at luncheon April 12. 
Allen C. Orrick, chairman of the Board of Police Commissioners 
of St. Louis, will be the speaker. 


CHAMBER OF COMMERCE MEETING 

The transportation and communication group of the annual 
meeting of the Chamber of Commerce of the United States, to 
be held in Washington May 11 to 13, will have as its general 
topic, “The City Traffic Problem.” It will consider coordination 
of city transportation; rail, water, bus and traction terminals in 
relation to the traffic problem, and what commercial organiza- 
tions can contribute to the solution of the traffic problem. The 


subject around which the general meeting will center is “Self: 
Government in Business.” 


RATES ON COTTONSEED CAKE 

Hearing in Docket 16510, the American Feed Manufacturers’ 
Association against the Abilene & Southern, adjourned from 
last November, was heard this week before Examiner Carter at 
Chicago. 

C. R. Hillyer, counsel for the complainant, recalled a number 
of representatives of feed manufacturers who had testified at 
the previous hearing and each gave additional points of origil 
and destination of cottonseed cake and meal and mixed feed. 
The rates involved are on cottonseed cake and meal from points 
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rubber stamps 


Manufacturers of marking utilities since 1888 


I. C. C. PROCEDURE 
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Daters, numberers, paid, 
received, all kinds of stock 
and standard form rubber 
stamps. Metal checks, sten- 
cils, marking hammers, and 
corporation seals. In fact, 
we manufacture or whole- 
sale practically every kind of 
marking and stamping de- 
vice for office use. 


Send for Catalogue 


faster work—at 3 p. m. as well as 9:30 a. m.—because they 
have a resilience that cuts down the fatigue that the stamp 
user must feel after hours of work. This resilience, with 
the ability to stand hard use, is made possible only by the 
use of the best rubber that we can get for the purpose, 
and a patented cellular cushion. 
metal base means a long wearing stamp and a permanently 
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The index is non-soilable and is always visible no matter 
where or how you put the stamp down. 


Twenty-four hour service on 
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R. D. SWISHER MFG. Co. 


Quality means economy 


Chicago, Illinois 
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(Formerly Attorney and Examiner of 

the Interstate Commerce Commission; 
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Utility Law, etc.) 


I. T. HANSON 


610-614 Mills Building 
Washington, D. C. 
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WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger 
tariffs by Traffic Managers and Chiefs of Tariff 
Bureaus. They are unequaled for efficiency, con- 
venience and simplicity. 




























These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 
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T2—Tariff File Section with 24 2-inch Drop Front Tariff Files 





T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 


T5—Sliding Shelf Section 
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in the southwest to manufacturing points where the cottonseed 
cake and meal is put into mixed feed and moved out to destina- 
tion. The complainant is seeking to have the through rate 
made the same as the cottonseed cake and meal rate to those 
points east of the Mississippi and north of the Ohio where the 
through rate is not. already on that basis. To those points 
where the through rate is in effect, the complainant is seeking 
reparation for shipments for two years piior to September, 1924, 
when the higher rate was in effect. Lancaster, Pa., is one of 
the important transit points where the cottonseed cake and 
meal rate does not apply beyond when moving from the south- 
west and manufactured at the transit point. 

George Daly, for the Pennsylvania, testified that if the rate 
were allowed as the complainant desires to Lancaster and be- 
yond, to Philadelphia, the carriers would have to haul the ship- 
ment for nothing, because Lancaster and Philadelphia take the 
same rate, being in the same group. He tetsified that there 
were other instances of the same situation. 

E. Rigg, for the Rock Island, gave a history of the rates 
involved, tending to show that they were originally made on the 
lowest combination of rates to transit points and beyond and 
that, later, the through rates were equalized with the lowest 
combination, but that, with the general increases under federal 
control and later, the through rates came to be lower than the 
combination, resulting in a desire on the part of shippers to 
have the through rates generally applied. 


AUTOMATIC CONTROL CONTRACT 


Attorneys for the New York Central, in that part of No. 
13413, the Automatic Train Control Device case created by the 
complaint, Sprague Safety Control & Signal Corporation vs. The 
New York Central and General Railway Signal company, that 
the New York Central and the signal company violated the first, 
third and twenty-sixth sections of the interstate commerce law 
and the tenth section of the Clayton anti-trust law, in a brief, 
again made general and specific denials about the particulars 
alleged by the Sprague company to show violation of the law in 
the failure, on the part of the railroad company, to provide 
safety appliances, and the disregard of the anti-trust law in the 
making of a contract with the General Railway Signal Company. 
They said the New York Central had not only not violated the 
law in any particular but that on the contrary it was endeavor- 
ing, by all means in its power, to comply with the orders of the 
Commission made under the section of the law requiring the 
installation of the automatic train control devices. 

The company pointed out that Herbert S. Balliet, signal en- 
gineer in 1925, who bought and sold ten shares of the stock of 
the General Railway Signal Company, in May, 1925, on which 
he made a profit of about $2,200, was not an officer of the com- 
pany and had nothing to do with the selection of the General 
company’s device. As to the allegation that the contract was let 
without advertising, the attorneys pointed out that the General 
company was one of two makers of the sort of device desired 
and that it would have been a waste of time and money for it to 
have advertised. As to A. H. Harris, the vice-president and gen- 
eral counsel for the New York Central, being a member of the 
law firm which acted as counsel for the signal company, the 
brief asserted he was not and never had been a member of the 
firm. They submitted that no case had been made against the 
railroad company or against any of its officers which could in 
any way bring the transactions, of which complaint was made, 
within the purview of the Clayton anti-trust law. 


RATES ON SAND AND GRAVEL 


Further hearing in Docket 11894, in the matter of rates 
within Indiana, reopened with respect to rates on sand and 
gravel from Wyatt and Ginger Hill, Ind., was heard before Ex- 
aminer Carter, at Chicago, April 6. : 

E. J. Wormer, for the Consumers’ Company, related circum- 
stances as to a rate of 84 cents for which he applied to the 
New York Central in the early part of 1921. The rate was to 
carry sand_and gravel for a state road building job, and the 
New York Central, he testified, agreed to put it in as a reason- 
able rate in comparison with the general level of sand and gravel 
rates. It was then found that the contractor could not set up 
his construction outfit near the line of the New York Central, 
and a further attempt was made to get the same rate via the 
Big Four. The 84-cent rate was agreed to again, but, before it 
became effective, due to delay in getting the C. F. A. to pass 
on it, a number of carloads of sand and gravel were moved at 
the existing level of rates, which was higher than the 84-cent 
rate. What the complainant desired, Mr. Wormer said, was a 
decision that the 84-cent rate was reasonable and reparation 
to the amount that the rate charged exceeded the 84-cent rate. 
He testified as to a similar situation with respect to rates from 
Ginger Hill, the 84-cent rate being the one asked and later made 
effective after shipments had been made. 

Leo Day, counsel for the New York Central, made a state- 
ment on behalf of the carriers that they conceded the com- 
plainant’s contention that the rates charged were unreasonable 
to the extent that they exceeded the 84-cent rate later effective. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer Bg eye aay be! practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Analogous Rating Rule of Classification 


Arkansas.—Question: We attach hereto copy of freight bill 
covering L. C. L. shipment of motor meters from New York City, 
Shipment being made by the A company on which the railway 
company is endeavoring to collect a double first class rate on 
this article. 

This article has been moving from New York to Little Rock 
since the year 1921, and we have continually requested the 
carriers in this territory since that time to establish or provide 
for a rating on this commodity in the classification. The car- 
riers’ traffic departments in this territory agree with us and feel 
as we do that the rating should not exceed first class, but claim 
that they are forced to apply the double first class rating because 
the Inspection Bureau insists upon this application. The Inspec- 
tion Bureau claims that the thermometer rating is applicable. 


We have repeatedly called the attention of the carriers to 
the fact that Rule 17 of the classification provides that, when a 
local agent receives a shipment of any article for which there 
is no classification provided, the matter should be reported to 
the traffic department of the carriers to be verified and a rating 
provided for future shipments. 

We reduced the charges on this bill before payment, asking 
for the first class rate to be applied, using the classification 
authority on steam gauges, as an automobile motor meter only 
registers the heat of an automobile engine and, upon comparing 
the motor meter with the ordinary thermometer, we cannot 
understand why the Inspection Bureau should seek to apply the 
thermometer rating on this commodity. 

We would appreciate it if you would advise us what author- 
ity the Inspection Bureau has over carriers throughout the 
country in so far as pertaining to a case of this nature in that 
they will not provide a rating on an article when requested to 
by the shipper or the common carrier. 

The amount of charges on each bill is so small that it is 
hardly worth while to make a formal complaint to the federal 
Commission and, also, because of the fact that thermometers 
are first class in the Official and Southern territories and the 
Western Classification territory rating is all that seems to be 
out of line. 


We would appreciate it if you would advise us of any de- 
cisions or ruling of the Commission that we could site the car- 
riers and the Inspection Bureau to in order that we might force 
them to provide for a rating. 


We might state that the rates used on the enclosed copy of 
freight bill are published in F. A. Leland’s tariff, I. C. C. 1573, 
in section 1. 

Answer: According to the Century Dictionary a steam 
gauge is an attachment to a boiler to indicate the pressure of 
steam. A thermometer, on the other hand, is an instrument by 
which the temperatures of bodies are ascertained, founded on 
the common property belonging to all bodies, with very few 
exceptions, of expanding with the heat, the rate or quantity of 
expansion being supposed to be proportional to the degree of 
heat applied, and hence indicating that degree. 


Judged by the above definitions, it seems apparent that, as 
a motor meter records the temperature of water or other liquid 
and does not record the pressure of steam, a motor meter is, in 
fact, a thermometer. The matter of the establishment of a 
specific rating on motor meters is ordinarily one to be con- 
sidered, in the first instance, by the Classification Committee. 
In the event that the Classification Committee, upon the subject 
being listed for consideration, declines to establish the desired 
rating, the only method by which the shipper can secure the 
relief to which he believes he is entitled is through the filing of 
a complaint with the Commission. 

An inspection bureau is merely an agency of the carriers 
having supervision of the weighing of freight, and having other 
duties, among which is that of seeing that the proper rates and 
ratings are applied on articles which are delivered to the cal- 
riers for transportation. 

In the final analysis, individual carriers are responsible for 
the correct application of the applicable rates and rating and 
must make prompt refund of existing overcharges. See Tyson 
& Jones Buggy Co. vs. A. & A., 17 I. C. C. 330. Likewise, in the 
event that no rating exists which is specifically applicable to a 
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given commodity, the carrier should establish a specific rating 
on that commodity. Where, however, as appears to be the fact 
in the instant case, it is contended by the carriers through their 
agent, the inspection bureau, that there is an applicable rating, 
namely, thermometers, the only recourse the shipper has, in 
the event that he is of a different opinion, is to file a complaint 
with the Interstate Commerce Commission asking for an inter- 
pretation of the classification ratings. In the event the Cominis- 
sion determines the question in accordance with the carriers’ 
contentions, necessarily charges must be paid on that basis. 
The matter of a reasonable rating is a separate and distinct 
question which must, as above stated, be submitted to the Com- 
mission, supported by such facts and figures as will enable the 
Commission to arrive at a conclusion in the matter. 

Tariff. Interpretation—Import versus Domestic Rates 

Alabama.—Question: X Railroad publishes export rate of 
36% cents and domestic rate of 35% cents on machinery from 
A to B. 

Please advise if freight charges on shipments for export and 
so described in bills of lading should not be assessed on. the 
lower rate of 3514 cents, which is the domestic rate. Both rates 
shown above are commodity rates. 

Answer: While the question you raise has not been, so far 
as we construe the cases, directly at issue before the Commis- 
sion, the Commission has seemingly held that on either export 
or import traffic the respective export or import rate must be 
applied, even though the application of the domestic rate would 
result in a lower charge. See American Maize Products Co. vs. 
Director General, 88 I. C. C. 354, and I. & S. Docket 570, Fer- 
tilizer and Fertilizer Materials from New Orleans, 36 I. C. C. 
247. 

Freight Charges—Liability Where Shipper Signs Situation Re- 
ferred to in Section 7 of Bill of Lading 

Georgia.—Question: Please advise if a shipper is liable for 
an’undercharge when the shipment is consigned to himself on 
straight bill of lading, and the shipper has signed the section 
7 clause, and shipment is delivered to party other than consignee 
on presentation of bill of lading indorsed by the shipper. 

The shipment was sold F. O. B. cars point of origin, the 
bill of lading with draft attached was sent to a bank at destina- 
tion, the buyer paid the draft, received the bill of lading, and 
in turn presented it to the railroad, paid the freight charges that 
he was asked to pay and received the shipment. 

. Answer: Where a shipment is made in the manner you de- 
scribe, it seems to be a proper assumption that the party who 
presents the bill of lading to the carrier at point of destination 
has become the consignee within the meaning of the stipulation 
on the face of the bill of lading referred to in section 7 of the 
bill of lading. 

The carrier by delivering the goods to that party, upon pres- 
entation of the bill of lading, has treated that party as the con- 
signee and could not be held liable for delivering goods to that 
party if he in fact, as owner, is rightfully entitled to the posses- 
sion thereof. 

Tariff Interpretation 

Oklahoma.—Question: Will you kindly give us your inter- 

pretation of the following clause: 


Rates to destination not shown in this tariff will, in the ab- 
sence of specific rate from point of origin to destination, be made 
by adding to the rates shown in this tariff, the rates shown in 
other tariffs lawfully on file with the Interstate Commerce Com- 
mission, but if the rate so made exceeds the rate to a point be- 
yond on the same direct line or route, as shown in this tariff, the 
latter will apply. 


This clause is published in Item 75, R. H. Countiss 14-G. 

How could we apply this rule in connection with rates from 
Oklahoma to Riverton, Wyoming, a point located intermediate 
to Billings, Montana, on the C. B. & Q. Ry.? The first part of 
this clause “by adding to the rates shown in this tariff, the 
rates shown in other tariffs lawfully on file, etc.” In the first 
place the destination point is not named in this tariff. If it 
were there would be no need of applying the intermediate clause. 

How, then, can we add the rates named in this tariff to the 
rates named in other tariffs when, in fact, there are no rates in 
this tariff to this destination? In what manner can we apply 
this rule? 

Answer: As we construe the clause you quote, it authorizes 
the application of the sum of the rate to any point of destination 
named in R. H. Countiss 14-G and the rate named in other tariffs 
lawfully on file with the Interstate Commerce Commission be- 
yond that point, provided, however, that if the through rate so 
made to the destination in question exceeds the rate carried in 
R. H. Countiss 14-G to a point shown in R. H. Countiss 14-G be- 
yond the destination in question, the latter rate will apply. 

The clause permits of the application of a combination rate 
based upon a point of destination named in R. H. Countiss 14-G, 
unless this combination rate exceeds the rate which the inter- 
mediate point application of the clause authorizes, in which 
event the latter rate is to be applied. 

Damages—Measure of—Charges on Duplicate Shipments 

Michigan.—Question: We have entered into controversy 
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with several of the freight claim agents in connection with the 
damages incurred on our stove and furnace shipments. When 
these stoves and furnaces are damaged our customers, as a rule, 
make the necessary repairs, that is, if the repairing is not be- 
yond their knowledge. When ordering the repair parts they 
are usually ordered to be sent by express, as they, of course, 
cannot wait for a freight shipment, owing to the fact that in the 
biggest majority of cases the stoves have already been sold and 
the customer is in need of same. 

When presenting claims to the various railroad companies 
we include therein the express charges which are assessed on 
the replacement shipment, but in most cases they come back at 
us, requesting that we amend the express items to the amount of 
freight that would have been assessed had the shipment gone 
by freight. It is our contention that they are responsible for 
the express charges which are assessed, although they claim 
that the carrier’s liability, in so far as the transportation 
<< are concerned, is in the proportional amount of freight 
only. 

We would request that you investigate this matter, as I am 
sure that you have had similar requests. 

Answer: We know of no decision of the courts which in- 
cludes in the amount of the damages awarded for injury to a 
shipment the amount of the transportation charges, either 
freight or express, on a duplicate shipment. 

The Commission has in two cases, namely, Larkin Co. vs. E, 
& W. Transportation Co., 34 I. C. C. 106, and I. and S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257, 
had before it the question of the carrier transporting free of 
charge goods shipped to replace lost or damaged articles. 

Apparently a carrier may lawfully include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but, as stated above, we are: not aware 
of any decision which holds that it must be done. 

If the forwarding of duplicate parts had the effect of mitigat- 
ing or equalizing the carriers’ liability for damages in the event 
that duplicate parts had not been forwarded, which is very 
probably true in most, if not all, instances, the carrier should 
include the amount of the charge, whether freight or express, 
in the settlement of the claim. . 

Tariff Interpretation—Application of Rule 5 of Classification of 
Articles Delivered to Carrier Loose When Tariff De- 
scription Requires Some Form of Packing 

California—Question: Kindly refer to Traffic World of 
April 18, 1925, page 1032, and your answer to “California” regard- 
ing L. C. L. shipments of doors not packed in accordance with 
classification in which you stated proper rating to be first class. 

As you say, doors “in boxes, cleated bundles, or crates take 
fourth class,” cleated bundles are not containers and therefore 
come under paragraph C, section 3 of Rule 5. Loose doors 
should be penalized one class only, as the shipper failed to conm- 
ply with specific regulations in so far as he did not tack strips of 
wood to two or more doors, thereby forming a cleated bundle. 

Will you kindly review with paragraph C in mind. 

Answer: As we read Rule 5 of the Classification, paragraph 
(d) of section 3 thereof specifically provides the rate which 
applies when the tariff description does not provide for the 
transportation of an article loose. 

Paragraph (c) of section 3, on the other hand, applies when 
a specified form of shipment other than a container is not fully 
complied with, although the article is tendered in the form 
specified by the tariff description. If an article which is ten- 
dered to a carrier loose when the tariff description states that 
it must be in cleated bundles, or in boxes or crates, the article 
has not, in any sense, been tendered in the form specified, for 
an article loose has not been packed in any manner. An article 
loose does not fail, within the meaning of paragraph C of sec 
tion 3 of rule 5, to fully comply with a tariff description requir- 
ing that it be in cleated bundles or in boxes or crates, for it 
totally fails to comply with the tariff description. 

We are, therefore, of the opinion that the provisions of 
paragraph (d) are applicable. 

Liability of Carrier for Loss Under Clear Seal Record 

Indiana.—Question: Will you please advise us if a carrier 
can decline a loss and damage claim because the car moved 
through with a continuous clear seal record, and cite us cases 
where decisions have been made in favor of the shipper in spite 
of the clear seal record? 

It is our understanding that a clear seal record does not 
relieve a carrier of liability in cases of shortage. 

Answer: In so far as a bill of lading constitutes a receipt, 
that is, the part wherein is set out the receipt of the goods, the 
quality, quantity and condition, it may, like other receipts, be 
explained, altered, varied or contradicted by parol evidence. 
St. Louis, etc., R. R. vs. Citizens Bank, 87 Ark. 26; Sanford Vs. 
Seaboard, etc., R. R. Co., 61 S. E- 74; Milne vs. Chicago, etc., R. 
Co., 185 S. W. 85. Consequently the earrier is not conclusively 
bound by the recital in the bill of lading as to the quantity of 
goods covered thereby. However, in an action for loss of a part 
of the goods, if you prove conclusively that a certain quantity 
of goods was received by the carrier for transportation and that 
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the same quantity was not delivered at destination, the burden 
then rests upon the carrier of proving that the loss occurred 
through some cause for which it is not liable, as an insurer. 
Galveston, etc., R. Co. vs. Wallace, 223 U. S. 481. It has been 
held that this rule applies notwithstanding that the car moved 
under so-called “clear seal record.” See Baker vs. H. Dittlinger 
Roller Mills Co., 203 S. W. 798, also Eckman Chemical Co. vs 
C. & N. W., 185 N. W. 444. " 
Freight Charges—Liability for 

Minnesota.—Question: Your views concerning the follow: 
ing will be appreciated: 

Hogan shipped a car of lumber to Murphy at Chicago. 
Murphy sold the car en route to Kelly, who in turn sold and 
diverted the car to Irish. 

The original sale, Hogan to Murphy, was F. O. B. shipping 
point. The second sale, Murphy to Kelly, was based on the 
rate of freight to the ultimate destination. The sale, Kelly to 
Irish, was F. O. B. destination. 

Charges were collected on the minimum weight of 40,000 
pounds, and Irish remitted to Kelly, and Kelly in turn to Murphy, 
deducting the actual freight charges paid on 40,000 pounds. 

The railroad later discovered the shipment weighed 50,000 
pounds and a demand on Irish was properly referred to Kelly, 
and from Kelly to Murphy, but Murphy just simply declined to 
pay. 

Under the terms of sale Murphy was bound to assume 
freight charges to Irish’s destination, and Irish is not involved, 
as his purchase was F. O. B. destination. While Kelly appears 
as an owner consignor in the exchange bill of lading from the 
diversion point, he was, in fact, an agent of Murphy, who was 
bound under his sale to deliver at Irish’s destination free of 
charges. And, too, until the first sale from Murphy to Kelly, 
ownership was vested in Murphy. 

The delivering carrier is suing Kelly because of his con- 
venient location, despite the fact that Murphy is the one that 
owes the debt. Can they recover? 

Answer: Ordinarily a carrier has a right to look for his 
compensation to the person who required him to perform the 
service by causing the goods to be delivered to him for trans- 
portation, and that person is generally, of course, the shipper 
named in the bill of lading, or the consigner. (Finn vs. West- 
ern Railroad Corporation, 112 Mass. 524, 17 Am. Rep. 128.) 

The fact that the latter does not own the goods has been 
held material (Wooster vs. Tarr, 8 Allen (Mass). 270, 85 Am. 
Dec. 707), on the ground that the carrier’s contract and right to 
recover his freight cannot be made to depend on what may 
prove to be the legal effect of the negotiations between the con- 
signor and the consignee on the title to the property which is 
the subject of transportation. (Finn vs. Western Railroad Cor- 
poration, 112 Mass. 524, 17 Am. Rep. 128.) 

‘Furthermore, even’ though there is a stipulation in a bill 
of lading providing that the consignee shall pay the freight, that 
does not of itself relieve the consignor, and a carrier is not 
bound at his peril to enforce the payment of freight from the 
consignees. The usual clause in bills of lading, that a cargo is 
to be delivered to the person named, or his assignees, “he or 
they paying freight,” is only inserted as a recognition or asser- 
tion of the right of the master of a ship to retain the goods 
carried under his lien is satisfied by payment of the freight; 
it imposes no obligation on him to insist on payment before de- 
livery of the cargo. If he sees fit to waive his right of lien and 
to deliver the goods without payment of the freight, his right to 
resort to the shipper for compensation still remains. (Holt vs. 
Wescott, 43 Me. 445, 69 Am. Dec. 74; Wooster vs. Tarr, 8 Allen 
(Mass.) 270 and Note; Hayward vs. Middleton, 3 McCord L. 
(S. C.) 121, 15 Am. Dec. 615.) 

True, the consignee, or the indorser of a bill of lading, may 
be sued if he has received the goods in pursuance of a bill of 
lading, imposing the payment of freight on him, at all events in 
cases where there is no charter party. The receipt of goods 
under such a bill of lading is evidence of a contract by the 
person so receiving them to pay the freight. But the liability 
of the consignee does not depend, in such a case, on the assump- 
tion that the original shipper would not be liable, as once 
seems to have been thought, but on a new contract to pay the 
freight evidenced in ordinary cases by the bill of lading and 
the reception of goods under it. There is no shifting of liability. 
The contract of the consignor and that of the consignee are not 
considered to be inconsistent with each other; each is an 
original contract based on a sufficient consideration. (North- 
German Lloyd vs. Heule, 44 Fed. 100; Grant vs. Wood, 21 N. 
J. L. 292, 47 Am. Dec. 162.) 

Ordinarily the person from whom the goods are received 
for shipment assumes the obligation to pay the freight charges, 
and his obligation is ordinarily a primary one. The shipper is 
presumably the consignor; the transportation ordered by him is 
presumably on his behalf; and a promise by him to pay therefor 
is inferred. L. & N. R. Co. vs. Central Iron & Coal Co., 265 U. 
S. 59. 

Therefore, unless it be shown by the biil of lading or other- 
wise that the shipper of the goods was not acting on his own 
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behalf and that this fact was known to the carrier, or the ship. 
per avails himself of the provision of section 7 of the Uniform 


Bill of Lading, the consignor may be held liable for the amount 
of the freight charges. 


No circumstances appear which would relieve Kelly from 
liability, unless the facts are such as to bring the instant case 
within the scope of the cases cited in the third paragraph of 
our answer to “California,” on page 1442 of the December 12, 
1925, Traffic World, under the caption “Freight Charges—Lia- 
bility of Consignor Where Shipment Is Reconsigned by Buyer at 
First Destination.” ‘The facts in the instant case appear to be 
such as to make applicable thereto the answer referred to above. 
The fact that under the terms of the sales contracts Murphy 
is chargeable with the freight does not bind the carrier to collect 
the undercharges from that party, the carrier not having, so 
far as it appears, contracted to look to Murphy for its charges 
or any part thereof. See, in this connection, L. & N. R. R. Co. 
vs. Central Iron & Coal Co., 265 U.S. 59. 


Damages—Measure of Where Part of Released Value Shipment 
Is Lost or Damaged 


California.—Question: Would appreciate your giving us your 
opinion as to the following: 


A shipment arrived at New York from Germany. The for- 
warding agent of the shipper in Germany made necessary clear- 
ance with customs officials at New York City. Merchandise was 
received in good condition. The shipper’s agent had shipment 
delivered to the railroad company (in bond), releasing shipment 
under the clause of released rates, although the actual value 
exceeded the released rate, which is determined by actual weight. 
The shipment arrived at destination and was delivered to the 
proper bonded drayman, who signed for merchandise in a dan- 
aged condition. A claim was filed and railroad company insist 
that we give them the merchandise, although the amount of 
claim is about seventy-five per cent value of the carrier’s lia- 
bility. We will not surrender merchandise, as same was for 
special order, and allowance was accordingly made to ultimate 
customer. Can you give reference to similar cases, where car- 
rier is liable for their liability without the consignee surrender- 
ing the merchandise; also do we have to give the name of the 
ultimate customer? What is the status of the released value 
and actual value? If records show shipment damaged, in what 
length of time should this claim be paid; can we charge interest? 


Answer: There are two lines of decisions with respect to 
the amount which can be recovered for partial loss or damage 
to part of a shipment which has been released to a stated valua- 
tion. Under one line of these decisions it is held that a shipper 
may recover the real value of the property lost, not exceeding 
the limit of liability stipulated in the contract of shipment. De- 
cisions of this nature are Central of Ga. R. Co. vs. Broda, 67 
So. 437 (Ala.); Davis vs. Wabash R. Co., 99 S. W. 17; Buffington 
vs. Wabash R. Co., 94 S. W. 991; Viscanaka vs. Sou. Express 
Co., 75 S. E. 962 (S. C.); Winslow vs. A. C. L., 60 S. E. 709; 
Carlton vs. N. Y. C. & H. R., 117 N. Y. S. 1021 (affirmed 121 
N. Y. S. 997); Huguelet vs. Warfield, 65 S. E. 985 (S. C.); Can- 
dee vs. D. L. & W., 109 Atl. 202 (N J.), (certiorari denied, 40 
Sup. Ct. 584); Nelson vs. Ga. Northern R. Co., 72 S. W. 642 
(Mont.); Starnes vs. Louisville, etc., R. Co., 19 S. W. 675 (Tenn.); 
Wilson vs. Express Co., 72 Pa. Super. 384; Fox vs. R. Co., 199 
Ill. App. 453; Louis vs. Railroad Co., 199 Ill. App. 438; Express 
Co. vs. Joyce, 69 N. EB. 1015 (Ind.) (affirmed 76 N. E. 1, 117 
Mem.); R. Co. vs. Priddy, 115 N. E. 266 (Ind.); Baird vs. R. Co., 
162 Pac. 79 (Utah); Dee vs. S. P. L. A. & S. L. R. Co., 167 Pac. 
246; Washington Horse Exchange vs. Wilson, 176 S. W. 1036. 


There are, however, decisions which hold directly to the con- 
trary. Under such decisions recovery for loss of, or damage to 
part of a shipment, released to a stated value is limited to a 
proportionate amount of the released value of the shipment. 
Decisions which so hold are Western Transit Co. vs. Leslie & 
Co., 242 U. S. 448; Shelton vs. Canadian Northern Railroad Co., 
199 Fed. 153; Fielder vs. Adams Express Co., 71 S. B. 99; United 
Lead Co. vs. Lehigh Valley Railroad Co., 141 N. Y. S. 310, 
affirmed 109 N. E. 1094; Stratton vs. C. M. & St. P., 168 N. W. 
757; Frank vs. Mich. Cent., 154 N. Y. S. 701. 


However, under the holdings of none of the cases cited above 
would the carrier be entitled to possession of the damaged goods. 
The carrier’s liability is to compensate the shipper for the injury 
to the goods occasioned by its negligence, the basis for the de 
termination of the amount of the carrier’s liability being in 
accordance with either of the two lines of decisions above cited, 
depending upon which line of decisions the court is, in a give 
case, inclined to follow. The shipper is entitled to possession 
of the injured goods and, in addition thereto, to damages for 
the depreciation in value which results from the injury thereto 
while in transportation. 


The case of Washington Horse Exchange vs. Wilson, 176 
S. W. 1036, which is quoted from in our answer to “Nebraska,’ 
on page 604 of the September 12, 1925, Traffic World, under the 
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above caption, contains a clear statement of the measure of the 
carrier’s liability under released rates or ratings. 
Liability of Carrier for Unlawful Detention of Private Cars 

New Jersey.—Question: We are a large oil company leas- 
ing tank cars to haul our products. To obtain a fair margin 
of profit it is necessary to secure as many trips as possible within 
our period of contract for these cars. m 

With this object in view, we endeavor to expedite the move- 
ment of our cars, both loaded and empty. We are defeated in 
this purpose, however, for the carrier on whose lines we are lo- 
cated, while giving a fair movement to the loaded Cars, is neg- 
ligent with the return of the empties. Empty cars arrive at 
the terminal yards on one day, and are forwarded to our plant, 
which is located on a branch division leading in to the same 
terminal, a distance of 26 miles, six to twelve days later, al- 
though a daily drill serves in the vicinity of our plant. 

Difficulty is experienced at other points, particularly points 
at which our customers release cars; return movement is held 
up for three or four days. 

Delays such as these are excessive and have caused our 
leasing considerably more cars than necessary, entailing more 
expense and bringing down our profits. It seems to us that we 
are entitled to some redress, our letters to the railroad man- 
agement receiving no achievement of the purpose in view. 

Can you locate any decision of the Commission covering 
cases similar to ours? Do you think a claim for reparation 
would obtain favorable results? 


Paragraphs 11 and 12 of section 1 of interstate commerce 
act cover. b 


Answer: The decision in Gustafson vs. Michigan Cent. 
(ill.), 129 N. E. 516 covers the question you raise. 

In this case damages were awarded the plaintiff for delay to 
private tank cars, the amount of the damages being based upon 
the daily rental value of the car. In this case the court said: 


The claim of appellees is admittedly not for anything which 
is or could be provided for in appellant’s published tariffs. It 
would seem to necessarily follow that the claim is not for use 
of the car, for compensation for its use can be and is provided 
for in the tariffs. The damage sued for is not compensation for 
use of the car, but for negligently allowing it to remain in Joliet 
for several days on the return trip, during which time the car 
was not in use by appellant. The compensation for use of the 
cars provided for by the published tariffs is only for the use in 
moving the car, for thé schedules provide only for a mileage basis. 
It would be impossible to compensate appellees for the negligent 
detention of their car in Joliet on a mileage basis, for during 
the time it was detained it was presumably not moved a mile, 
and counsel say in their brief appellant has paid appellees the 
three-fourths of a cent per mile for every mile the car traveled 
on its return movement. The Interstate Commerce Commission 
had no authority under the acts of Congress to make any provi- 
sion in establishing and approving tariffs, for compensation for 
such loss or damage as is here claimed, and it did not attempt 
to do so. Either appellee had their right of action in the courts 
to reeover of appellant or they were without any remedy. It 
certainly cannot be the law that a carrier may negligently keep 
and detain, without using it in hauling, a car belonging to and 
furnished by the shipper for a month, for six months, or even 
longer, causing thereby substantial damage to the owner, without 
incurring any liability to the owner of the car. The Interstate 
Commerce Commission has correctly held that its jurisdiction over 
claims for reparation does not extend to claims arising from loss, 
damage or delay in transit; that such claims are cognizable in 
the courts. Atlas Portland Cement Co. vs. Lehigh Railroad Co., 
32 I. C. C. 487; Blume vs. Wells Fargo & Co., 15 id. 53. 


We are of the opinion that paragraphs 11 and 12 of section 
1 of the interstate commerce act are not applicable. 


See also, in this connection, J. C. Franciscone & Co. vs. B. 
& O., 274 Fed. 687. 





No. 18061. Sub. No. 1. Piedmont Oil Co., Gastonia, N. C., vs. Ala- 
‘bama & Vicksburg et al. ‘ : : 

Unjust, unreasonable and unduly preferential or prejudicial 
rates, also alleged to be in violati6n of the fourth section, on 
gasoline and kerosene from Fort Worth and Hodge, Tex., to 
Gastonia, between Nov. 17, 1923, and May 26, 1924. Asks for 
just, reasonable and non-prejudicial rates, and reparation. 

No. 18087. George C. Speir & Co., Inc., Atlantic, Ga., vs. Atlantic & 
West Point and Louisville & Nashville. 

Unreasonable rates and charges on what complainant alleged 
were cotton hull shavings from East Point, Ga., to Louisville, Ky. 
Asks for reparation. 


No. 18087. Sub No. 1. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast 
Line et al. . 
Alleges unreasonable rates and charges on cottonseed hull shav- 
ings from Farmville, 8. C., to Atlanta, Ga. Asks reparation. 
No. 18087. Sub. No. 2. W. D. Hall, Atlanta, Ga., vs. Southern Rail- 
way. 
Unreasonable rates and charges on cottonseed hull shavings 
from Columbia, S. C., to Atlanta. Asks reparation. 
No. 18087. Sub. No. 3. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast 
Line and Baltimore & Carolina Steamship Co. 
Unreasonable rates and charges o ncottonseed hull shavings 
from Bishopville, S. C., to Miami, Fla. Asks for reparation. 


No. 18087. Sub. No. 4. W. T. McKay, Atlanta, Ga., vs. Atlantic Coast 
Line et al. 
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Unreasonable rates and charges on cottonseed hull shavings 
from Fort Valley, Ga., to Philadelphia. Asks reparation. 
No. 18087. Sub. No. 5. W. D. Hall, Atlanta, Ga., vs. Baltimore & 
Carolina Steamship Co., and Southern Railway. 
Unjust and unreasonable rates and charges on cottonseed hull 
shavings from Columbia, S. C., to Miami, Fla. Asks for reparation, 
No. 18087. Sub. No. 6. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast 
Line et al. 
Unjust and unreasonable rates and charges on cottonseed hull 
sieves from Bishopville, S. C., to Cleveland, O. Asks for rep- 
aration. 


No. 18087. Sub. No. 7. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast 
ne et al. 

Unjust and unreasonable rates and charges on cottonseed hull 
pen from Augusta, Ga., to New York, N. Y. Asks for rep- 
aration. 

No. 18087. Sub. No. 8. Geo. C. Speir and Co., Inc,, Atlanta, Ga., vs, 
Aberdeen & Rockfish et al. 

Unjust and unreasonable rates and charges on cottonseed hull 
shavings from Raeford, N. C., to Wilmington, Del. Asks for 
reparation. 


No. 18087. Sub. No. 9. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast 
Line et al. 

Unjust and.unreasonable rates and charges on cottonseed hull 
a from Wilson, N. C., to New London, Conn. Asks repara- 
ion. 

No. 18087. Sub. No. 10. Geo. C. Speir & Co., Inc., Atlanta, Ga., vs, 
B. & O. et al. 

Unjust and unreasonable: rates and charges on cottonseed hull 
—— from Raeford, N. C.,.to Georgetown, D. C. Asks rep- 
aration. 

No. 18087. Sub. No. 11. International Vegetable Oil Co., Memphis, 
Tenn., vs. Southern et al. 

Unjust and unreasonable rates and charges on cottonseed hull 

shavings from Savannah, Ga., to Nitro, W. Va. Asks reparation. 
No. 18115. Orford Soap Co., New York City, vs. New York, New 
Haven & Hartford et al. 

Unjust, unreasonable and unlawful charges on soap, or cleans- 
ing, scouring or washing compounds from Manchester, Conn., to 
St. Louis, Mo., and Cincinnati, Ohio. Asks for reparation. 

No. 18116. Frank Samuel & Co., Philadelphia, Pa., vs. Central Rail- 
road Company of New Jersey and Reading Company. 

Unjust and unreasonable rates on mill cinder from Dover, N. J., 
to Pottstown, Pa. Asks for reparation. ; 

No. 18117. The Charles Boldt Paper Mills Co., Cincinnati, O., vs. 
Louisville & Nashville et al. 

Unjust and unreasonable rates and minima on fibre board and 
Pulp board from New Iberia, La., to points in Alabama and 
Tennessee. Asks for just and reasonable rates, and reparation. 

No, 18118. The Norcross Marble Co., Cleveland, O., vs. B. & O. et al. 

Unjust and unreasonable rates and misrouting on rough quar- 
ried marble from Phoenix, Mo., to Cleveland, Ohio. Asks for 
reparation. 


oe — York Insulated Wire Co., New York City, vs. N. Y. 

- a. &.. 

Unjust and unreasonable rates, in violation of the fourth sec- 
tion, on copper wire from Phillipsdale, R. I., to Wallingford, 
Conn. Asks for just and reasonable rates, and reparation. 

No. 18120, Henry I. Moore and D. P. Abercrombie, receivers for Salt 
Lake and Utah R. R. Co., Salt Lake City, Utah, vs. Santa Fe 
et al. 

Unjust, unreasonable, unduly prejudicial rules, regulations and 
practices under which complainants are not listed as participat- 
ing carriers in Countiss’ tariffs thereby preventing complainants 
from handling traffic under such tariffs whereas contemporane- 
ously defendants preferentially list in such tariffs as participating 
carriers the majority of all railroads operating within the United 
States. Asks for an order requiring inclusion in the Countiss’ 
tariffs with proper adequate division of the through and joint 
rates as published in said tariffs. 

No. 18121. The Midwest Refining Co., Denver, Colo., vs. Baltimore & 
Ohio Chicago Terminal et al. 

Unjust, unreasonable and unduly prejudicial rates and charges 
on tight wooden barrels, knocked down, from Casper, Wyo., to 
Whiting, Ind. Asks for reparation. 


No. 18122. Western Cartridge Co., East Alton, Ill., vs. Chicago, Bur- 
lington & Quincy. , 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial 1. c. 1. rates on sheet brass and bronze from East Alton to 
St. Paul and Minneapolis. Asks for just and reasonable rate. 

No. 18123. Tex-Mex Jobbing House, Dallas, Tex., vs. Lehigh Valley 
et al. 

Unjust, unreasonable and unjustly discriminatory rate on a car- 
load of wall paper from Niagara Falls, N. Y., to Dallas. Asks 
for reparation. 

No. 18123, Sub. No. 1. 
York Central et al. 
Unjust and unreasonable rates on a carload of wall paper from 


Niagara Falls, N. Y., to Dallas, via Galveston. Asks for repara- 
tion. 


No. 18124. The E. E. Holmes Lumber Co., Lima, O., vs. Chicago & 
Erie, and Erie R. R. Co. 

Unjust and unreasonable rate on rough hardwood lumber, 
alleged also to violate the fourth section, from Lima to Buffalo. 
Asks for reparation. 

No. 18125. Moltrup Steel Products Co., Beaver Falls, Pa., vs. Andrew 
W. Mellon, Director-General, as agent. 

Rates on wire rods, in violation of the tenth section of the 
federal control act and in violation of the sixth section of the 
act to regulate commerce, on shipments from Johnstown, Pa., 
to Beaver Falls, in 1918, 1919 and 1920. Asks for reparation. 

No. 18126. Redwood & Manufacturing Co., Pittsburgh, Calif., vs. 
Southern Pacific and Arizona Eastern. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on lumber from Pittsburg, Calif., to Hayden, Ariz. 
Asks for reparation to the basis of a subsequently established 
rate. 

No. 18127. F. A. Hulett & Son, Meridian, Miss., vs. Southern et al. 

Unfair and unreasonable rates on 15 carloads of mixed furniture, 
consisting of mattresses and metal cots, from Atlanta, Ga., to 
Meridian. Asks for just and reasonable rates, and reparation. 

No. 18128. South Alabama Grocery Co., Sampson, Ga., vs. Central of 
Georgia et al. 

Alleges misrouting of shipment of peanuts from Sampson, Ala.; 
to Philadelphia. Asks for reparation. 

No. 18129. Henry A. Dreer, Inc., Riverton, N. J., vs. Los Angeles & 
Salt Lake et al. 
Unjust, unreasonable and unduly preferential rates and charges 


The Campbell Store, Dallas, Tex., vs. New 
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on nursery stock from Montibello, Calif., to Riverton, N. J. Asks 
for a and reasonable rates, and reparation. 

18130. Washington Coal Producers’ Association, Seattle, Wash., 
vs. Union Pacific et al. 

Unjust, unlawful, unreasonably low and discriminatory rates 
on coal from Utah and Wyoming to points in Washington and 
Oregon, subjecting complainants to undue prejudice and dis- 
advantage. Asks for just, fair, reasonable, lawful and non-dis- 
criminatory rates, 

18131. Masson & Sons, Ltd., Montreal, Canada, and House &, Co.- 
George B. Ottawa, Canada, vs. Pennsylvania et al. 

Unjust and unreasonable rates on strawberries from Delaware 
pl aaa points to Montreal and Ottawa. Asks for rep- 
aration. 

18132. Thompson, Weinman & Co., Inc., Cartersville, Ga., vs. 
Chicago & Eastern Illinois et al. 

Unjust, unreasonable and unduly prejudicial charge under rate 
alleged to be in violation of the fourth section, on a carload of 
ground limestone from Sparta, Tenn., to Chicago Heights, IIl. 
Asks for reparation. 
18133. City Coal Co., Inc., Providence, R. I., vs. New York, New 
Haven & Hartford et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates and charges on anthracite coal from 
points in Pennsylvania to Auburn Station, within the city of 
Cranston, R. I., and thence switched to complainant’s siding at 
ee R. I. Asks for just and reasonable rates and rep- 
aration. 
- 18134. Elberton Oil Mills, Elberton, Ga., vs. Southern, et al. 

Unjust, unreasonable and unduly — rates on cotton- 
seed from Ninety-Six Chappells and Piedmont, S. C., to Elberton, 
Ga. Asks for just and reasonable rates, and reparation. 

18135. United Paperboard Company, Inc., New York City, vs. 
Boston & Albany et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial sixth class rates and commodity rates on 
waste paper and other commodities from Boston, Mass., to Thom- 
son, N. Y. Ask for a sixth class rate of 22 cents and a commodity 
rate of 20 cents and reparation. 

18136. Jackson Traffic Bureau, Jackson, Miss., vs. Alabama & 
Vicksburg, et al. 

Unjust, unreasonable and unduly prejudicial rates on furniture, 
chairs, tobacco and cigarettes, from points in Alabama, Georgia, 
Tennessee, North and South Carolina and Virginia, to Jackson, 
Miss.; rates alleged to unduly prefer Memphis, Greenville, New 
Orleans, Pittsburgh, Natchez and Baton Rouge. Asks for just, 
reasonable and non-prejudicial rates. 
- 18137. General Motors Truck Co. of K. C., Kansas City, Mo., vs. 
Cc. B. & Q., et al. 

Unjust and unreasonable rates, also alleged to violate the sixth 
section, on motor trucks from Pontiac, Mich., to Kansas City. 
Asks for a cease and desist order, and reparation. 
- 18138. Chicago Cheese & Farm Products Co., Chicago, Ill., vs. 
Chicago & North Western. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on returned metal lined wooden 
boxes used in shipping cheese from Janesville, Wis., to Chicago. 
Asks for just and reasonable rates, and reparation. 


No, 


No. 


No. 


No. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended March 27 totaled 
9,609,000 net tons, according to the preliminary estimate of the 
Bureau of Mines of the Department of Commerce. This was 
a decrease of 654,000 tons as compared with the revised figure 
for the preceding week. Production of anthracite was estimated 
at 1,991,000 net tons, a gain of 28,000 tons over that of the pre- 
ceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended March 20 were re- 
ported as follows: Bituminous, 3,334; anthracite, 4,650. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended March 27 totaled 442,245 net tons, of which 
238,431 tons were for New England delivery. 


. WAGE STATISTICS 


Compilations by the Bureau of Statistics of the Commission 
from carrier reports show that Class I railroads had 1,730,071 
employes in January and that the total compensation for the 
month was $239,788,434. Commenting on the statistics, the 
bureau said: 


Class I railroads reported a total of 1,730,071 employes as of the 
middle of the month of January, 1926, a decrease of 23,137, or. 1.3 
per cent, as compared with returns for the preceding month. The 
total compensation shows a decrease of $5,000,508, or 2.0 per cent. 

Compared with the returns for the corresponding month last year, 
the number of employes reported shows an increase of 0.1%. But owimg 
to the fact that four Sundays occurred in January, 1925, and five in 
January, 1926, the average number of straight-time hours worked 
per employes decreased from 203 to 197. This decrease, while offset 
to some extent by an increase of 6 mills in the average straight-time 
a See resulted in a dcerase of 1.5 per cent in total com- 
pensation. 


CHANGES IN DOCKET 


Docket No. 17021, investigation of Chicago, Milwaukee & 
St. Paul Ry. Co., was set for hearing in New York, April 7, before 
Commissioner Cox and Examiner Barkwell. 

Hearing in I. and S. No. 2611, iron and steel castings Michi- 
gan points to Detroit, Mich., assigned for April 8, at Lansing, 
Mich., before Examiner Hill, was canceled. 

Hearing in I. and S. No. 2604, involving rates on lumber 
from upper Michigan points to Chicago and adjacent group 
points, set before Examiner Carter at Chicago, April 5, was can- 
celed. 

Hearing in No. 17866, Apache Powder Co. vs. Santa Fe Ry. 
et al., assigned for April 8, at Bisbee, Ariz., before Examiner 
Howell, was canceled. 
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DOCKET OF THE COMMISSION 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel. 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 12—New Orleans, La.—Examiner Glover: 

* Fourth Section Application No. 12818—Filed by Agent F. A. Leland— 
In re rates ground limestone via all routes from Harry’s, Tex,, 
and from stations on the Texas & Pacific Ry., Marshall to Dallas, 
Tex., both incl., to points in La. on C. R. Il. & P. Ry., K. C. §, 


Ry., etc. 

* Fourth Section Application 12821—Filed by Agent F. A. Leland—In 
re transportation petroleum coke between points in Oklahoma, 
on one hand, and points in Texas, on other. 

April 12—Washington, D. C.—Examiner Brown: 

* Finance No. 4970—Application Murfreesboro-Nashville Southwestern 
Railroad Co. for a certificate of public convenience and necessity, 

April 12—Washington, D. C.—Examiner Harraman: 

17390 (and Sub. No. 1)—Luckenbach S.S. Co., Inc., vs. Southern 
Ry et al. 
April 12—Pittsburgh, Pa.—Examiner Konigsberg: 
17419—Pacific Nitrogen Corp. vs. C. B. & Q. R. R. et al. 
17691—MacBeth Evans Glass Co. vs. Penn. R. R. et al. 
April 12—Atlanta, Ga.—Examiner Hillyer: 
17922—Carolina Bagging Co. vs. S. A. L. Ry. et al. 


April 12—Cairo, Ill.—Examiner Berry: 
1. & S. No. 2598—Cottonseed from Southeastern Missouri to Cairo, 
Tl. 


April 12—Phoenix, Ariz.—Examiner Howell: 
17549—Phelps Dodge Mercantile Co. vs. Santa Fe Ry. et al. 
April 12—Chicago, Ill.—Examiner Carter: 

17816—Hyman-Michaels Co. vs. Director General, as Agent. 

a ae oe Co. vs. Director General, as Agent, C. & C, 
R. R. R. et al. 

17664—Blocksom & Co. vs. Mich. Cent. R. R. et al. 

April 12—New York, N. Y.—Examiner McGrath: 
13472—United Paperboard Co., Inc., vs. G. & J. Ry. et al. 
15394—-The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
April 13—Washington, D. C.—Examiner Corbitt: 
Valuation No. 674—In re tentative valuation of the property of the 
Georgia, Florida & Alabama Ry. Co. 
April 13—Atlanta, Ga.—Examiner Hillyer: 
17300—Bragg and Millsaps Co. et al. vs. A. & W. P. R. R. et al. 
April 13—New Orleans, La.—Examiner Glover: 

Fourth Section Application No. 1918—Filed by N. C. & M. R. R.—In 
re rates transportation lumber and forest products, from points 
on its line to points beyond. 

Fourth Section Application No. 12804—Filed by F. L. Speiden—In 
re rates transportation lumber and forest products from points 
on N. C. & M. R. R. to points beyond. 

April 13—Pittsburgh, Pa.—Examiner Konigsberg: 
17893—Joseph W. Cottrell Lumber Co. vs. B. & 


April 13—Phoenix, Ariz.—Examiner Howell: 
17466—United Verde Extension Mining Co. vs. Santa Fe Ry. et al. 


April 13—Elkhart, Ind.—Examiner Hill: 
17794—Russell, The Coal Man, vs. Big Four et al. 


April 13—Cairo, Ill.—Examiner Berry: 
1. & S. No. 2608—Grain and its products, Western Trunk Line 
points to Arkansas. 
1. & S. No. 2603 (1st supplemental order)—Grain and its products, 
Western Trunk Line points to Arkansas. 


April 13—Omaha, Neb.—Examiner Trezise: 
17773—Eggerss-O’Flying Co. vs. C. & N. W. Ry. et 


April 13—Chicago, Ill.—Examiner Carter: 
wy = No. 2)—Atwood Davis Sand Co. et al. 
y. et al. 


April 14—Argument at Washington, D. C.: 
aa ta Petroleum Refiners’ Assn. et al. vs. 
et al. 
16741—Kosmos Portland Cement Co. vs. I. C. R. R. 
16909—S. A. Foster Lumber Co. vs. Valley & Siletz 
April 14—New Orleans, La.—Examiner Glover: 
Fourth Section Application No. 1062 et al—Authority to continue 
and maintain the practice of absorbing various terminal charges, 
. ete. 
April 14—Omaha, Neb.—Examiner Trezise: 
17941—Jerpe Commission Co., Inc., et al. vs. C. & A. R. R. et al. 
April 14—Fort Wayne, Ind.—Examiner Hill: 
a Haviland Clay Works Co. vs. Cincinnati Northern R. R. 
et al. 
April 14—Chicago, Ill.—Examiner Carter: 
17732—Manufacturers’ Association of Chicago Heights on_ behalf 
of American Stoveboard Co. vs B. & O. Chicago Terminal R. R. 


et al, 
17472—Manufacturers’ Association of Chicago Heights on behalf of 
American Can Manganese Steel Co. vs. Chicago Heights Terminal 
Transfer R. R. et al. 
April 14—Phoenix, Ariz.—Examiner Howell: 
17557—Pratt-Gilbert Co. et al. vs. Arizona Eastern R. R. et al. 

April 14—New York, N. Y.—Examiner McGrath: 

17406 (and Sub Nos. 1 and 2)—Tennessee Extract Corporation et al. 
vs. L. & N. R. R. et al. 

April 14—Washington, D. C.—Examiner Davis: 

* Finance No. 5413—Application of Baltimore & Ohio R. R. Co. for 
authority to acquire control of the Cincinnati, Indianapolis & 
Western R,. R. Co. by purchase of capital stock. 

April 15—Milwaukee, Wis.—Railroad Commission of Wisconsin: 

* Finance No. 5286—Application Chicago & Northwestern Ry. Co. for 
authority to construct a line and to abandon a line of railroad 
in Milwaukee County, Wis. 

April 15—Washington, D. C.—Examiner Brown: 

* Finance No. 5335—Application of St. Louis Connecting R. R. Co. for 
authority to construct a line of railroad in Madison County, Il. 

* Finance No. 5336—Application of St. Louis Connecting R. R. Co. for 
authority to issue capital stock. 

* Finance No. 5337—Application of Pennsylvania R. R. Co. for au 

thority to acquire control of the St. Louis Connecting R. R. Co. 

by purchase of capital stock. 


O. R. R. et al. 


al. 


vs. C. & N. W. 


St. L.-S. F. Ry. 


et al. 
R. R. Co. et al. 
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INTERNATIONAL-GREAT NORTHERN RAILROAD 
- The Contribution of the Rail- 


. roads to the Prosperity 
al of the Nation 


; ROSPERITY is intangible but every citizen knows when the nation enjoys it 

ty of the and every individual is affected when there is a lack of it. The United States is 

enjoying prosperity today, despite the fact that some people from time to time, 
seem to think and publicly express opinions to the contrary. 


ne. There is an infallible method of measuring prosperity. That is the volume of 
R. R.—In revenue traffic handled by the railroads. When traffic is moving in record breaking 
m points volume it means that industry is busily engaged in production; the railroads are 
»iden—In busily engaged in the transportation of that production; and the so-called ultimate 
m points consuming market is absorbing the production, It is interesting to note that for the 
first 10 weeks of 1926 revenue car loadings totaled 9,073,140 as compared with 9,012,040 
in 1925 and 8,855,470 in 1924. 

e. Improved transportation in the last few years has enabled the nation to do busi- 
ness with smaller stocks of commodities and merchandise on hand and in transit and 
ee this has, in turn, made possible the purchasing of requirements in smaller quantities 
and more frequently as needed. Dependable railroad service alone is responsible for 
this. And this dependable railroad service has in this way released millions of dollars 
° for investment in productive channels, by making possible reduced “stand-by stocks.” 

nk Line ‘ 2 P ° ‘ 
The increased railroad transportation efficiency has been made possible partly by 
products, the investment of $3,117,000,000 of new capital in the last four years or an average of 


$780,000,000 a year. This expenditure has also had a tendency to stabilize employment 
on the railroads and in other industries. 


Reasonably stabilized employment, at present wage levels, for the average of 
PNW 1,769,099 railroad workers in the United States in 1925, has been one of the determin- 
. ing factors in a stabilized consuming market. 
Conditions throughout the country, as reflected in the foregoing figures, are even 
. F. Ry. better in the territory served by the Missouri Pacific Lines, judged by the figures for 
this section of the country. 


‘o. et al. The railroads of the middle west and southwest have not yet shared proportion- A 
. ately in this prosperity. The rate of return, figured on either property investment ) 
continue or the tentative valuation used by the Interstate Commerce Commission for rate 
charges, making purposes, has never, since the passage of the Transportation Act of 1920, - | 
exceeded 4.83 per cent. The Commission has said that 5.75 per cent would be fair. 

t al They are continuing, however, to improve their operating efficiency and to effect 
. further economies in order that they may continue to provide an adequate, dependable 
m R. R. and generally satisfactory service, and otherwise make contributions to the prosperity 


of the country. 
behalf WHEN THE RAILROADS PROSPER THE NATION PROSPERS. 
Al R. I solicit your co-operation and suggestions. 
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April 15—Argument at Washington, D. C.: 
16544—The White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. 


et al. 

16930—Dillman Egg Case Co. vs. A. T. & S. F. Ry. et al. 
April 15—Indianapolis, Ind.—Examiner Hill: 

17822—River Raisin Paper Co. vs. C. B. & Q. R. R. et al. 

17756—-F. E. Gates Marble & Tile Co. vs. C. P. & St. L. R. R. et al. 
April 15—Omaha, Neb.—Examiner Trezise: 

I. S. No. 2623—Transit privileges on grain at Denver, Colo.* 
April 15—Chicago, Ill.—Examiner Carter: 

17767 (and Sub. No. 1)—Manufacturers’ Association of Chicago 
Heights, on Behalf of Weber Costello Co., Rand McNally & Co., 
vs. Santa Fe Ry. et al. 

17784—Hylonite Products Co. vs. Santa Fe Ry. et al. 

April 15—New York, N. Y.—Examiner McGrath: 
17705—James Long vs. A. C. L. R. R. et al. 
April 15—Memphis, Tenn.—Examiner Berry: 

17726—Memphis Furniture Manufacturing Co. vs. L. & N. R. R. et al. 

17963—Memphis Freight Bureau, for M. M. Bosworth Co., vs. 
A. G. 8. R. R. et al. 

April 15—Washington, D. C.—Examiner Stiles: 
16844 (and Sub. No. 1 to 3, incL.)—Swift & Co. et al. vs. Santa 


Fe et al. 
16746—Independent Slaughters’ Traffic Association et al. vs. N. Y. 
Cc. R. R. et al 


17411 (and Sub. No. 1 and 2)—Kennett-Murray Live Stock Buying 

Organization et al. vs. A. C. & Y. Ry. et al. 
April 146—Washington, D. C.—Examiner Harraman: 
* 17722—Artemus-Jellico R. R. Co. vs. L. & N. R. R. Co. et al. 
April 16—Washington, D. C.—Examiner Davis: 

Finance No. 5424—Application of A. C. L. R. R. Co. for authority 
to acquire control of the Columbia, Newberry & Laurens R. R. 
Co. by purchase of capital stock. 

April 16—Houston, Tex.—Examiner Shanafelt: 

17507—Humble Oil & Refining Co. vs. B. S. L. & W. Ry. et al. 

17506—Humble Oil & Refining Co. vs. A. G. S. R. R. et al. 

17746—Humble Oil & Refining Co. vs. B. S. L. & W. Ry. et al. 

17506 (sub. No. 1)—Texas Company vs. B. & O. R. R. et al. 

April 16—Argument at Washington, D. C.: 

16295—Fertilizers and fertilizer materials between Southern points. 

16335—Rates on fertilizers and fertilizer materials within the state 
of South Carolina. 

16336—Rates on fertilizers and fertilizer materials within the state 
of Alabama, 


16484—Rates on fertilizer and fertilizer materials within the state 


of Georgia. J 
Fourth Section Application 4309, filed by A. & A. R. R. Co., and 


all other applications previously assigned in connection with these 
proceedings. 


April 16—Chicago, Ill—Examiner Carter: 
14827—National Association of Upholstered Furniture Manufacturers 
vs. A. A. R. R. et al. 
April 16—Indianapolis, Ind.—Examiner Hill: 
17918—McCormick Brothers Co. vs. A. & V. Ry. et al. 
April 16—Birmingham, Ala.—Examiner McChord: 
I. & S. No. 2613—Lime from New Orleans, 
Louisiana. 
April 16—Omaha, Nebr.—Examiner Trezise: 
17942 (and Sub. Nos. 1 to 3, incl.)\—The Atlas Portland Cement Co. 
vs. Santa Fe Ry. et al. 
17946—Nebraska Cement Co. vs. Santa Fe Ry. et al. 
April 16—Memphis, Tenn.—Examiner Berry: 
bs ae Freight Bureau, for U. S. Bedding Co., vs. Santa Fe 
y. @ 
bat ak” 1 fa Broom & Mop Handle Factory et al. vs. A. C. & 
. Ry. et al. 
17879—White Wood Products Co. vs. A. & S. Ry. et al. 
April 16—Cumberland, Md.—Examiner Konigsberg: 
17630—Kalbaum Coal Co. vs. A. C. R. R. et al. 
April 17—Jacksonville, Fla.—Examiner Hillyer: 
17864—Lewis-Chitty-Consolidated vs. Baltimore & Ohio R. R. et al. 
April 19—Washington, D. C.—Examiner Johnston: 
* Valuation No. 529—Pittsburgh, Libson & Western R. R. Co. 
April 19—Washington, D. C.—Examiner Kelley: 
* Valuation No. 40i—In re tentative valuation of the properties of 
Central Railroad of New Jersey et al. 
* Valuation No. 417—In re tentative valuation of the property of 
the New York and Long Branch R. R. Co. as of June 30, 1918. 
* Valuation No. 390—In re tentative valuation of the property of the 
Nesquehoning Valley R. R. Co. 
* Valuation No. 391—In re tentative valuation of the property of 
Bay Shore Connecting R. R. Co. 
* Valuation No. 392—In retentative valuation of the Allentown Term- 
inal R. R. Co. 
April 19—Argument at Washington, D. C.: 
17130—Russell Grain Company vs. A. G. S. R. R. et al. 
15300—Thornton-Claney Lumber Co. vs. M. & O. R. R. et al. 
April 19—Mobile, Ala.—Commissioner Taylor: 
18063—-Mobile Chamber of Commerce and Business League vs. A. G. 
8S. R. R. et al. ; 
April 19—Minneapolis, Minn.—Commissioner Campbell: 
17680—-The Kehawke Manufacturing Co., Minneapolis, Minn. vs. 
Cc, St. P. M. & O. Ry. et al. 
age ae te i. D. Ce Hendon: 
aluation No. 688—In re tentative valuation of the Maxton, Alma 
and Southbound R. R. Co. ae 
April 19—Houston, Tex.—Examiner Shanafelt: 
17538—Lumbermen’s Association of Texas vs. A. & R. R. R. et al. 
April 19—San Diego, Calif.—Examiner Howell: 
15710—The Spreckles Savage Tire Co. vs. Santa Fe Ry. et al. 
April 18—Washington, D. C.—Examiner Corbitt: 
Valuation No. 700—In re tentative valuation of the property of 
Pacific Coast Ry. Co. 
April 19—Little Rock, Ark.—Examiner Berry: 
17898—Smitherman & McDonald, Inc., et al. vs. Mansfield Hardwood 
Lumber Co. et al. 
April 19—Omaha, Neb.—Examiner Trezise: 
17976—Omaha Grain Exchange et al. vs. Santa Fe Ry. et al. 
April 19—Jacksonville, Fla.—Examiner Hillyer: 
16939— 


La., to points in 


Railroad Commissioners of the state of Florida.vs. A. & R. 


R. R. et al. 
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April 19—Chicago, Ill.—Examiner Carter: 
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16799—Allen Gravel Co. vs. C. R. I. & P. Ry. et al. 

17188 (and Sub. Nos. 1 to 3, incl.)—United Materials Co. et al. vs. 
Cc. & N. W. Ry. 

April 19—Austin, Tex.—Railroad Commission of Texas, or any mem- 
ber thereof: 

Finance No. 5217—In the matter of application of the Asphalt Belt 
Ry. Co. for a certificate of public convenience and necessity ay. 
thorizing it to operate a line of railroad. 

April 20—Argument at Washington, D. C.: 

16286—B. Lissberger & Co. et al. vs. Pa. R. R. 

16701—Federated Metals Corporation et al. vs. Pa. R. R. et al. 

“on Fourth Section Application 2060 and 2073 filed by J. F 

ucker. 

16928—-Manufacturers’ Association of Chicago Heights vs. B. & QO. 
R. R. Co. et al. 

1. & S. No. 2543—Linseed Oil from Chicago, Ill., and related points 
to destinations in Ohio. 

April 20—Boston, Mass.—Examiner Mullen: 

1. & S. No. 2635—Milk and cream between New England points. 

April 20—New York, N. Y.—Examiner McGrath: 

17904—Ward Baking Co. vs. B. & M. R. R. et al. 

April 20—Chicago, Ill—Examiner Carter: 

bya ane Sub. No. 1)—Chicago Gravel Co. et al. vs. Santa Fe Ry. 
et al. 

April 20—Washington, D. C.—Examiner Boles: 

* Finance No. 5342—Application of Peoria Terminal Co., for authority 
to acquire and operate a line of railroad formerly owned by the 
pane Ry. Terminal Co.; and to issue capital stock and mortgage 

onds. 

* Finance No. 5422—Application Chicago, Rock Island & Pacific Ry. 
Co. for authority to acquire control of the Peoria Terminal Co. by 
purchase of capital stock. 

April 21—Kansas City, Mo.—Examiner Money: 

1. & S. No, 2632—Grain and grain products, Kansas and Missouri to 
Gulf ports. 

April 21—Los Angeles, Calif—Examiner Howell: 

1. & S. No. 260i1—Rules for top-icing of perishable freight. 

April 21—Washington, D. C.—Examiner Weems: 

17400—Appalachian Power Co. et al. vs. N. & W. Ry. 

April 21—Washington, D. C.—Examiner Norman: 

Valuation No. 514—In re tentative valuation of the property of the 
Vv. S. & P. Ry. 

Valuation No. 603—In re tentative valuation of the A. & V. Ry. 

April 21—Argument at Washington, D. C.: 

16819—Ames Shovel & Tool Co. vs. St. L.-S. F. Ry. et al. 

16285 (and Sub. No. 1)—White Provision Co. vs. A. B. & A. Ry,, 
B. L. Bugg, receiver, et al. 

16726—Chicago Live Stock Exchange et al. vs. A. B. & A. Ry. et al. 

April 21—Washington, D. C.—Examiner Johnston: 

Valuation No. 691—In re tentative valuation of the property of the 
Kelley’s Creek and Northwestern R. R. Co. 

April 21—Kansas City, Mo.—Public Service Commission of Kansas: 

Finance No. 5088—Application Missouri Pacific R. R. Co. for au- 
thority to construct a branch line of railroad in Anderson and 
Allen Counties, Kansas. 

April 21—El Dorado, Ark.—Examiner Berry: 

17633—Chamber of Commerce of El Dorado, Ark., et al. vs. C. R. 1 
& P. Ry. et al. 

April 21—Washington, D. C.—Examiner Potter: 

Valuation No. 683—In re tentative valuation of the property of the 
Euclid Railroad Co. 

April 21—New York, N. Y.—Examiner McGrath: 

17920—Federated Metals Corp. vs. Pennsylvania R. R. 

April 22—Washington, D. C.—Examiner Walter: 

Valuation No. 141—In re tentative valuation of the property of the 
Wichita Union Terminal Ry. Co. 

April 22—New York, N. Y.—Commissioner, Atchison, Commissioner 

Cox and Examiner Beach: 

* 16923—Port of New York Authority vs. Santa Fe et al. 

April 22—Columbus, O.—Examiner Disque: 
17536—Rates and minimum weights on salt within the state of Ohio. 

April 22—Harrisburg, Pa.—Public Service Commission of Penna. 

* Finance No. 5345—Joint Application of Western N. Y. & Pa. Ry. 


Co., lessee, for authority to abandon a branch line of railroad . 


extending from Tryonville to Lincolnville, in Crawford County, Pa. 


April 22—Argument at Washington, D. C.: 
16702—Federated Metals Corporation et al. vs. Penn. R. R. et al. 
17260—Bertha Mineral Co. vs. B. & O. R. R. et al. 
17339—C. F. Simonin’s Sons, Inc., vs. C. I. & W. R. R. et al. 


April 22—Galveston, Tex.—Examiner Shanafelt: 
17456—Seaboard Rice Milling Co. vs. A. T. & S. F. Ry. et al. 


April 22—Des Moines, Ia.—Examiner Trezise: 
STS Pastey & Loetscher Manufacturing Co. et al. vs. A. C. & Y. 
Ry. et al. 
" & S. No. 2641—Combination rule on brick and related articles 
in Western Trunk Line territory. 
* 1, & S. 2641 (ist supplemental order)—Combination rule on brick 
and related articles in Western Trunk Line territory. 


April 22—New, York, N. Y.—Examiner McGrath: 
17949—Federated Metals Corp. vs. P. & L. E. R. R. et al. 


April 23—Argument at Washington, D. C.: 

Finance No. 5106—In the matter of the joint application of the Litch- 
field & Madison Ry. Co. and Chicago and North Western Ry. Co. 
under paragraphs (18) to (20), inel., of Section 1 of the Interstate 
Commerce Act for a certificate of public convenience and ne- 
cessity to extend their respective lines of railroad in Macoupin 
and Madison counties, IIl. 

April 23—New York, N. Y.—Examiner McGrath: 
17894—-Virginia Gasoline & Oil Co. vs. B. & O. R. R. et al. 
April 23—Mobile, Ala.—Commissioner Taylor: 

17224—-Wausau Southern Lumber Co. vs. A. G. S. R. R. et al. 

17298—Wausau Southern Lumber Co. vs. A. G. S. R. R. et al. 

17858—Southern Pine Association vs. A. & V. Ry. et al. 

er iene American Lumber & Export Co. et al. vs. A. & V. RY. 
et al. 


17957—Watters-Tongue Lumber Co. et al. vs. A. G. S. R. R. et al 
April 23—Galveston, Tex.—Examiner Shanafelt: 
17709—The Merchants & Planters Compress & Warehouse Co. V5 
Demurrage & Storage Bureau, Galveston Bay Lines, Galveston, 
Tex., et al. Pt 





























































II, No. 15 


et al. vs. 


any mem- 


Phalt Belt 
essity au. 


st al. 
by J. BF, 


. B. & 0, 
ited points 


points. 


ita Fe Ry. 


’ authority 
ied by the 
| mortgage 
Pacific Ry. 
nal Co. by 


Missouri to 


srty of the 
y. Ry. 


& A. Ry., 
Ry. et al. 
rty of the 
Kansas: 


o. for au- 
lerson and 


nm C. RS 


rty of the 


arty of the 


mmissioner 


te of Ohio. 

Penna. 

& Pa. Ry. 

of railroad 

Younty, Pa. 
R, et al. 


al. 
ot al. 


ji Cc. &% 
ed articles 


e on brick 


the Litch- 
rn Ry. Co. 
» Interstate 
e and ne- 
1 Macoupin 


al. 


al. 
aa. 


. & V. Ry. 
2. R. et al. 


ise Co. V8. 
Galveston, 


- 





April 17, 1926 


MASTORIAL, 2000005 -rseccresenecesovcese ket eibenl <p ahsaer ee duns 0+ ecg 
CURRENT TOPICS IN SS RE EE OS. TR a eae .. 1027 
DECISIONS OF THE COMMISSION 


TABLE OF CONTENTS 


Hines, Edward, Yellow Pine Trustees vs. A. C, & Y. et al.; case 16158; forest 


products and naval stores a ay yy ae Seepcccccccccecceccccesveseces 
Parkersburg Rig & we A Co. vs. B. & O. et al; case 16448; ‘iron “and steel 
articles (mimeographed) .......eseeeeeeceeeseeecccccses $06 00.0 00.0196 6 
Spokane & WHastern Hallway & Power Co. et al. vs. Spokane, Portland & 
Seattle et al.; case 14089; divisions ee ceccedesecesebecesenbecce 1029 
Duluth Chamber of Commerce vs. C., St. P.. M. & O. et al. ; case 15568 ; ‘fresh 
meats (mimeographed) ....+sseeceseees Pere Semew es 0 000050 600050560400 ese +e 030 


American National Live Stock Association et al. vs. * Oregon- -Wash. R. & 
Navigation et al.; case 15052; beef cattle, sheep and lambs Pst ar 1030 

Sioux Falls Live Stock Exchange et al. vs. Santa Fe et al.; case 15000; —— 
calves, hogs and sheep (mimeoographed) .........--eeeceeeeccersecceveeccecens 1031 

Fertilizer, Handling, Storage st nee naeraned on, at Guif ports; Z. and 


S. 2557 (mimeographed) .....ccccccccccccsccccccccccecsessesessssessscsscecs 1031 
Montgomery Cotton Exchange vs. sg. A L et “al. ; case 15219; “cotton (mimeo- ine 
BPNEM) cccccccccccccccccccccccccccccsceseeeeeeceserereeceesesesesesscceses 

aiax Steamship Co. vs. B. A. & P. et al.; case 16646; rail-and-water rates 


(mimeographed)  ...eeeeeeseecees Ce dedasectstee sevdece sete coveseaaussss¢ - 1033 
Maricopa County Farm Bureau et al. vs. A. & 8. et ‘al. 3 case 15072; refrigera- 
Keokuk Shippers’ Association vs. B. & O. et al.; case 15833; moulding sand 

(MIMOOBTAPhHEd) oc ccccccccccccccvccccccscssesvcccerssssessssseessssssesseses 1034 
Bell & Zoller Mining Co. vs. Tlinois “Central “et ale; ; case "16252; mine timber 


(mimeographed) ......cececececcsececesscece Mpithine Maeda nas ccesethede 1034 
Erie Bolt & Nut Co. et al. vs. “B. * oO. "et “al: ; “case 17035; steel (mimeo- aes 
aphed Cviecand 06 0 te Ckhiba oak Gkanis (eked betes CEARS VthKh Gnsebts 6 tes. cb ies 

Mo. John, Lumber Co. vs. A. C. & Y. et al.; ; case 15369; lumber (mim- 


COBMTAPNEA) «ac ccccccccccccccccvccccvcccccscesecsssseessereessseessesesessssses 1034 
Dolese Brothers Co. vs. C. RB lL & P: ; case "15865; contractors’ outfit (mim- 

eographed) ....++. eae eels wade en a.6 CAGED Oaew'b 6 ostik week eSN es ode cw'e he 1034 
General Refractories Co. vs. . a "& E.; case 15498: “fire brick (mimeographed). 1034 
Watters-Tonge Lumber Co. vs. A. & St. A. Bay et al.; ; case 16317; lumber 

(mimedgraphed)  ...cccccccccccccccccccccesccseccscsevccesecesesserececeseces 1034 
Merchants & Planters Oil ‘Co. ‘vs. ‘A T.-& 8. F. et al.; ; case 14878; lard and 

NT ee Sa rrr er i ice eT eT ee ee ee 1034 
Tomahawk Kraft Paper Co. vs. C. bet N. Ww. et al.; case 15705; pulp wood 

(mimMedgTAPNEd) .cccccccccccccccccccccccgesccsesesecessececsecessesereeerese 1034 
Was-Cott Corp. vs. K. 6. ‘t. & Bw. et et al.: H case "16220: beverages (mimeographed) 1035 
Chevrolet Motor Co. of Texas vs. C. & A. et sly > sheet metal automobile parts 

(mIMOOGFADNEE) occ cpccccccvccrcccccscc ves esreccccesccsevcsccccccscccicsecces 1035 
Olsen, Peter, vs. M. St. Pp. ‘& 8. 8. M. et al. “case "16223; “Seong granite 


(MIMOOGFADHNER) — oo cocsccvoscvecaccccssvccosecsesscecessb hese vccccccepecceee 1035 
National Commercial Fixtures Manufacturers’ Association vs. Ann’ ‘Arbor et al.; 

case 16301; soda fountains (mimeographed) ............cceeeseccesseecccscee 1035 
Barr & Dougherty vs. Gt. sons et. al.; a 16333; green salted hides (mim: 

COSTAPMGE) cccedccccecseccseccccccccsvcccccescceeccsaceecessteceocssbhpet ees 1035 
American Sand & Gravel Co.” vs. * Director-General, as agent; case 15666; sand ° 


and, gravel (mimecgraphed) ...cicccccccccccccccccccccsccccscccccscescssocs ee 1085 
Sherger & Sons et al. vs. B. & M. et al.; case. 15648; granite (mimeographed).. 1035 
Lexington Elevator & Mill _ vs. B. & O.; case 15812; demurrage (mimeo- 

GPADRODS us ckcnsdie Ce Vond leeds eb Ure hee phe bbe sVegsgee cece tcibev.ccccbaberenas 1035 
Latham- Bradshaw Cotton’ Co." vs. Blue _— Railway Co. et al.; case 16431; 

Cottom (mmimecgraMhe) .ccccccccccrcccccvcccesccccccevescccccesccccsecsevene 1035 
Jonesville Milling Co. vs. N. Y. C. et al.; case 16644; grain (mimeographed)... 1035 
Manufacturers’ Association of Chicago Heights vs. ben & O. et al.; case 16020; 

que: Wats GOR o.n 000 cbc ccc ctb nth eent eb she dbnssicccctetenecen - 1035 
Barnes, V. S., vs. C. & N. W. et al.; case 16581; *jumber (mimeographed)..... 1035 
National Poultry, Butter & Egg Association vs. Amer. Ry. Express Co. et ‘al. 3 


case 16400; poultry and rabbits (mimeographed) ...........ceeeeeeeeseccecnce 1035 
Union Metal Manufacturing Co. vs. A. C. & Y. et al.; case 16751; metal 
Columns (MIMEDGFAPREG) 2c cccccccccccccccccccccccccesovccccccccuscteccces - 1035 
tion Gib -BRONGD CRP oon 0% sicievec ec cwndecicccunsesesdnetd Kevrcceeelce 1036 
Rich Steel Products Co. vs. S. P. et al.; case 16428; lawn mower reparation 
White Star Refining Co. vs. A. T. & S. F. et al.; case 16711; oil and gasoline 
(mimeographed). ...sseseeesees 60 Gh dG Reds cond 6.6:0,008 0 cures abouts +a 6 1036 
Fairfield Paper Co. vs. 3. = oO. "et a; $ case "16993; “imported wood puip (mimeo- 
SraDGe 6. oGw ch cnn 6> cued Ohad Se bee. TRL RISA 20 00060 chences eae 1036 
Armour Fertilizer Works Vs. N. 0. “Tp, & M. et al.; case 15261; nitrate of soda 
Cen . <i0 nin. cc cbc A Ghee. 0 0.00 bw ee U edb eeEb se csg ccc ssc ccabbins tases 1036 
Robinson ag Co. ae al. “vs. Ss "& 8S. et al.; case 17146; wheat bran (mim- 
GORTOIIIE 1 ia 00s bine 0 0dcnnde 956d cemeslesceeabine We dtatshkegewes cc kaeevandesd 1036 
Southern Steel & Rolling ‘Min, Inc., vs. L. & N.; case 16342; ambulance’ axles 
CEE cede haddbhin cocedinaes costae buon teetredcs’-s0ccte thine 1036 
Cook, Frank, et al. vs. A. “T. & = F. et al.; case 16395; horses and mules 
(mimeographed) Cpininre MeV hen ddv teens Beets tebe ts mae ch ee kena 1036 
——— be & Refining Co. vs. 8. A. 8. et al; ; case 15352; gasoline (mimeo- Bees 
BTAPNOCT) = cccccccvcccscceccssces sees e es eseesseeeeeessesenesereesseseseseeees . 
Perishable Freight, * Protective Service Rules ‘on: I. and 8. 2262; top ice agree- 
ment (MAESONTORIIUED .. 0.0.00 bo6W0S os naw bo ¥ acd nsw sdios's ob eeds cde ccepispisaeece 1036 
Moore-Lawless Grain Co. et ‘al. vs. Mo. sires ; case 15386; grain (mimeographed) 1036 
CunICOED —* 6.d'n-0:6 0.5: cnok so bene nec tcceiscacunncecse 4450 h0 css eECEEES 1037 
Richmond —_— Co. vs. N. ae, N. H. "& H.; case 16653; core sand (mimeo- 
GPRDNOED Fei 0 6 pti nce 666005 6900 00' tlhe Sones cwecscudh vpeewec~e GeReeSaeNeEeS 1037 
Acme Brick Co. et al. vs. A. & V. et al: ; case 14617; brick and clay products 
Cun dn cwndede ce bows sic aehdenaahbahe wwase de.ce ch Ge: che eeiweemine 1037 
International Shoe Company vs. Baltimore & Ohio et al.; case 16453; myro- 
balans and wattle bark (mimeographed) .........cccccceercccvecseccccecseces 1038 
Central Commercial Company vs. Santa Fe et al.; case 16023; calcium carbide 
(UIC. Sy .40 0a Série cb bus vue che end ead Areseo dn nese 62 SEROUS tee tad 1038 
Winona Association of Commerce vs. Rock Island et al.; case 16636; pyrethrum 
flowers: SiRSNeOUASINOED | Es « trae «ob odin'b bn £6 ace Shes Sp 1 bt¥+ bebe +s tena ae Webs 1038 
Towers Hardware Company vs. Pennsylvania et al.; case 16895; window glass 
(mimmgnERY 2a Cir bd walks 0.0 cdeWaueker dah epccn6cedTeSeKe ves oebebecsleteeheso 1038 
Green Hill Mining Company et al. vs. New York Central; case 15980; crude feld- 
Oper” CIE, Deh os Weteainin csv ap 00.008 o'0:d0's oge tbe dvce's ¢cedasecaneemanes 1038 
Green Hill Mining Company, Inc., et al. vs. New York Central; case 16771; 
class rate on crude feldspar (mimeographed) Rilicwtids oChbee’s badd eden Cee 1038 
Armstrong Cork Company vs. Pennsylvania; case 17037; candle pitch (mimeo- 
GTRDROERD: Menke CaWa eds OUChSS « Viens adeda oc) Nécini hols £6 das) 20 valemwh tidigeleds's va 1038 
Lincoln Traction Company vs. Mo. Pac.; case 17010; crude and fuel oil (mim- 
COSTAE 4c Bk id ng crerens'6'o-9'b's ernee 4 age eee PEED OEUUs thE KES o oh Sie RS SABES 6 ep 1038 
EROPOSED: Carre Bad 0) C1 QMUELs oa cc oiada05 cidieececs ss. cvapeepetevevente 1039 
U. & SUPREME GOURT BEDIGIONS. ..:........00060scccccccccasclssdeuswcsaciaees 1045 
eee RO AND “SN chee ncn otk sean ace vemmdeds Coca aon 1049 
ASSOCIATED TRAFFIC CLUBS MEETING................. opr ohgease beet oweeres 1058 
COAL SE EE ON atiicin 5s gcnginsovh cosvo=s.0s os +5834 eengeemalahes 1061 
INDUSTRIAL TRAFFIC ADMINISTRATION (Article No. 9)—By G. Lloyd Wilson. 1063 
OCEAN SHIPPING REE: Soave wide <veas bbe ve ode ceene tees equpesge doa sade on 1066 
“gp TRANSPORTATION NEWS............ eaten 6s o 8 cone cedalemaliias agen 1069 
AND eAmaae Ns Bid avis ib 001000 Adincceee dens ve comeveedsheepeciae rs 072 
NEW COMPLAINTS ....... : EWONE TEU CT Coke be cudtobew edie cs oss ceWeepaada Caatoces 1084 
QUESTIONS cae ‘aie. aeeenev SACs cbniew ss Gpncewecnes o's pgthhon dikmice oeihe aie 1086 
THE OPEN FORUM........ Sahn cae BC tank cane eapliec we o's aieobtomaey eaeaTtuihe 1092 
OOCKET oF THE COMMISSION. Kereeeed Waseee ¥uds cane basen 0 00 tema g¥S walonbs eines 1092 





THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 


MILL8 BUILDING 418-480 8. MARKET STREET 
Phone, Main 3848 Telephone, State 8635 


THE TRAFFIC WORLD 1017 
















































































STORE Door DELIVERY 


“It is an axiom that every cheapening 
of transportation increases 
the volume of trade’’ , 


JUDSON FREIGHT 


FORWARDING CO. 


‘Things grow familiar to men’s 
minds by being often seen’’ 


Established JUDSON 
SERVICE 


Export— Domestic—Import 


CONSOLIDATED CARS 


FREIGHT PICKED UP 
AT POINT OF ORIGIN 
AND DELIVERED AT 
STORE DOOR AT 
REASONABLE RATES 








Judson Freight Forwarding 
Company 


140 South Dearborn St., Chicago 
Telephone Randolph 1692 














OFFICES 
Chicago Detroit Pittsburgh 
New York Cleveland Milwaukee 
Boston St. Louis San Francisco 
Philadelphia Los Angeles 

































































Put your plant 






PITTSBURGH— 


where it will thrive 


© 
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The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


Montour Railroad Company ~ Oliver 
<i> 





Pittsburgh; Pa. < 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 
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SAULT 
pre May, SAINT 
S$, MARIE 
BESSEMER ° P 


FREIGHT SERVICE 


Between 


he East and South 
and 


Northwest, Western Canada 
North Pacific Coast . 


the FLOUR INDUSTRY rg 
me fo 


— STEEL 
G ~ 


rage oss 


To avoid delay, shipments for ¢ Cansdian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLIe i 
CATE. s document — be delivered ‘coltuend & ent at initial point with the shipment and 
mpany same to Guna ian port of entry. 
AGENCIES 

bee soe cers a, Stns 

Wis., 68 
Minneapolis, Manny oe Lane Bile, Sth Bt. 
Neenah, Mis 
New Guashe. et Woolworth Bldg. Toomey Wank 1113 Pacific Ave. 

WwW. 0. W. Bidg 
RANA Cin Bids Lecust Bt. st 18th. Winnipeg, Man., 663-604 Lombard Bldg. 
Our Freight House ‘aan at tecewian are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


i} Save Money by | 
| Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
| § Great Britain for one-fourth of what you now pay by 
aa shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 





The average LMS charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 
cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L MS New York Office 
offers every co-operation to 
help you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Cooutat New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO 


* Binghamton 
Buffalo 
Cedar Rapids 
Chicago 
Cincinnati 
Cleveland 
Columbus: 
Cortland 
Council Bluffs 
Decatur 
Denver 
Des Moines 
Detroit 


Second Morning ¢ 
” ” 


Sixth 
Fourth 
” 
Third 
Fourth 
Second 
Seventh 
Fourth 
Ninth 
Sixth 
Third 


FROM 
Ampere 


Je Athenia 


Bloomfield 
Boonton 
Delawanna 
Harrison 
Hoboken City 
Hoboken Shore Railroad 
Jersey City 
Lyndhurst 
Newark 
Orange 
Passaic 
Paterson 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and _ other 


East St.Louis Fourth 

Elmira © Second 

Erie Third 

Fort Erie Second 

Fort Wayne Fourth 

Fostoria Third 

Grand Rapids Fourth 

Indianapolis ” ” 
Ithaca Second Afternoon 

Jackson Fourth Morning 
Kansas City Sixth 
Los Angeles fourteenth 
Louisville Fourth 
Memphis Sixth 
Milwaukee Fifth 
Minneapolis Seventh 
Muncie Fourth 
Nashville Fifth 
Omaha Seventh 
Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third ” 
Port Huron ” 
Portland Fourteenth 
Rochester Second 
Saginaw Fourth 
Saint Lovis ” 
Saint Paul Seventh 
SanFrancisco (Fifteenth 
Seattle Fourteenth 
Scranton Second 
South Bend Fourth 
Syracuse Second 
Toledo ‘ Fourth 
Toronto Third 
Utica Second 

*-First Morning from New York Piers and Hoboken Cj 


sss 33 


zs 33 


TRANSFER, 


ssxszxsszss33 33 83 38 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


Reading Railroad points, 
en ee also from points on the 
she Central Railroad of New 
Jersey, via Scranton, Pa. 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Watsessing 
And other New Jersey points 


Long Island City 


Eastern Dist. 


is' 
Terminal 


Not Necessary to Designate Any Special Station, — 
: Pier or Train. 


Simply Route “LACKAWANNA” 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


LACKAWANNA AGENCIES 


DETROIT, 

lst Natienal Bank Bldg. 
EASTON, PA. 

402 Northampten Street 
INDIANAPOLIS, 


NEWARE, 
786 Broad Street 
EW HAVEN, 
39 Charch Street 
NEW YORK CITY, 


CHICAGO, 

111 West Jacksen Blvd. 
CINCINNATI, 

4th Natienal Bank Bldg. 


CLEVELAND, 
308 Park Building 


410 Guaranty Building 
KANSAS CITY, 

Railway Exchange Bldg. 
MILWA 


UKEE, 
1316 Majestic 
MINNEAPOLIS, 


Metropelitan Life Bldg. 


302 Broadway 
PHILADELPHIA, 

1302 Finance Building 
PITTSBURGH, 

428 Park 


ST. LOUIS, 
112 Nerth 4th Street 


EATTLE, 
1312 L. C. Smith Bldg. 


SYRACUSE, ; 
Lackawanna Statien 


TOLEDO, 
438 Nichelas Building 
TORONTO, 

1602 Royal Bank Bidg. 














Vol. XXXVII, No. 16 


S . 




















es ® @ 
a * “a 
a ~~ ——___] © OFFLINE AGENGIES Bons 
m a ‘ . en= 
na Ee © GATEWAYS [,, S>55 
So. ee Sym 
5 = 
zeae j Ee 
<tae be o® 
Os aa > 
Zi v 
® @ & 





































3 ® @ 
E ze & 
, o mo pe 
Zs 843% 
a 8 emo 
°) e Bw oo 
Seas Bie 
oss aie es | 
Sasa yw $4 
a = E 
® ® eS 
: s Zz 
3 aj 
a. a) 
oi 2 @ @ 
<2 8 2 zw 
»'3 & oe ot 
Bas i=] 
Sa>s Bd Ra 
Be Ze Fig Hi 
*@* 9 
o Aa 
2 am BR 
ETE 
E ag Hehe 
- as 4) 4 
os! ps | 
asses “ny “4 
32m na 
Bie 4 a 
= as 2 9 
Sek : ° 
aS ae 
‘ @ 
Ba 19 
Jeo a8 
Fs 
: re 
C25 os > 
<i <6, 23 ty 
23 ou 3 U5 
a = 
ma ne ase 
® @ ce 
® ea 
° 4 
4 

















2 

[oe] 

me ®@ ® 
he e ~~ WwW 
2 nz 95 oe 
a m fear 
S22 te 
FL: wd am 
ke oe BS ot 
pa Ze "By 
a O ial 
@ @ > 



















Pees: ® ® 

j ‘ n @ 
| | XNARD, Ventura County, California, on the main grown vegetables are of an excellent quality and can ee 4 a> 
+ RE 7 coast line of the Southern Pacific Company, has be brought to maturity at the will of the grower to meet a a 
Be 5 ¢ developed the vegetable industry in two years’ time, the best market conditions. Ce oe 
FAS Zw until it is estimated the 1925 crop will bring $1,500,000 Lettuce, cauliflower, cabbage and all rooted varie- Ze > 
53 enw to the district. ties of vegetables are very successfully grown in the 3 a: 
= 4 30 Because of the mild, equable climate, combined with Oxnard section. The Oxnard vegetable fields can be seen 2 Be 
a excellent soil and an abundant supply of water, Oxnard from Southern Pacific trains. = a 
@ @ Write, telegraph or *phone as 
















® “General Agent, Southern Pacific Lines’’ ® 











2 SOUTHERN Paciric Lines !: 


